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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 hall the unil used.

Two dots (..) indicate that data are not available, or are not separately
reported,

A full stop (.) 15 used to indicate decimals.

Use of a byphen between vyears, e.p., 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.

W
¥ L

The description and classification of countries and territories in this document
and the arrangement of material, should not be considered as implying any 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. Inclusion of 2 particular country or territory in
any economic or geographical prouping (or its exclusion) has been dictated by
economic and statistical considerations.
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M.LT.
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UNCTAD
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ABBREVIATIONS

Names of organizations

International Air Traosport Association

International Bank for Reconstruction and Development
International Civil Aviation Organization

Institute of Air Transport

Massachusetts Institute of Technology

Organisation for Economic Co-operation and Development
United Nations Conference on Trade and Development

Cther abbreviations

Cost and freight

Cost, insurance, freight

Dead weight tons

Free on board

Gross registered tons

Not elsewhere specified

Standard International Trade Classification (Revised)
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INTRODUCTION

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

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

3. In preparing this review the secretariat has been guided in peneral 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 ai this
stage to follow this outline in all respects.

! See Official Records of the Trade and Development Board, Fifth Session, Supplement No. 2,
annex 11.

% JTbid., chap, 1V and aonex 1 (&),
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Chapter 1

THE VOLUME OF INTERNATIONAL SEABORNE TRADE

4, The volume of international seaborne trade in-
creased by 6 per cent in 1967 as compared with 1966.
This was the lowest annual incresse since 1961, and
compares with rates of growth of 12, 9 and 7 Eer cept in
1964, 1965 and 1966 respectively. These figures are
derived from table 1, which gives particulars for the
period 1955-1967. While there was a fall in the rates of
growth of all the main categories of carge 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 1960-1967 the difference between
the growth rate of the main bulk commodities and of
other dry cargo has been small. The average annual rate
of growth was 6.6 per cent for the former, and 6.1 per cent
for the latter. Loadings of oil (tanker cargo) incteased
by 9 per cent in 1967, thus continuing the trend towards 2
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 13.4 per cent.

5. The shares of various groups of countries ? in inter-
national seaborne loadings and unloadings are shown in
table 2.4 The share of developing countries in seaborne
loadings (table 2, A) rose from 61.4 per cent'in 1959 1o
63.1 per cent in 1967, however, the shate of these coun-
tries n crude petroleum shipments fell slightly from 97.0
in 1959 to 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 international oil exports. Thus,
developing countries in Africa increased their share of
erude petroleum shipments from 1.0 per cent in 1259 to

U For the composition of the groups of countriss, set annex 1.

4 Data presented in table 2 are for the years 1939, 1963, 1966
and 1967, Dty available for 1967 are not broken down by type
of cargo. Thus, comment in the text on trends in loadings and
unloedings of different types of carge are limited to the period
19559- 15666,

TapLe 1

Deevelopment of world international seaiborne trade,® 1955-1967

{ Goods logded!
Tanker Carge Iy Carge Total {all goods)
Toual 0 wivick: main bulk commioditiesd
Fercewage Ferceniage
Year Milfan tnerease! FPerceatage Percantage Ml imereaze!
maieic bowy decreane oper Miltion fueraare | Mbion increars) i fang decrente over
Previom Ve mefric lans decrengy over ameiric fons decrende over previaus yedr
previaw vem previous year
j L ey 350 g 450 B -_ 00 13
1956 ) 320 11 490 8 B8R0 10
19957 Low vk Eeea 420 & 510 £ 930 [
1958 440 5 ABD - i 920 -1
PR e mm eres 480 9 490 a S 970 5
1 1 N 540 13 540 10 233 1 080 11
Il Wl s S 580 ) 570 fi 244 3 1150 L
1962 630 12 7.4 d 251 3 1 250 L)
1963 . . . . . . T L (i ] . 274 9 1330 8
Ihed70 5 e e s To0 11 T20 13 31a 13 I 510 12
THBY mey wi miali 870 1t T T 336 7 1 G40 L]
1 966 ' 960 1 B0 4 348 4 1 760 7
b R S LR S 1450 9 ElQ 1 359 3 1 86l 6

Sowrper: For tpnker cargo, winl dey corge and ol gooda: Dhtted Nanlows, Monihir
Hwlietin af Sratinics, Janwary (raes; for main bulk commoditkes: Foarnley and Egers
Chartering Co, Lad, (Oslo, 1968), Trader of World Bulk Corriers w1967 {1965
1967, corrected Bpares),

# Excluding imternstional cargoes loaded nt pores of the Gresl Lekes and
Bu. Lowrenee aysiem for undoading sl poris of the snme Bystemn.  Inchsding peiroleam
tmpons inig Metheriands Antilies and Trinldad for relining nnd Fe-exporl

b Dpis om drop-ore, ATAO. eoal, mapganoe-ore, bauxitc and  slumish, and
phissphaies; fgures belore 1960 n wvadiahle,

¢ Provishonat,



International seaborne teade,t 1959, gnd PHG5-1967 ¢
Shares of groups of countries = 4

Tane 2

{ Percentapes of world total)

ese T 1o T9G7?
rmane ol comirice Crme - Parrcleutn Dy Total  Crude Patrolm Dy Toll  Crade Paevolsm Dy Talal . Tonl
priredeinl  products oovee Al poeds  petroleirn | prooleels ewge  alf geods peiroliumn  prodticns carge  alf goads a7 gedos
A: Goone LOADED
Miliion tomy
World total . . . . 358 1647 48R B65.5 62200 (2423 T6B.6 1 6329 GDGR 2575 BI04 1 Te4.T 1 BS4LD
Percentages
World totsl ., . . 000 1000 1000 1000 10000 10G0 1000 1000 1000 1000 1000 1000 1000
Developed market
economy coun-
tries (excluding
Southern Europe). ilg 223 55.5 .8 0.1 23.0 5.5 28.6 0.3 24.1 519 284 2832
Southern Europe . . — 0.2 33 17 —_— 0.3 2.4 1.2 - 0.7 23 12 1.1
Socialist couptries of
Eastern Eunrope
antd Asia 27 6.6 6.2 .1 4.6 8.9 8. 6.9 4.7 92 B.9 7.3 7.5
Developing  coun- ,
tries, total . . . . 97.0 71 350 6l.4 5.3 67.8 59 633 95.0 66,0 34,9 63.1 63.1
af which:
in Africa . . 1o 0.4 L L 16.0 Iy 156 i3 18.1 1.8 10.0 12.6 119
in Asie' ., . . 6DE 25.3 9.3 28.8 58.4 3.3 9.2 300 58.6 24 .4 9.1 30.9 314
in Latin America ;
and Caribhean 351 45.5 15.5 26.9 21.0 42.8 15.3 2l.6 18.2 A58 151 189 1%.6
in Oceania . . . — —_ 0.9 0.4 — — 0.7 0.4 — —_ L] 0.3 0.2
B: Goobt UNLOADED
Miliion tony
World total .. ... 3169 1515 4984 9668 6220 2217 7RSS 16372 6055 2289 B2E.] 17524 18500
Percentages
World total . . . . 1000 1000 1000 1000 1000 1800 1000 IGO0 100.0 1000 1000 IUD;D 1060
Developed market
eCconomy coun-
tries (exciuding
Southern Europe). il 64,1 74.6 723 ThH.4 77.0 72.3 T4.5 T6.9 T6.3 2.3 74.6 7543
Sputhern Burope . . 2.4 2.0 3.0 2.6 2.5 2.0 4.3 33 9 1.7 .l 33 32
Socialist countries of
Eustern Europe .
and Asia - 1.0 3.9 2.2 0.4 1.0 58 e 0.4 1.0 5.6 3.0 2.8
Developing coun-
tries, total . ., 25.1 32.9 1.5 2.9 0.7 0.0 17.6 19.] 9.7 0.9 18.0 18.1 18.7
af whick: . )
in Alrica . o5 4.8 4.4 2.5 &l 4.1 i b 25 4.8 37 3.4 34
in Asia . . . . 4.7 12.2 E.B 8.0 5.5 B.5 2.0 7.6 5.6 9.7 9.6 B.0 B.0
in Latin America
and Caribbean 18.9 11.0 4.7 10.4 12.7 .0 4.3 Ted 11.6 5.7 4.5 Ta 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

Fowrge: Unied Notions enimated datn; the workd wals do nol correspond
exactly 1o the rounded wMals in I-I_H'.l I.

a Bee noie @ 1o oabbe 1, Greas Lakes amd 5. Lawrence wads (im dry cargo)
amounted v 26 miltbon s in 1939, 37 milllon oo b 1965, 37 milon wos in

Pié, angd 34 million wens mo T,

I Break-down by type of corgo for 1967 ot yer avalinble,

¢ Derived From tubles 1, T1 and 00 in smnex 01, 1967 ffures estimaied from
m:m United Mations Meonthly Hwlletn of Sirimicy, November 1968 and Jomuary

i See anpak I for (he composhion of thése groups.



TasLtE 3

Growth of international seaborne trade,® 19591966
Classified by types of cargo and groups of countries & ¢
{ Percentages)

A Goods londed 1966 (1959 = 100)

B Gomdy unloeded 1966 (1959 = 100}

Grourps of eanerier Bry

Al e Fetratenm Ty Al
proguser

petrodam praciiely carg Rady PRiriEmm carEe gands
World total . . . . 121 156 166 182 218 151 166 181
Dieveloped market
SEOnOmMY COUR-
tries (cacluding
Southern Europe). 198 172 161 162 233 180 167 187
Southern Burope . . — 449 116 124 270 130 228 238
Socialist countries of
Eastern Europe
and Asig . . . . 387 17 240 260 e 152 143 249
Developing coun- ;
fries, total . . . . 216 145 165 187 173 96 161 151
af which:
in Afrien . . . ¢ 698 177 §26 k10 T 130 138
in Asia , . . . 213 151 152 195 263 121 18] 183
i Latin America 4
and Caribhean 114 137 162 134 135 7 157 131
in Ceceania . . . — — 132 132 — 36! i42 202

Sorrce; See table 2, A (Gopdy leaded),

@ %es mote o to tble | Creat Lakes and §. Lawrenes trade {n dry corgo)
amounted 1o 26 million tons fn 1955, 17 miltion woar in 1965, 37 millioo tons io
1966, and 34 milon tons o 1967,

& Drerived from sables I, 11 mpd TID o aamex 1. 1947 fgures estimoted from
nuam Unied Mations, Maonshly Bubletin of Stadliflcs, Movember 1968 and Jamosry
1969 {msues,

_16.0 per cent in 1965 and 18.1 per cent in 1966, the bulk
of this increase 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.] 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
produects.

7. Between 1959 and 1966, the shares in dry cargo
loadings of the developing countries in Asia and in Latin
America and the Caribbean fell slightly. The share of
the African countries in shipments of this type of cargo
rose over the period as 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 products rose between 1959 and
1966 and their share of dry cargo loadings fell, the net
result being a slight fall in their share of total world trade.

« Gt annex I for the composition of these mvoups,

d Unloadmgs of erude potroleam in the soclalist countries of Eamern Burope
end Agie amounied to 0.1 mildon toos in 1959 and o 2.8 million 1ons in 1966,

¢ Londinge of crede petroleum in developing couniries in Africs amounted
o 5.2 milon tons in 1955 and to 126,7 millicn ioms in 1966,

9. The figures for goods unloaded (table 2, B) show a
different pattern. The share of developing countries in
the world total feli from 22.9 cent in 1959 to 19.1 in
1966 and 18.7 per cent in 1967, The reason for this
declining share may be found in the 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 in 1959 to 18.0
in 1966, their share of crude petroleum unloadings 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. .

10, Asin the case of goods loaded, there were different
regional trends. Developing countries in Africa and
Asia increased their share of crude petroleum unloadings,
while those of Latin America and the Caribbean experi-
enced & fall from 18.9 to 11.6 per cent of the world total.
In dry cargo trade, Asian developing countries inereased
their share of unloadings against the general trend, All
groups of developing countries experienced decreases in
their shares of unloadings of petroleum produets,

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




TanLe 4

Growth of international seaborne trade, @ 19591967 and 1965-1967,
classified by groops of countries & ¢

{ Percentuges)

B Gomdr mmibomded (AN goslr)

A: Goods loaded [AD poade)

Gronps wf commtries

JoNR-r88T JBGR-10RET JRSR-HT RS- 1RET
1938 = Jo0) (1963 = 100) {1959 = 100 ) {1965 = 100}

World total . . .. .. 191 114 181 113
Deveioped market econ-

omy countries (exclud-

ing Southern Europs) 170 112 188 114
Southern Burope , . 126 107 233 112
Bocialist countries of

Eastern Burope and

MADE : o as ol 280 123 245 8o
Developing countries,

sl UL s T 197 113 156 110
of whigh;

in Africa . . ., . . 444 120 145 104

i e S PR e 208 119 193 120

in Latin America and

the Caribbean, . , 139 103 130 5 A
in Oceanin . . , . . 103 Te %7 125

Source: Ses tabls 2, A (Goods loaded),

& Ses note @ 10 tabls 1. Grent Lakes and St Lawrenes trade in dey cargo amoanted (o 36 millon tonk in 1959, 37 mil-
Lion tons in 1965, 37 million tons in 1966 and 34 million tone in 1967,

b Derived from tabies 1, 1T and TI7 i annex 11 1967 Baures estimated foom date in United Nations, Monthly Bt

of Statirtics, Noveraber 1968 and Jormmary 1969 issues,
© Sot aneex I for the composition of tess groups.

rapid increase in their oil imports, partly offset by a fall
in their share of dry cargo unloadings. The socialist
countries of Eastern Europe and Asia have increased their
share of unloadings of dry cargo but their share of total
seaborne unloadings has fallen since 1965.

12. The percentage figures in table 2 do not reflect the
actual changes in the absolute figures for loadings and
unloadings in the different regions. While there have
been several decrpases in shares of trade, decreases in
absolute volume of trade have been rare. This may be

seen from tables 1, II and III in annex 11 ® which 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 over different periods in the loadings and un-

loadings of the various groups of countries.

L Tables I, IT and III in annex 11 also provide a more detailed
classification of groups of eountzies than iz presented in the tables
in the main text.



Chapter 1T

THE DEVELOPMENT OF THE

(a) Size, composition, and flag distribution

13. Table 5 shows the development of the world active
seagoing merchant fleet over the period 1955 to 1968.
Total tonnage increased 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).®

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

® Bulk carrier tonnage in grt grew by 127 per cent from 1964
to 1968, Lievd's Register of Shipping, Siatistical Tabler did not
publish separate statistics on bulk carriers before 1964, Figures
from another source for the world bulk carrier fleei in dwi are
ghown in table 12.

T It should be noted thal owing to & different classification of
countries into groups, and owing to the exclusion of the United
States Reserve Fleet, table 6 5 not! comparable to similar tables
previously published by the secretariat, The composition of the
groups of countries wsed in this table is explained in annex 1.

WORLD MERCHANT FLEET

ment in the arez is not fully comparable with that of the
rest of Europe, the area includes countries which are
owners of substantial amounts of shipping tonnage.

[5. It will be noted that, in table 6 and other tables
showing the distribution of tonnage by flag of registration,
and in comments on these tables, the Liberian and 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 flags 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 tonnage.®

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

® For cxample, out of the United Kingdom merchant fleet of
217 million gri in 1967, aboul 3.7 million grt was registered in the
Ugited Kingdom but not owned there, (This figure is derived from
daig in Chamber of Shipping, United Kingdom, Annual Repors,
1957-1968 (London, 1968).)

TanLe 5
World shipping tonnags,© 1955-1968
{ Mic-vear figures)
Tamkers Dry Carge Ships Taral

g Meitiion Milliow Mitttten tiiian Milthon MiTon
) e art et it dwi

P93 oo 26.4 56.3 2.7
1856, _ ... 218 58.3 7.1 o
L Y T 9.9 64.1 94,0 .

PO 33.1 67.1 100.3
1859 ., . .. . 37.3 - 69.7 ok 107.0 e
1960 . . . . 408 62,9 71.6 94.8 112.4 157.7
ek e 43.1 63.4 76.3 98.7 1183 1641
1963 ., . .. . 447 69.0 T9.6 1029 1242 171.9
by Ao 46.5 72.1 E1.7 109.3 130.] 18] .4
1964 . . .. 49,9 Ti2 87.0 113.7 137.8 190.9
1| R 544 861 92.1 118.4 146.5 2045
o 50.8 04 .4 963 126.7 159.0 221.1
15717 (e 63.9 102.5 107.2 138.4 171.1 240.9
1968 .+ 5.9 1126 115.0 149.5 184.0 2621

Sowrces: Liow's Reginier of Shipping Statistical Tabies, 1955-1968, for fpures
over). Figures in dwi (vessels of 00 gri and over) have besn obtained from Instituse of

expresacd in pri (veasels of 100 gri and
Shipping Econotnics, Bremen, Siarfsik

dvr Sehiffoker, Slatistics applying Lo the Unlted States Reserve Fleet are published by the United States Deparument of Conie

meres, Mariime Adminisiration.

& Excluding the Thnited Sintes Reserve Fleed and the Great Lakes Beetn of the Undied States and Conado,

7
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Distribution of world tonnage by flap of registeation, o & 1955, 1964 and 1968
{ Vassels of 100 gri and over, ar at ! July)

Trmmige Shares pf wovld Tonmagr Jupreaee i lommere
{mtflion i) { perceniage ) 190 S
Elags of regisiration, i Share i
sl bl 15 1964 196k 1953 1964 168 il b g e b
[percenrapy )
Worldtoeal . . 0 . . B2.7 137.8 164.0 100.0 100.0 100.0 46.1 133 106
Developed market econ
omy countries (exclud-
ing Southern Burope) 6.4 872 109.8 742 63.3 55.7 226 126 49
Liberia, Panama® . . . B3 18.8 30.8 i i B 13,6 16.8 12.0 164 36
Southern Burope 4.1 11.3 13.7 4.9 B2 T 1.4 12 ]
Socialist countries - of
Eastern Burope and i
- T e (N e 35 9.4 16.0 4.2 .8 8.7 6.6 170 14
Developing countries, ¢
7 Rl o 5.4 11.1 136 0.5 8.1 T4 2.5 123 5
of which:
in Africa . 0.2 0.6 0.8 0.3 [+ 0.4 0.2 133
AR .« vlern 1.8 6.0 7.9 .2 44 4.3 1.8 132 4
in Latin Americs
and the Caribbean 14 4.3 4.9 4.1 33 2T 0.4 110 1

M:mm&mmmMarﬂ'MMTMMan
pitermsnkary data.

mmmmm:wamjmmnmlmnm
ll?mllhnmullltrlﬂ ant 5.9 mildon groal 1 Juky 1966

immuummmmmmm;mw,

o Tonnage under these two fags b shown separntedy mimoe it i belisved thal
most of it is effsctively controlied by interests foreign to thefe countriss (mes paras

the Liberian and Panamanian flags is widely held. It is
felt that if fhis tonnage—which is now more than double
that of all other developing countries combined—were to
be included with that of the developing countries, the
resulting picture of the distribution of the world fleer
would be badly disiorted.

17. The main trends shown in table 6 are well known.
The fastest growing group of fleets is that registered in the
socialist countries of Eastern Europe and Asia, whose
share of world tonnage more than doubled between 1955
and 1968. This rate of growth shows no sign of flagging.
A gimilarly high and consistent growth rate is shown by
the Liberian and Papamanian flags, which account for

nearly twice as much tonnage as the former group of-

countries,

18, The other group showing a very high rate of growth
are the dwclnpmg countries in Asia, However, the rise
in these countries' share of the world fleet took place in
the earlier part of the period covered by table 6. The rate
of growth in their tonnage since 1964 has been approxi-
mately equal to the growth rate of total world tonnage, |

19, The small tonnage registered in African developing
countries (other than Liberia) has grown in step with the

& In this tabis ond in & numbes of pemages o this document, the expression
“developing commries” does not intdiude Liberin

world fleet but the t e registered in Latin America
and the Caribbean {exch Panama) has lagged behind
the 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 growth
of fleets in Asian developing countries more than
comy for the falling share of the Latin American

and Caribbean countries, so that the share in the world
fleet of the developing countries as a whole (excluding
Liberia and Panama) rose to 8.1 per cent in 1964 from
6.5 per cent in 1955, Since 1964, the slackening of growth
rates in the fleets of Asian develuping countries, com-
bined with a continuation of the ious trends in the
other regions, has resulted in a fall in the over-all share
of developing countries to 7.4 per cent in 1968,

21. Over one half of the world’s merchant fleet is
registered in the developed market economy countries,
though the share of this group in world tonnage fell
between 1955 and 1968, It should however be observed
that shipowners in developed market economy countries
are believed to control a substantial part of the growing
share of world tonnage registered in Liberia and Panama,
As for the group of countries in Southern Europe (includ-
ing Yugoslavia) its share in the world fleet has followed
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Shares of world tonnage by class of ship, as at 1 Joly 1968 «

AN ihips b

Tembcery b il parriers © Crtket xhipe b

Share of total tonnage v gre, 1968 [percentape)

World total: 1968 . . . 1000 3.5 17.5 45.0
1967 1000 itz 13.4 47.3
Fonnage increase, lndex (968 | 1964 = j01)
World Lotal . 133 138 227 112
Sharer of proups of countries in total lonnage
in eack class, 1968 (percentage)
World tatal . ... . 1080.0 100.0 100.0 1o0.0
Dieveloped market scon-
omy countries {exclud-
ing Southern Burope) 59.7 606 64,8 569
Liberia, Fanama. . . . 16.8 2a.1 233 7.2
Southern Burope . . . 7.4 5.2 4.8 10.3
Socialist countries of
Eastern Burope and
AR w0 e s 8.7 4.9 2.1 14.4 ‘
Developing countriss,
o, out oty 30 T 4.2 4.8 1.1
of wiich:
im Afrien . , 0.4 0.2 i 0.k
inhsE . Loy . 4.3 1.4 4.0 .8
in America and the
Caribbean 2.7 2.6 0.9 3.5

Sowrce: Compiled from Lipwd's Reginier of Shipping Stadisiicn Tabdes, 1968,

o Excluding Great Lakes feets of the Unbed Suates of Amserica and of Canada (2.3 miflion grt combined, of which
2.6 million grt balk cartéers) and the Unpited Statess Heserve Fleel, sitimated at 0,3 million gri tankers, 0,00 milion gre budk

carriers, and 6.6 million gri of other ships,
& Vessels of 100 gri and more.
¢ e and bulk carriers of 6 000 grt and more,

a similar
1964 8

22, The distribution of 1968 world tonnage 15 classified
by type of ship in table 7. This table shows that bulk
carriers are currently the fastest growing class of ship and
that tankers and bulk carriers together now make up
55 per cent of the world fleet. The tonnape 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 ships that the fast prowing fleets of the
soctalist countries of Eastern Europe and Asia are largely
composed. A similar predominance of these ships is seen
in the fleets registered in the Southern European countries
and the developing countries.

path to that of the developing countries since

¥ A recent estimate (in Jowrsal powr fe tranzport international,
Basel, 27 Decernber 1968) puts the lota] tonnuge under Greek con-
trod at 32.7 million dwi {22 million grt); this would indicate that
about 20 million dwt (14 million grt} of Greck-comtrolled tonnapge
is repistered under other flags, mostly under the Liberian flag,

23, A detailed breakdown of 1968 tonnage by indi-
vidual flag and by type of ship is given in table IV in
annex 11, Table ¥V in the same annex classifies the 1968
tonnage according to geographical areas of countries of

registration,

24. The different rates of growth of tonnage in the
various groups of countries and in the different classes of
ship, as shown in tables 6 and 7, are reflected in the age
distribution of the 1968 world fleet, which is shown In
table 8. This table shows that the socialist countries of
Eastern Europe and Asie have the highest percentape
(67 per cent) of ships of less than ten years of age, while
the developing countries and the Southern European
countries 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, and 40 per cent for other
ships.
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Age distribution of world merchant fleet, rs ol 1 July 1968 «

Aire groups (pears)

Foral
od 5 10-14 15-19 2034 25 dnd wver
World wotal . . . . 100 a3 4 18 10 ] 7
By proup of coun-
tries :
Developed market
economy  coun-
triez. {excluding
Southern Europe) 100 a5 26 18 g 7 5
Liberiz, Panama . 100 a0 1% 23 12 f B
Southern Enrope . 100 21 17 19 13 4 6
Bocialist countries
of Enstern Eu-
rope and Asia . 100 40 27 14 5 3 11
Deveioping coun-
tries, total ¥ , | 100 24 14 12 16 14
By class of ship:
Toankers . v o v 100 36 27 22 10 3
Bulk carriers® . . 100 54 .l 8 3 = L 3
Other ships . , . 100 20 0 9 12 15 14

Sowred: Commplicd from Liowd's Regleter of Shippiop Stativtice! Tables, 1968 amd supplomsntnry datn.
& Excludes vessgla of less than 100 gri) abo pxclades the United Stades Reserve Fleet, and Unived Staves and Canadian

Greal Lakes tonmage (estimated age distribution).

b Figores for developing countries acrived al by elimination; they fochude 260 000 grt unaliocsted 1o other sroups,

o Orre and bulk carriers of 6 000 gri and mote.

(b) Growth of individual fleets *

25. On 1 July 1968, there were seven seagoing mer-
chant fleets with a toopage io excess of 10 million dwt
each, and these together accounted for about 63 per cent
of total wofld tonnage. These fieets are listed in table §
in order of size in 1968 ¥ 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 flests
four grew much faster than the other three between 1964

1® In this section of the review, data on the size of individual
fiests @t 1 July are given in dwt; the source of these data is Institute
of Shipping ics, Bremen, Statisulk der Sehiffabr:. This
source gives information on vessels of 300 grt and owver, and shows
seperate statistics for about seventy different fleets accounting for
about 99 per cent of world tonnage. The remaining | per cent i
not relevant to a discussion of the growth of the larger fleets,
However, since this 1 per cent is made up of about sixty-five flags—
nearly all of developing countries—if is important that a breakdown
of this residual total be available for use in the classification ol ton-
nage by flags and by groups of countries. For this reason, tables 6,
7 and 8, and tables I'V and V in annex 11, are compiled from Liowd"s
Register of Shipping Stavistical Tables. This: latter source shows
separate statistics for all flags bul these are presented in grt and for
vessels of 100 grt éand over. Thus the figures from the two sources
used are not strictly comparable.

U The order of size of these fleets o grt would be different. In
1968, the United Kingdom and Morway would change places in a
grt ranking, sz would the Union of Soviet Socialist Republics and
the United States of America. See table IV in annex II.

and 1968. The slow-growing fleets were those of the
United Kingdom, Greece 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 tonnage owned in the United States; the
increase is more than matched by the decline ‘in the size
of the reserve fleet.’®

27. The four fast-growing fleets were those under Japa-
nese, Liberian, USSR and Norwegian flags. These fleets
fall into two different types: the Liberian and Norwegian
fieets are largely employed in cross-trades (trades which
do not begin or end in the.country of registration), while
the Japanese and USSR fieets are mainly employed on
routes to or from their national territories.

28. Between 1960 and 1967, loadings and unloadings
in the external seaborpe trade of Japan rose by 215 per
cent; in the same period the Japanese fleet grew z
l44 per cent. The proportion of pational seaborne tra
carried in foreign ships rose from 51.8 per cent in 1960
to 53.8 per cent in 1967.%%

¥ The United States Reserve Fleet fell by 6 586 000 dwt between
1964 and 1968,

¥ Forelpn flag vessels carried 50.9 million tons of Japapese
trade in 1960 and 166.5 million tens in [967, according o the
White Paper on shipping published by the Ministry of Transport
of the Government of Japan in 1968, This source puls the Japanese
balance of payments deficit on shipping account at U8, $789 million
in 1967, Total Japaness seaborme trade extracied from Uniled
HNations, Statistical Yearbook, :

10
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Seven lorgest merchant fleats in dwi 1968 and 1964

Increnss o Tonnape 186606

I dudy I9GE Ity Ded

(thowsand daret | [Thowsnd dwi ] ¢ T——— {;ﬁx_lm]
Libmgin s oo 00w L 40 k] 22519 1B 263 181.1
MIOTWAN oy e s 30976 21 455 9521 1444
United Kingdom . . , 29 563 27344 2320 108.5
HT L e A T * 27 998 T4 30k 13 630 194.9
United Siates of Amer-
o™ e e 17173 14 230 2943 120.7
Union of Soviet Socialist
Republics. . ! 12 651 E174 4 477 154.8
EITEER. v oange 50 wils 11072 10098 074 |56
Total, 7 flags . . ., . . 170 213 118086 52125 44,1
Arede sl ezl
Woarld total . . . .. 262 070 190 897 71173 1373
7 flags as percentage of
world total . . . . . 64.% per cent 61.9 per cent 73.2 per cent

Sawree: Instiume of Shippisy Econcmics, Bremen, Statalk der Sahifaire,

& Batimatod active seapolsg feel, excluding Grent Lakes tonnage nnd Reserve Floet. Hessrvo Fles! estimated. gt
15 120 000 dwi In 1964 mnd § 535000 dwt fn 1968, (Undied Siates Departiment of Commerce, Maritime Adminsezthon datp.

29. In the same period, loadings and unloadings in the
external trade of the USSR rose by 142 per cent, while
the Soviet flest grew by 130 per cent. Although the prowth
in trade maciz::i the growth in the fleet, the share of
Soviet seaborne trade carried in foreign ships fell from
59.6 per cent in 1960 to 49.3 per cent 1n 196714

30. Apart from the seven largest fleets, there were
thirty-three other fleets in excess of 500,000 dwt on
1 July 1968. Eleven of these, totalling about 50,530,000
dwt, were registered 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):%® '

In developing countvies and rerritories

Todly v o e 2887 lsrasl. .o, .. ..o G9B
Braml ., oo e e 1919 Indonesia. .. . ..., 768
Argentina. . . . . . . 1397  Pakistapn . . - . ... 767
Hong Koog o . -« . - 1232 Republicof Korea . . . 661
Fepublic of China . , . 1126 Lebanon . , . . . . . 630
Philippines . . . . . . 1088  Mlemico. . | . o . . 547
In conniries of Southern Eurape

Spain. . . oo oo v w326 Pormgal - s 0o R05
Yuposiavia , . ., ., . 1806 Turkey, . . . .. . . 748
Cyprus . . | 983

In socialist countries of Eastern Evrape and Asia

Poland , . . , . . 1748  China {(manland) . . . 1030
Eastern Germany . . . [ 034  Bulparia 820

4 Foreign flap vessels garried 297 million tons of Soviet trade
in 1960 and 59,7 million tons in 1967, according to the Journal of
Cormmerce, Londen, 15 October 1968, quoting Tass {the USSR
news agsncy). Total USSK seaborne trade extracted from United
Nationg, Statistical Yearbook.

161t is believed thal some of the tonnage in & number of these
fleets iy controlled by interests which are not resident in the country
of territory of registration.
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31. Several of these fleets have grown considerably
since 1964. The following list shows those fieets, other
thzn the seven largest, which increased by 500,000 dwt or
more from 1 July 1964 to 1 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.

Federal Republic Cyprss . - . .. GagM

of Germany . . 2379 (321} Gpain ., . ., ., 958 (40.1)
Papama 1383 (24.4) India 801 (45.4)
FENER . o oo 1486 (23.9) . Sweden., . . . . T8 (13.09
Tealy . . . . . . 1484(194) Bulgaria 356 (211.0)
Denmark . . . . 1000{28.0) Philippines 507 (85.8)

32. Tonnage increases in the range 200,000 dwt to
490,999 dwt between 1 July 1964 and 1 July 1968 were
experienced by the following fieets (thousand dwt; per-
centage increase over 1964 in parentheses):

In developed merket econgmy countries

Netherlands . . . 477 (6.9) Belginm . ., . 275(27.5)
Australia . . . . 313 (46.5)

in rocializt courtrier of Eastern Europe and Asig

Folind . . .o 440 (33.6) China (mainland) 237 (30.0)
Romania . . , ., 354 (277.2)

In conntriex of Sowtherne Euwrape

Yugoslavia . . . 397 (28:2)

In developing countries

Republicol Korea 490 (287.2)  Republic of Ching 289 (34.5)
Pakistan . . . . 363.(90.1} Indonesia . . : ¢ 260(51.3)
larael, . poe e RN 55D Mexico ., . 245 (51.7)

¥ Since the tonnage under the Cypriot flag on 1 July 1964 wag
only about 14,000 dwt, the percentege increase s so high as to be
virlyally meaningless.



33. Of the fleets listed in the two preceding paragraphs,
those of Cyprus, the Republic of Korea, Romania anc
Bulgaria have grown by more than 100 per cent in the
four year period. The lists show that, of the eight devel-
oping country fieets 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 hall its 1964 level. The Argentinian fleet
decreased by 102,700 dwt (6.8 per cent of 1964). Turkisk

and Chilean tonnage fell by smaller amounts.

(c) Additions to and deductions from the world fleet

35. An analysis of additions to, and deductions from,
merchant fleets in the first hall of 1968 has been made
and the results shown in table VII of annex II. The table
was compiled from unpublished records made available
by the United States Department of Commerce, Maritime
Administration. It should be noted that data from this
source are not directly co:&pambla with those from

et

Lioyd’s Register of Shr;uping irtical Tables as showr
in annex II, table IV

36. This is the ﬁrst attempt by the UNCTAD secre-
tariat to analyse in merchant fleets. Instead of
undertaking the lengthy task of going through the raw
data on fleet changes in the records of the ship classifi-
cation societies, it was considered expeditious, in the case
of this pmlmunar)f exercise, to use the partly processec
data made available by the United States Maritime Admi-
nistration.”” An examination of additions to, and
deductions from, merchant fleets over a longer period will
be undertaken as part of the secretariat’s continuing
studies on the establishment and expansion of merchan:
marines, and the secretariat would welcome any com-
ments which members may wish to make on the present
papet.

37. The period coversd by the table VI in annex II is
{60 EHGTE 16 Pertiit any defint mnﬂu’ﬁ"ﬁ'ﬁ“ﬁ"ﬁ?&‘ﬁ'ﬁ?‘
However, some interesting—though tentative—compa-
risons may be made of the differing im of trans-
fers of second-hand tonnage (called “flag changes™ in the
table) in various fleets.

38, Among the larger fleets registered in the developed
market economy countries,™ in Southern Europe and in
Liberia and Panama, one can distinguish four groups
according to the pattern of fleet changes in the six-month
period:

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

1 These data are derived from the records of Lloyd's Register
of Shipping, American Boreau of Shipping, Germanischer Lioyd
pnd Det Morske Veritas and the Maritime Administration’s own
reconds.

¥ It pppears, ton, ai first sight, that the records for some flests
miay not be a8 comprehensive or up-to-date gz those for others.

¥ Excluding the United States of America, conw'ru:'—ng which
information was not-available for the period,

(&) Those fieets which, while acquiring new fonnage,
were net buyers of sscond-hand tonnage (e.g. Finland,
Greeee, Italy, Panama and Liberia: in all cases, except
that of Liberia, purchases of second-hand tonnage in the
period exceeded new buildings);

(¢) Those flests which 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) Thefleet of Cyprus, virtually in a group of its own,
with additions of used tonnage only.

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

40, In the case of developing countriss,® the number
of transactions in any fleet, and the volume of tonnage
transacted, tends to be too low for a pattern to be esta-
blished over a six-month period. However, one can point
to the following facts:

(e} Additions in the period to 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 fleets of India, Pakistan, the Philippines, Repu-
blic of China and the Republic of Korea were built up by
a combination of new and second-hand ships {thaug
the case of India, sa!ﬂs of second-hand tonnage more than
off-set pmcham}

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

(d) Tonnage on order ®

41. Tonnage on order on 31 October 1968 is shown in
table 10. The world order book at that date stood at
78.5 million dwt, approximately : 3[! per cent of the world
flest a1 Jaly- ToRE

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, including all the 300,000 tonners; the Lﬁ::tﬁ:i
Eingdom and Norwegian flags accounted for another
26 per cent. Developing countries (other than Liberia
and Panama) with orders for tanker tonnage in excess of
100,000 dwt were:

Fepablic of Korea: 814 000 dwt (of which 23 150 000 dwt;

4 5 1207130 000 dwt)

Kuwait: 634 000 dwt (of which 3 2210 000 dwt)
Israel: 627 000 dwt (of which 2 x 250 000 dwt;
Republic of China: 272 000 dwt 12320000 dwi
Brazil; 26 000 dwt (of which 2 3 115 000 dwt)
Peru: 195 000 dt
India: 176 000 dwt

& Exciuding Ljhcriu and Panama.,

4 Order figures in this section are from Werld Shipr on Order,
Mo, 17, supplement o Fairploy (London, Palmerston House),
28 Movember 1968, datr as ot 3] October 1968,

12
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World fonnage on order as al 31 October 1968 »

Al ships Tamicers Bl b coerigrs Otiver shiper
{ Miliion et )
World total . . . . . . T8.5 50.7 1E.] 5.7
(100.0 per cent)  (64.6 per cent) (230 percenmt] (124 per cent)
Share of world toral (percentoge)
World total , ;. . . . 1O 1000 100.0 106.0
Dreveloped market econ-
omy eountries (exclud-
ing Southern Europe) 54,8 7.5 354 4.0
Liberia, Panama, . . . 24.4 7.7 24.5 6.5
Southern Burope: . . . 5.8 4.3 7.3 9.8
Socialist countries of
Eastern Eurcpe and
Agaed L 5.8 2.5 3.2 27.5
Developing countries,
Wk oo s i 6.4 8.0 14.1
af which! ’
in Afries . . 0o 0.2 0.2 —- 1.0
in ABE. . oo o 5.1 5.2 4.1 6.2
in Latin America
and the Caribbean 24 1.0 - 6.0
Flag not yet known . | 1.5 1.6 1.1 2.0

Sourge: Compled from World Ships an Grder, Mo, 17, suppéerent to Foirpley (London, Palmersiop House), 28 Movem-

ber 1046,

& Veswain of 1 000 greand oves, axcluding passenger vessels, focries, fshing vesseks and miscellameous specialized ceafl.
b Defined a5 single-deck veassls of 12 000 dw and over,

¢ Diatn for some countries in this yroup incomplets,

d Becauss of naifonal planning perinds in tess countries, orcers are ofien placed fir in sdvance of sxpected delivery
dnlz. This partly expining the very high percentage share of “Criber ships™.

43. Bulk carrier tonnage on order was 18.1 million
dwt—23 per cent of the total. There were forty vessels
of more than 100,000 dwt on order, the largsst being a
155,000 tonner for the Liberian flag. As in the case of
tankers, the Liberian flag had the biggest share of this
part of the order book (23 per cent), The three next
largest flags—Norway, the United Kingdom and Japan
—accounted for & further 40 per cent of bulk carrier
tonnage on order.. Developing countries (other than
Liberia and Panama) with orders for bulk carrier tonnage
in excess of 100,000 dwt were:

Brazil: 573000 dwt (of which 23130 D00 dwt;
Tepublic of Korea; 386 000 dwt 2105 000 dwt

Republic of China: 140 000 dwt
India: 128 000 dwi

44. Orders for non-bulk dry cargo tonnape were the
least important item in the order book—9.7 million dwt
(12 per cent). Orders placed by the Union of Soviet
Socialist Republics amounted to 2.0 million dwt (21 per
cent of orders in this class).®*® The flags with the next

B 1t shouold be noted that the orders placed by the Union of
Sovier Socialist Republies are those expecled to be fulfilfed over
the curreni economic planning period of that country, The over-all
time span of these orders is longer than averige.
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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 important. Orders for
“Liberty replacements™ were a significant factor and are
discussed further below (paras. 54-58). Developing coun-
tries (other tham Liberia and Panama) with orders for
non-bulk dry cargo tonnage in excess of 100,000 dwt

were. Brazil: 338 000 dwt
Iran: 142 000 dwt
Peru: 126 000 dwt

45, Taking all types of ship together, the developing
countries with the largest order books were the Republic
of Kores (1,284,000 dwt) and Brazil (1,157,000 dwt).

46. The percentage figures in table 10 may be com-
pared with those in table 7 (which uses the same classifi-
cation by groups of countries and types of ship) to derive
very rough forecasts of the direction of future changes
in shares of the world fleet. For example, & comparison
of the shares in total tonnage on order of the three classes
of ship with their shares in the existing fleet indicates 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.
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Average sl of ofl tankers
{ Vegzely of 10 (00 dwr and over)n

Existing feer Ships on arder
Youy Nignrber Taral ronmage Average fize Nmifier Towal ienwags Avorage sixe

o thips { therrand dwi ) (dwr) of Eips { teotegemd chwr } {ahwr)
5.7 (P 267 60 616 22 694 316 14 171 dd Bd5
1962 , ., . 1659 63 326 8le 259 13 018 50 261
863 L. 1 625 ai (94 25179 20 16 778 54 123
1954 , . ., . 2 661 Tl 439 26§47 316 1817 57 503
1965 . . 2748 80 206 2 187 280 19114 68 265
1966 . ... . 2814 8E 585 31 480 267 23020 846 219
1967 .. . ¥ 2 864 96 965 33 K58 254 27 827 108 553
1968, ... . 25943 107 639 36 574 303 42 089 13E 500

Seurce: John L Jacobs and Co. Lad., Warlf Tamker Feer Review (London, 30 Jonc 1968),

o Pigures as at 30 Jume.

() The trend towards bigger ships

47. The increase in the average size of oil tankers and
bulk carriers has been over the last few years.
The development since 1961 is shown in tables 11 and
12.

48, As far as oil tankers are concerned, economies of
scale have proved to be extremely important, especially
since the closure of the Suez Canal and the adoption of
the Cape route from the Persian Gulf to destinations in
Europe. Graph 1 testifies to the rapid fall of the global
cost of transport nsing various sizes of tankers (and differ-
ent itineraries). According to this graph, the present cost
of transport of crude oil from Mena-al-Ahmadi to
Rotterdam falls from sixty shillings per ton carried in a
25,000 dwt tanker via the Suez Canal to slightly more
than twenty shillings per ton in a 150,000 tonner travelling
via_the Cape laden, and. wi i
through the Suez Canal. For a 300,000-ton vessel using
the Cape route both ways the costs is under twenty
shillings per ton. In addition, there has been a tendency to
situate refineries near the ceptres of final consumption;
thus there has been & rise in the demand for the transpor-
tation of erude oil, which can more easily be transported
in large quantities than can refined products.

49, Ag a result of these devel . the average size
of tankers on order rose to 86,200 dwt in 1966 (nearly
double that in 1961), 109,600 dwt in 1967 and 138,900 dwt
in 1968 (see table 11).

50, It 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,
tangen and Bantry Bay will be able to receive fully loaded
tankers in excess of 200,000 dwt. The fact that the cost
of constructing new ports or deep water piers is very
high, and that the transport cost curve (in graph 1)
flattens out after the 200,000 dwt range, limits the scope
at present for expanding the fleet of tankers of the largest
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size. In addition, the shallowness of certain canals and
straits hinder the use of large tankers. Certain paris of
the North Sea and the Straits of Malacca are already
inaceessible to the biggest tankers. However, Bantry Bay
is already capable of receiving tankers of 500,000 dwt,
and it is reported the company operating this installation
intends to construct ports at Okinawa and at Point Tupper
in Canada to receive 300,000 dwt tankers. Additionnally,
studies are being made of the possibility of constructing
an artificial island off Zeebrugge, in Belgium, and a port
at Bilbao, in Spain, both capable of recerving 500,000 dwt
vessels. Further studies are being carried out on these
lines in France and in Italy.

S1. The spate of new constructions engendered by the
closure of the Suez Canal and technical and industrial
developments, in addition to the implicit economies of
scale inherent in large size, may lead to a further drop in

j = ~ft~has--been—calculated® that hy 1970
available tanker tonnage will exceed demand by 14 mil-
lion dwt, which corresponds to an excess supply of
11.1 per cent. -

52, The increase in the size of vessels was also remark-
able within the 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 nearly
100 per cent in the same period (see table 12). The two
principal influences on this growth in averape size are
economies of scale and the growth of industry-owned
tonnage, which tends to be of larger than averape 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 has restrained the growth of average size in this class.
In faet, the average size of bulk carriers on order fell
during 1966 and 1967,

® Dr. Ing. Volker Bohlmann in Wirtschafts-Correspondent,

Neo. 46, Hamburg, 16 Movember 1968,
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Source; F, 8. MeFudrean, The Ecomymicr of Larpe Tamkers, Strathclyde Lecture, 4 March 1968 (Landan, Shell Inter

| Petrolenm Co. Ltd.). Sowrce does noi give dat= of data.
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Average size of bulk carriers
{ Fesselz of 10000 dwt ond over) s

Bxlsring  floet Ships o0 wrider
. Mumibar Toval rowsage Average glae b Tatal immagr Aberage wize

of #itips {dhonzand dwi feiwi o ships ¢ el diwr } {eiwe )

I8l o - 471 B 711 15 495 233 4 980 217373

I8 ooiin s 611 11 565 1E 028 273 7018 25707

1963 TG 15 054 15913 154 5694 28 35)

1964 , , . . &20 19 514 21211 181 5857 32 35%

19465 , ., . 1 000 22°08] 21 081 283 9410 331 251

1966 . , . | 1 168 27 552 23 569 425 16 560 39 906

1967 . 1380 34 ThE 253207 49g 19 B8 38717
1968

1 January . 1651 46 357 28 078 416 16 467 38 455
1968

1 Jaly . . 1 791 51871 20018 4407 16 967 4] 6Rf

Source; Fearniey and Epers Chartering Co, Lad,, Werkd Hylk Carviers (0alo, 1961-1968).

o Plgures as at | January.

53. As far as economies of scale are concerned, data
gathered from shipping publications indicate that a four-
fold increase in bulk carrier size, from 10,000 to 40,000
dwt or equally from 15,000 to 60,000 dwt, brings about a
fall of approximately 40 per cent in the capital cost per
dwt. In addition, operating costs per dwt also fall quickly
as larger ships are utilized. As in the case of tankers, the
continued increase in the size of bulk carriers is dependent
upon harbour developments.

(f) Liberty ship replacements

54, 1In the period 19421945, nearly 2 700 Liberty ships
were constructed in the shipyards of the United States.
Tweo—-hundred-ef-these-vessels-were -sunk-in -war=time,
950 have been broken up, about 6350 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 had one basic design with a
deadweight of about 10 500 tons and a loaded service
speed of about 10 knots. They were well suited for post-
war use 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 to replace these ships. These first Liberty-
replacement designs appeared in 1966 and there are now
about twenty basic desipns 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 Liberty-replace-
ment.

¥ Serveyor (guarterly publication of the American Bureau of
Shipping), New York, N.Y., August 1967,
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56. According 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 (builf in the United Kingdom and Greece), and the
Liberty replacement ship constructed by various ship-
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
8D-14, and twenty-four for the German Liberty,

57. Other types of Li replacement ship are bein
constructed in &m,m Germany, the Fadara‘i
Republic of Germany, France, Italy, Japan, the Nether-
lands, Norway, Poland; the United Kingdom, 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 Li
ships in current use, due to their higher speed (14 to
15 knots as compared with 10) and bigger size. However,
it is by no means certain that total orders will reach the
figure of 300, as competition from small- to medium-size
bulk carriers is anticipated.

(g) Shipbuilding

39. Table 13 shows the predominance of Japan as a
supplier of ships to the world market. Other major
shipbuilding countries for which data are published
include Sweden, the United Kingdom and the Federal
Republic of Germany, each of which produced | million
grt or more in 1967. The shipbuilding output of devel-
oping countries nearly doubled from 1964 to 1967 but is
still only 1 per cent of the total in the table. Brazil and
India produced about half of this output.

B Iid,
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Shipbuilding: completions by conntry of bulld, 1960 and 1964-1967
{ Thowsand pre)

Jedn T FEN A 197
5 1T T R P 1 B39 3764 4 Bhib 6 495 727
Other developed market
ECONDMY countries (gx-
eluding Southern BEu-
rope). o0 e : S HLF 3 2H 6 006 G138 GaTd
Southern Burope . | . 354 420 408 126 658
Socialist countries of
Eastern Burope and
Asia (excluding USSE
and Chita {mainland}® 220 ¢ 441 a8 621 658 ™
Developing countries . . 45 * Bl a7 126 151
H 1 F R £ 382 9917 12 006 14 105 15157
USSR in thousand dwt® 161 363 4 3B4 229

Sewres: Complled from Liswd's Regisrer of Skipping, Stavirical Tables, 1568, and supplemenisry dnd,
a The soures doss not give dote for USSR end Chine (msinand).
& 1960 completions in Bamern Germuny not avallabie.

¢ Btatisbes provided by the TUESE Minbstry of Merchunt Maries, Since they gre in dwt, they have been shown separately
from the rest of the tabls and ars not included o the row of touals,
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Chapter ITI

PRODUCTIVITY OF SHIPPING SPACE

60. The number of ton/miles of cargo carried by one transported, but also the distance. Unfortunately, ton/
dwt of E?Fpmg in a given period may be used as s mile figures are not yet available for the whole of world
measure the productivity of shipping space. Thiz trade but only for oil cargoes and goods transpomd in
measure takes mt.u account not only the actual volume bulk carriers.

Tanie 14
Ol tenkers: ton/miles of ofl carried per dwt, 1960-1967

Fhowsand Worli tanker flest Tonitmiise of oil carried per dt
mtiion fin_mililon dwi | Tota! fleet Astive fleet {estimared]
oai i 0 Tatal Active vessels ¢ Thousand Index Thassend Index
cneried o fleet b festimated | s iitea {1960 = 100} Tafutie {1960 = 100
1960 3965 62.9 57.6 63.0 100 68.4 100
961 . . .. 4 450 65.4 62.2 68.7 108 72.2 105
e oo 5050 69.0 66.7 3.2 116 75.7 110
1963 5555 72.1 70.6 77.0 122 78.7 114
1964 6 090 77.2 76.2 78.5 125 79.9 116
1965 6620 86,1 B3.5 76.9 122 7.4 112
1966 7220 94.4 u4.1 76.5 121 76.7 111
1967 921 102.5 102.1 90.5 144 90.% 132
anm[mf;rmﬂ:wm.m. It hes oot been peasible (o obeadn b Bea table 3; m-:rm. figures, vesméls of 300 gre and more,
of grain odl hence, the
I e IE ahove canvan o8 IR 4 PEOVETS A SOOS] RATe OF 1 POy e e e S Sy, KA b asicnatsd by apiring
ductivity of mnker.

61, Table 14 ghiows the Chafiges in the number of — T4pLE 15
ton/miles performed by one dwt of tanker tonnage in the Anmual rates of increase o of ton/miles of ofl cargo carried
period 1960-1967. Table 16 %-:; the same information and of active oil tanker tonnage
for bulk carrier shipments ton/mile performance { Percentages)
of tankers and imlk ::arr;ers is also shown in graph 2.

62. Table 14 illustrates the growth of ton/miles of oil Yoar PP a0 -
cargo carried per dwt of ships, The two time series femelinding. ghine daid-u)
(respectively including and excluding ships lald-up] show
considerable differences due to the absolute size of the i:g' -------- i; 8
tonnage of shﬁ idle, and the speed with which this idle 1582 < - - - - i :
tonnage was drawn back into activity. The fall in ton/ oo *°~ 10 8
miles carried per dwt in 1965 and 1966 is attributable to  yges < 0 0 0 g 12
the virtual elimination of laid-up tonnage and the consid-  jogg ., . . . . . y 0
erable increase in the tonmage of ships coming into 197 . ., . ., ., . 28 4

service, which apparently operated with lower load factors
and /or spent more time travelling in ballast than had been Sirees Tuble 4.

the case in earlier years. This is shown in table 15 The o Increass in each 867 0% o percenlage of the Provicis year's (Qure.
increase in ton/miles transported in 1967 is attributable

to the considerable lengthening of hauls caused by the  63. Table 16 shows a different pattern of development
mcreased use of the Cape route. The rise in productivity in bulk carrier performance. Productivity in terms of
shown in that year supports the view that the capacity ton/miles carried per dwit varied within a narrow range
of active tankers had been under-utilized in preceding and without a discernible trend, over the period 1960 to
Years. 1967. Unlike oil, which takes about the same time per

18



6l

Ton/miles of cargo
carried by one dwt
{1960=100 )

150 —

40 | —

130—

120

GRAFH 2

Ton/miles of cargo carried by one dwt, tankers and bulk carriers, 1960-1967

Tankers, total flest
{including lay-up )

Tonkers, estimated active

fleet {excluding lay-up )
Bulk carriers

10

100

9 —

. | l ! I | i I
1960 1961 1962 1963 1964 1065

Seirce. Tables 14 and 15,

1966

1967

e

Years



TaHLE 16

Bulk carriers: ton/miles of bolk commodities carricd per dwil, 1260-1967

Tomimbler of halic commodinies

Thownand aillion Warkd fucll
Yoar ey, D iaana
in Bulk garciers &b dwi & m .’lefrl‘m;
ESOD . wroaus wr v 219 6.2 35.2 100
1961 304 §.4 6.2 103
1962 390 11.7 334 a4
1963 52 15.6 34 o5
1964 T 18.3 36.3 103
1965 B33 23.1 6.3 163
T o erew mpacs I 065 29.4 36.0 102
g b - P e A 1378 B8 57 101

Bouree: Fearnley and Epers Charvering Co. Lad., Traser of World Fuile Carriers fo 1967 {Oslo, 1968,

0 Bxcluding bulk shipsents in veagels of leag than 14 000 dwi.
b Expheding ofl caryo and cors when shipped o bull: enrriern of the combined types: ales sxcluding grain carried in

© Vessels of 14 000 dwi aml more; quarterly averages.

ton to handle whether in crude or refined state, bulk dry
cargo is composed ofa numbm'ufhmogenmus commod-
itieg, each with different handling characteristics. Fluc-
tuations from year to year in the relative importance

of different commodities in total bulk carrier shipments
have an important efiect on the productivity measured
in terms of ton/miles per dwt of the bulk carrier flest
through their effect on turnaround time in port.



Chapter TV

FREIGHT RATE DEVELOPMENTS

‘064, 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
published freight rate indices is given in the report by the
UNCTAD secretariat, Freight market: and the level and
structure of freight rates,® The point is made there that
rate indices must 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
countries. 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 the indices is not the only matter of impor-
tance in reviewing developments of freight rates. The
vatiations recorded by the indices arise from changes in
demand for tonnage reacting on a supply of available
tonnage which changes more slowly, The nature of the
reaction, and the way in 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 the supply of shjppjn? (see paras. 13-
24 above] has prevented a shortage of tonnage 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 in the
present report.

66. Generally speaking, in 1968, the liner sector of the
shipping industry continued to carry out the adjustments
resulting from the closure of the Suez Canal and the
devaluation of sterling in 1967, while the dry cargo tramp
market seemed fairly settled after the instability of the

e TDYBIC.4/38/Rev.]. To be issued &8s a United Nations
publication,

* The secretariat’s proposals for the construction of indices of
freight rates of special interesi o developing countries are contained
in document T /B/C.4/37.
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second hall of 1967. The tanker market experienced the
usdal short-lerm fluctuations of freight rates, although the
over-all level of rates was sustained at higher levels than
in previous years owing to the closure of the Suez Canal.
The changes in some of the main freight rate indices
besween 1955 and 1968 are shown in table 17 and their
movements in 1968 are discussed below.

Liner rates

7. 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
1958 (in the new series, which uses 1965 as base period)
was 106.6, It 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, Io the case of most lines the surcharges for deva-
luetion expensgs imposed after November 1967 have been
coasolidated, either at a lower level or unchanged, in the
tariff schedules. The fuel surcharge, imposed after the
clesure of the Suez Canal, was reduced or asbolished in
some cases, However, any benefits on this score were
more than offset by the various rises in the basic tariffs,
which are reflected in the movement of the index.

59. The tendency to quote and pay liner freights in

currencies other than sterling (mainly United States
dollars) continued throughout 1968. For shippers in
countries that followed the United Kingdom in devaluing
their currencies by the same amount, payment of freight
in dollars had the effect of a full devaluation surcharge
of 16.6 per cent.

Dry cargo tramp market rates

(a) Time charter rates

70. Throughout the first part 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 United Kingdom Cham-
ber of Shipping time charter index Tor 1968 (1960 = 100)
was 138, compared with 130 in 1967, In fact, this was
the highest assessment recorded since the revision of this
index in 1961,

71. Fluctuations during the year were fairly wide.
The index stood at 145 in January 1968 (corresponding
figare for 1967: 118), dropped to 126in April—presumably
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Freight rate indices, T055-1968

Libner
fredpit roser 8 Tiey covpe framm Tawker drip charter d o
Fear Frak Tirme ¥ovage 1 dmidon

1 = Jog) (1965 = 100) (0 00, {10t o 200) e ~Togye mioelb
1955 . , 10E 1949 173 119
1986 ) . 119 265 212 124
1957 ;. . 132 183 153 150
1958 . , . 122 Bf 91 54
19580 1240 86 o7 55
19600 122 100 106G 52
1961 , . . 127 112 107 48
1962, @ . 13t 89 &0 55
1963 . . . 133 105 100 73
1964 . .. . 138 119 112 67
1963 . . . 142 134 127 (i1
1966 . . . 148 132 114 6l
1967 . | . 153 130 121 114
1968 . . . 107 138 124 104

MOTE, — All Usese indices ore pablished repoinrky in Instoote of Shipping Beonomics, Hremen, Suroeile der Seilffakes,
yer,

Figures ghown are averages of monthly seressments i sach

o Liner index compfled by the Ministry of Transpory of the Federal Republic of Germany. Monisly weishiod assess-
ments of relght rates on carpoes Ionded of dischamRed by Liners of all fags o1 perw in tis AnteerpiHasmbor range, The 1968
figuare in the firal of o mew s=ries with bese 1965 = 300 no bink with the provioos sesfes is avaikbbs,

& Dy careo time chisties index

and publshed by e United Fingdom Chamber of Shipping. Based on

comapiled
atithmetic mean of hires for time charters of vesels aver & D00 dwi,
o Diry oo voyage charter index complied and pablished by the United Kingdom Chamber of Swipping, Monthly

weightod assessment of raies for all fings om rowtss of mporinmes W the Uindied

fleet. Includss quotations

Blngiom merchant
for carriage of coal, grain, sugsr, ore, fereilizess, tmber, selptar, Figares for-the vears 19551950 convesied from previom

bage 1952 = 100 *

d Tanker trin charter index complied and published by Nor

News, Oslo. Baged on umweighiied orith-

weirian Siipptar
matle mean of anker freights for singbe voyages conghuded ench month in all parts of the world, The thees serien are not linked,

¢ Innuary-Movember, cleven months avernge.

I United Kingdom Ministry of Transpori scale from 185, 1947 = 100,
¢ Lemdom Market Mominal Tonker Frelght Scale from 1.0 1957 = 100,
& Imiernntional Tanker Momipal Freight Seabe from 15.5, 1962 = 104,

as a result of the inactivity in time chartering caused by
the international mnmm% crisis at that period—but
recovered to 154 in May. In the second half oftbe_year,
the index fivctwated OITHE WHOIE arouni Tower 16vels than
in the corresponding period in 1967.

(b) Veyape charter rates

72. Contrary to time charter hires, freight rates for
voyage charters in 1968 failed to justify expectations of a
continued boom in the market, made on the basis of the
closure of the Suez Canal. Rates in 1968 never reached
the peaks achieved after June 1967, owing to the influx
of new bulk cargo tonnage. In general, tramp freights
during 1968 were characterized by relative stability.

73, The average of the United Kingdom Chamber of
Shipping monthly voyage charter index (1960 = 100) for
the first six 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 1967 was
reversed. The index continued to fluctuate within narrow
margins, but on the whole, at levels noticeably lower than
those in the corresponding period in 1967. The avera
of the mon 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,

74. Table VI in annex II indicates the maximum and
minimum voyage charter rates in 1967 and 1968 on some
rontes of inserest to developing souniriss.

=

Tanker vayage charier rates
75. Owing to the importance in the transportation of

~ oil by sea on the route from the Persian to Western

Europe, the effects of the closure of the Suez Canal con-
tinued to influence the tanker market in 1968. Thus,

during the first five months of the g‘ar the assessments of
the Norwegian Shipping News tanker freight index (Inter-

national tanker nominal freight scale: 100) indicate that
rates fluctnated within narrower margins but at higher
levels than in the M?meng period in previous years.
In 1968, the average of the monthly assessments of this
index for the period January to May was 100.5, compared
with 49.9 in 1967 and 69.8 in 1966. (On the other hand,
the assessments for this period in 1968 were lower than
those between June and December 1967, when the Nor-
wegian Shipping News index never fell below 107.) The
index rose in May and June 1968 but started to decline
in July. After July, it stayed at levels similar 1o 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,
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Chapter V

OTHER GENERAL TRENDS

(a}) Comiainerization

76. Rapid developments have taken place in interna-
tional container transport during the past decade. Con-
tainers were first used in United States coastal trades
{(including the trade to Hawaii) and in the trades betwesn
Morth and Scuth America. A significant 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 1966. This service was operated by a line of the
United States of America; it was guickly lollowed by
similar services operated by two other lines from that
country. In 1967, the list of transatlantic container oper-
ators was enlarged by the entry of two British groups and
& Western European consortium. In 1968, container ser-
vices across the Pacific were started by shipping lines of
Japan and the United States. In 1969, containers will be
introduced in the United Kingdom-Australia and the
Australia-Japan trades, and Japanese shipowners are
planning & container service for the Japan-Europe trade,

71. In September 1968, that is less than three years
after the start of the transatlantic container services, the
number of specialized container ships in operation had
risen to 145. In the same month, fifty-two shipping
groups throughout the world had 113 container carriers
on order. Additionally, contracts were pending or under
negotiation for another thirty-one new comstructions,
while twen:a‘_.r-nin: ships were being converted to carry
containers,

78. The impact of this rapid growth in tonnage on
freight rates and conference practices remains (o be seen.
Container ships are, given equal tonnage, more efficient
. than ordimary dry cargo vessels because of their quicker
turnaround, though their economic efficiency wvaries
according to the Jevel of stevedoring rates, the lenpth of
time in port, the cost of the ship, and other factors.
Varicus estimates (differing in their assumptions and
conclusions) have been made concerning the cosi-reducing
effects of this new mode of transport,

79. One recent study ® estimates that a container
vessel 1s able to transport between 2.4 and 3.2 times as
much cargo as a conventional ship of equal tonnage in &

® Contginer Vewrels and Container Vegse! Operatops!Owners;
published by A8 Shipping Consultants, Osle, 1968; quoted in The
Aator Ship (London, November 1968],

¥ G, Beyver, Le conrainer, sitwation actvelle ef san dvelution
(Société d'études et de réalisations industrielles (SERT), Rensult
Engineering, 1968), summarized in Jowrral de o marine marchande
{Paris, October 1968).
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given period. It prediects that it will be possible in 1970
to transport all the “containerizable”™ Morth Atlantic
catgo In twenty-five wery large container ships of
60 000 dwt. The cost savings t¢ be realized (compared
with the cost of conventional transport) are estimated to
be about 12 per cent for a container transported from the
[actory to the port of destination, and about 28 per cent
in the case of a complete door-to-door service.

RO. Another study on containerization * forecasts
savings of up to 50 per cent in the cost of transport, a
reduction of 70 per cent in the number of cargo ships on
the Morth Atlantic run, and a twentyfold rise in the
productivity of peri-workers handling general cargo.

31. So far, however, neither peneral reductions of
conference tariff levels, nor rale 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,®

32, The initiative in establishing container services
has come from developed countries, and developing
countries have played a passive role so far.®® The capital-
intensive and labour-saving nature of containerization,
and the demands it makes on the inland transport system,
detract, prima facie, 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™ poods;
and while there may be an economic case for container-
izing the imports of some developing countries, the
commaodity composition of their export trades tends to be
unsuitable for containerization.

3. It 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
ong-way basis, with no return cargo. This is & pointer to
the possible future introduction of one-way container-
ization from developed to developing countries, as con-
tainer ships become more efficient or as over-capacity {or
competition from air freight) brings freight rates down.
The feasibility of such an operation, extending at the

*® McKinsey and Co., Inc. (Managemen! comsultants), Con-
iairarization: the key to low cost rransport, repart produced for the
British Trangport Docks Board, 1967,

# See the Unpited States Federal Maritime Commission press
release of 7 Movember 1968, piving the text of an address by the
Managing Dvrector of the Commission,

¥ See paras. 87 and BE below,



maximum from “‘ex-works” in the developed countries to
th:dports in the developing countries, would have to be
studied very carefully, especially by the latter countries.
If stevedoring costs in the exporting country were parti-
cularly high, & one-way operation might seem attractive
to exporters even though the trade volume itsell did not
justify the use of containers,

84, A more immediate possibility is that containeriza-
tion may be thrust upon developing countries whose
trade is carried as part of a route between 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 sesk to establish alternative break-
bulk shipping services to handle their own trade, In the
situation posited, the break-bulk services would be
uneconomie, whereas if the container solution wers
accepted, the shipowners would be able to recoup from
other parts of the trade the overhead costs imcurred 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 the best for the developing countries concerned.

835. Containers may be used in a fully integrated and
developed service. Such a service involves, first, the
employment of highly specialized vessels (with a cargo-
carrying capacity probably two or three times as great as
conventional break-bulk liners); secondly, deep water
ports with berths specially equi with wharfs, cranes
and transport facilities adapted to receiving large ships
and handling containers; and, thirdly, specialized rail and
road trucks for carrying containers to and from inland
destinations. With such services, it is likely that these
would be a limited number of large capacity container
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other ports would be served by fesder services taking
containers 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 in one hold, of & liner which’

is otherwise equipped for conventional break-bulk car-
riage, and that these containers may be handled by ship’s
gear and packed and unpacked within the port areas.
Between these two extremes, there 15 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 iz sufficient “containerizable™
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 ofher hand, if
there is not sufficient container traffic in a geographical
area to justify even one specialized port, then each port
may find it necessary to provide some facilities for such
containers as are carried in ships otherwise equipped for
break-bulk cargo.

87. Interest in containerization is reported from several
ports in Asian developing counptries, In India, there are
plans Lo equip the ports of Bombay and Caleutta to handle
incoming container traffic on a limited scale, though it
may not be possible to return these containers full of
export cargo. For the longer term, there are proposals to
develop the satellite ports of Nhava Sheva [Eﬂmh&g} and
Haldia (Caleutta) as fully fledged container ports.® Sin-
gapore is reported to be planning to build container facili-
ties and a Singapore shipping line proposes to establish a
container fesder service between five ports in Malaysia
and Singapore.® Plans also exist to equip the port of
Kaochsiung, on the south-west coast of Taiwan, to receive
container ships.* Studies of containerization are being
carried out in Ceylon ® and Hong Kong, and 2 Hong
Kong shipping company may order specialized container
ships.* It is likely that the expression 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 mot restricted to countries in Asia, In Latin American
trades, for example, containers were introduced as early
as 1964. Particularly interesting is the service between
MNew York and Callao, on which ships, in addition to
carrying banapas and having conmsiderable passenger
accommodation, are also equipped to carry containers.
Other container services are also operated on the east
coast of the South American 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 using ships® gear and without any gpecial facili-
tiss. A major question, particularly in the West African
area, is the lack of b ul cargo suitable for contain-
erization, with the result that containers are sometimes
abandoned in West Africa or are returned 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 nuclear vessels had been in service, namely, the
United States cargo ship Sevannah and the Soviet ice-
breaker Lemin. In October 1968, the Otte Hahn, built in
the Federal Republic of Germany, made its first trial run
under npuclear power. Although its major function is
stated to be to serve research purposes, this ship of
15,000 dwt is also to be used in the transport of iron ore.
In November 1968, the keel of the first Japanese ship
using nuclear propulsion was laid. It is expected to
become operational in 1972, and will be used primarily
for transporting elements for nuclear power stations and

¥ Porty and Horbewrs (Tokyo, Yoshic Hayashi, August 1968);
Ligyd's List and Shipping Gazette (London, 14 December 1968).

M Far Easternt Economic Review (Hong Fong, 15 Augost 1968).

W Journa! pour e transport fnternational (Bazsel, 11 Detober 1968),

# Lioyd's List and Shipping Gazerre (London, 4 January 1969),

¥ Far Egstern Economic Review (Hong Kong, 15 August 1968),



radio-active waste products. It will have & service speed
of 16,5 knots and & deadweight tonnage of 2,400.%

90. Research is progressing in Italy on a project for a
nuclear-powered ship of 18,000 dwt, the Enrice Fermi,
and a firm 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.® It appears that the latter ship 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 that nuclear propulsion
will only be commercially viable when installations of
40,000 shaft horsepower or more are used.* This power
range would be suitable for very large, fast container-
ships and for piant tankers of the largest sizes now contem-
plated ® A British study on the application of nuclear
power to container ships, carried out by Vickers Ltd. in
conjunction with the United Kingdom Atomic Energy
Authority 22 has come to the same conclusion. Both
studies point to the commercial viability of nuclear pro-
pulsion being ten or more years away.

(c) Air transport

91, The success of air transport in competing with sea
transport 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 air services rose from 1.0 million to 5.0 mil-
lion #

92. Air transport also competes with sea transport in
the carriage of cargo. The current transport performance
of air freight, in terms of tonfkilometres, 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 1CAD
in 1967 were $1,188 million.%® If one accepts an estimate
of $5,600 million 9 as the gross freight revenues of liner

M Fournal de lo marine marchande (Paris, § December 1968).

# Shaft horsepower (s.h.p.) is the power actpally transmitted to
the propeller schaft(s), i.e. it is net of power lost in transmission,

W Fournal de lo marine marchande (Paris, 19 October 1968); the
firm m guestion 18 AEG-Telefunken,

4 The Sovamnal's reactor can produce 22 000 s.h.p. Large
Ppassenger liners use well in excess of 40000 .5.h.p. The
Queen Elizabeth I, for example, vses an average s.hop. of 85 000
to 95000 (110 000 s.h.p. maximum). .

4 Reported in Jowrnal of Commerce (London, 23 November
1968},

4 1n 1957, an ndditional 0.5 million passengers were carried by
charter fights. These fgures, derived from Atlantic Conference
statistice noid TATA statistics, are quoted in OBECD, Maririme
Transport; 1967 (Paris; 1968),

4 A recent estimate by Bjorn G. Brasthen, quoted in Jowrnal
d¢ la marine marchande (Paris, 21 Movember 1968), puts air freight
ton kilometres at 2 per cent of liner cargo ton-kKilometres,

o TCAD, A review of the economic gituation of air transport,
1957-1967", circular Mo, B9/AT/I5 (Montreal, July 1968).

i B, G. Brasthen, foc. i,
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companies in 1967, air cargo is seen to have earned about
27 per cent of liner revenues (17.5 per cent of the combined
total). The latter figures demonstrate the competitiveness
of air freight at the high-value end of the transport market,
the same end at which container ships are aiming.

93. These estimates are complemented by statistics on
the airborne trade of the United Kingdom in 196797
These statistics show, for example, that over 50 per cent
(ty value) of United Kingdom imports of electrical
machinery and apparatus (SITC 72) and of professional
and scientific instruments, photographic and optical
goods, and watches and clocks (S8ITC 86) was carried by
air in that year, More relevant to the development of
seaborne containerization is the fact that over 20 per cent
(by value} of trade between the United Kinpdom 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
mzmbers of ICAO# 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
the same peried.
' TaoLe 18

Trends in air freight rates and in air freight volome
( Scheduled operafions of airlines af ICAC member States) #

Average scheduled servics

freight rare per toufkm Fretght valuwme
Wair Linhrest In thowsand

Swies g g 1950 = 100
1857, . 24.8 100 1.63 100
1958 . . 24.3 938 L.6T 102
1959 . 24.0 a7 1.53 118
1960 . . 2.9 92 217 133
1961 . . 21.8 b1 2.48 152
1962 . . 20.5 £3 292 179
1963 . . 20.6 83 3.28 0
1864 . 18.7 ™ .01 240
1965 ., 18.2 73 4.85 304
1966 . . 18.0 73 5.83 358
197 . . 173 Tl 6.72 412

Honree! ICAL, A rewlew of the écomeniic sltwation of afr fromgport J0I5106T,
Cireular Mo, BOATILS (Moniceal, July 1968).

o Dmestic and inerantiooal services; 10A0 memberabip does nol inolude the
USER, Chiss (madniand) and some oiber stes.

35, Most air cargo services are provided in the holds
of passenger aircraft, the cargo carried contributing to
overheads without incurring substantial costs. However,
the future of air cargo lies in the provision of all-cargo
services and the 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 fkilometre in the years shown, so that the “average
aitline™ would have had to achieve load {actors of 90-95
per cent or so to break even in the carriage of cargo
alone.

4 Roard af Trade Journg! {London, 22 March 1968).

® The USSKE, Ching (mainland) and certain other States are
not members of 1CAC,



96, Among the States 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
States market,** where there is a high and steady volume
of traffic and large aircraft can be used. The ICAO publi-
cation ™ from which table 18 is drawn gives an interesting
comparison of the performance of United States domestic
and intra-Euro cargo services, which shows that the

higher freight rates of the latter do not compensate for
the lower freight volumes. The ICAO figures are repro-
duced below: -irope R,
dnmestic Servioes

Average cargo capacity per mircraft 9.2 fons 23.] rons
Average cost per available tonfkm 25  cenis 6.7 cunts
Average load facgtor . . . . . . . 52 percent 59 per cent
Avernge nperm_mg cost pur h:m.fkm

performed . ‘ 48 cents 11.4 cents
AVETAgE TEVENUEe per Iun,rlcm pEr=

Tk o ins S el 28 cents 12.8 cents
Averige daﬁnt,."mrplus psr mnﬂ:m

performed . . . v« =20 vents  + 1.4 cents

97. Air freight is going thrnugh a technological revo-
lution parallel to that in sea transport. Containerization
and other forms of umitization are being introduced.
*Jumbo jets” and “‘airbuses™ are just about to break into
the market. These new aircrafl will have lower operating
costs per ton/kilometre than existing types and they may
be able to economically at average ﬁ'mght rates
of the order of six cents per ton/kilometre. ™

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

A study by a United States aircraft corporation shows that
the all-cargo lmes in the United States moved from loss 1o profit
in 1966, Lockheed-Georgia Company, Air carge profitability study,
1957-1966 (Marieita, Georgia, February 1968).

5 10AD, A review of -the sconbmic-situation™of air
1957-1967", circular No. ’ESI'M.TIIS (Montreal; July 1963).

8 Ihid,

tition between air and sea freight (though it must not be
forgotten that sea transport costs will also be falling
because of comtminerization). At present, air transport
has a definite advantage in the carriage of certain perish-
able agricultural goods, and sea transport is unchallenged
in ‘the transport of bulk hguids. whole range of
products in between these two 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 ratio 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 commaodity
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 developing countries in international air cargo trans-
port is given 1n a recent study of the future of air transport
i West Afnca.“ this study gives figures for 1963 which
attribute 8.9 per cent of air fmght ton/miles to Latin
America and 2.9 per cent to Africa. The same study
shows that in West and Equatorial Africa, tomnape
carried by air increased four-fold between 1958 and 1967.

100, Air freight may be?aeﬁ te grow in importance
for developing countries tion of an adequate

surface transport infrastructure may be difficult in many

developing countries, due to economic or geographical
circumstances, or 4 land-locked position, and there may
be great scope for the use of aircraft for freight and pas-
senger tramsport in such "mm:tries.

5% In this connexion see D, ‘I’.mmii The Weat African Shipping
Range (United Nations publication, Sales No.: 67.11.D.24), paras.
475-475.

o 'I‘B&ap'lu‘lsxfonu:ln *Aspetts of air freight in new countries”,
paper submitted to the Third ITA Intermational Eymposmm
Paris, 1968,



iThe objective of an international economic
snitspolioy is to increase the real income of the
thyparticular attention to means of increasing
sgrowth of real income per head in the develop-
uritries. International transport has a critical role
dnathis process.

ries from country to country. In order to
num rate of growth of real income, coun-
itherefore carry on trade with each other in
ithat each makes optimum use of its specialized
production. Before this international trade can

e 0, curing conditions of poverty a number of
gons:have to be fulfilied. One of them is that all
sshould have free access to the markets of the
nce, 80 long as limitations affect the access to
‘the economic development of developing coun-
sihampered. Another condition is that there must
udte. transport services between countries, oper-
tly and charging the lowest prices consistent
g run maintenance of the services.

wthe absence of international trade all coun-
=sufficient in the sense that they can consume
tsonly swhat they have produced. Internatiomal
fitS*specialization in production to occur, with
try sproducing those goods in which it has a
pardtive advantage and importing those which it
Canngtproduce or can produce only at prohibitive cost.
ocess of development also includes the establish-
expansion of domestic industries. Domestic
necessary because many economic activities
ot form the basis of international trade are an
:part of development. Although the domestic
supplying the domestic market are important,
development is always associated with the

: <0f international trade. 1t is from this trade
datithe meed for international transport arises, The
ngiransport needs of developing countries are the
the past developments in their economies which
'to particular trading patterns. Future develop-
1 likely 1o produce an increase in, and a changing
n:of, trade leading to both an increase in the trans-
equirements and 2 change in the pattern of routes
pes of facilities used.

dAifang

e,
e _m;i?“ﬁhﬁptﬂ wis originally issued as o separate report (TD/B/

1#61“!3!‘!-‘-‘]:!3:‘&& by the UNCTAD secretarial under resplution
- N1 of the United Mations Economic and Social Couneil.
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Chapter V1

104, Sea transport is the major mode of transpert
used in international trade when the trading partners are
not continuous. However, in considering the transport
requirements, the needs for land transport between con-
tiguous territories and for inter-modal transport links in
the case of land-locked countries must noet be forgotien.
Besides, it is rare that goods travel from the- point of
supply to the point of demand entirely by maritime
means. Sea transport must essentially be regarded as one
link in a transport chain which normally involyves the use
of two or more modes. In addition, the role of air-
freighting must be taken into account, although this s
currently more important in trade between developed
courtries than in the trade of developing countries.

105. The aspect of air transport of greatest impartance
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 searce capital for this purpose. 'Where the demand for
particular types of imports fluctuates and yet buyers are
not to be kept waiting for supplies, the level of stocks in
relation to the aanual volume of trade has to be high if
sea transport is used and yet buyers are not to be kept
waiting for supplies. Some of these imports, for example,
spare parts for capital equipment, may be essential for
development. In these cases, arrangements with over-
seas suppliers under which suppliss from overseas are
air-freighted can ensure quick delivery to customers
without the need to hold stocks. Also, in comparison
with sea transport, air transport can frequenﬂ}- lead to a
reduction in the number of links used in a transport
chain, since air ports, unlike sea 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, the
influsnce on trade of the supply of transport facilities
must always be considered. Where transport facilities of
a particular type are provided, only trade which can use
those facilities can take place. The trade of anvy country,
whether developed or developing, can be hindered if
transport facilities of the right type are not available.

107. Investment in the 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 comtext 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 becomes
manifest, in the expectation that it will penerate the trade
necessary to secure economic refurns,



108. In the case of induced investments it might be
expecied that the profit motive of transport operators in
a freely competitive system would lead them to supply
the transport facilities required., In certain important
respects, however, international transport is not freely
competitive. In the long rum, it may be the case that
potential needs are normally filled by the supply of
appropriate transport facilities. In the short run, how-
ever, this is not necessarily the case. The “short run”
may in fact be quite long 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.

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

{b) International transport structure

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

() Land transport between contiguous territories by
road or rail;

(b) Rail and road transport between non-contiguous
territories using “roll-on, roll-off” ships, including train
ferries, for the sea part of the journey,

(¢) Sea tramsport of bulk commodities. including the
carriage of liquid cargoes, or cargoes such as grain which
can be handled in the same way as liquids, in tankers,
‘the transport of bulk cargoes in general purpose tramps
and also the transport of bulk cargoes in specially designed
bulk carriers;

(d) Transport of dry cargoes (principally fruit, dairy
produce . and meat) in specially designed refrigerator

{¢) Transport of liquid cargoes in deep tanks of ships
carrying dry carpoes;

(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 lading, using either tradi-
tional transport means or containers;

() Air transport, at present largely restricted to high

value manufactured commodities largely between devel-
oped countries and the transport of precious stones and
metals and perishable commodities such as fruit and
flowers.

111, In the transport field the UNCTAD secretariat
is concerned primarily with the various forms of sea
transport, although its interest must logically be extended
io cover forms of transport which 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 costs of one particular
link in the chain. The income of the producer depends
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on how much he receives for his product, while the price
of the product on the market nds on the demand
conditions. There is always a differential between what
the producer receives for his producl and what the buyer
pays, even if one disrepards processing which chanpes
the nature of the product. This differential may be made
up of the following main cost items:

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

(b) Freight charges; insurance;

{¢) Handling charges in the consignee’s country (if not
included in transport charge); profits of middlemen in the
consignes’s country; storage charges; inland transport
costs in the consignee’s country.

Ocean freight and insurance may constitute a relatively
minor part of the total differential.

113. In considering the income of producers in devel-
oping countries, or the prices paid by buyers in such
countries, all of these types of cost incurred in moving
the product from 1o the or or the con-
mmI:: are im rtaim{lmnh"aﬂoﬁrﬁe ocean freight
costs only gives a limited picture. A recent study by
OECD of 235 shipments in North Aﬂ[ixmic trades con-
cluded “Of total transport costs paid [i.e. excluding all
non-transport charges] for the entire sample of ship-
ments, ocean freight accounts for 62 cent... "% If
all other cost items had been included, the share of ocean
transport costs in the differential would have been very
much smaller, which demonstrates the importance of
taking an over-all point of view. It should be noted that
the OBCD study related to trapsactions between devel-
oped countries; in the general cargo trades of developing
countries the proportions accounted for by non-transport
charges-is-probably--higher -than-in-the-OECD-sample,
for-the size of individual trading tramsactions is rela-
tively small and hence the charges for packing and for
handling by middiemen are likely to be relatively more
ONErous.

114. 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 the costs listed in (a) have to be covered by
foreign exchange payments, while in the case of exports
those listed under (¢} are defra?vad_m foreign currency.
The ocean freight charges mentioned in (b) are payable
usually in foreign currency if the goods are not trans-
ported in nationally owned ships, although these charges
may be partly offset by expenditures incurred by the

H Forg discussion of the incidence of these costs, sex UNCTAD,
Freight maricets and the level and structire of freight rates (TDB/
C.4/38/Rev.1) (to be issued as a United Mations publication),
chap. VII,

66 Bee Maritime Transpert Committee of OBCDY, Ocean freight
rater as pari of total transpori costs (MT (68} 7, Paris, May 1968),
pard. 38, The phrase in squere brackels was inserted by the
UNCTAD secretariat.



foreign ships, for example, expenditure by crews, pur-
chases of storeg 5

115, Each form of sea transport has its own market, ™
The most important of these markets are

{g) The liner market:

(b) The voyape and short-term charter market;
(¢} The long-term charter market;

{d) The lonpg-term contract market;

(¢) Integrated ownership operating outside the trans-
port market.

116. The liner market is operated in the main by a
system of conferences under which the individual lines
operating in each trade agree to avoid competition as
Tegards 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 also 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 terms 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. Essemtially 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 the uncertainty which this pro-
duces for trading is one of the factors which have led to
a decline in the importance of voyage and short-term
chartering. However, these forms of chartering remain
important in many trades, for example in the carriage of
coal, grain, phosphate, sugar, sulphur,5

118. The use of long-term chartering was pioneered
by the international oil companies which wished to secure
regular and assured transport facilities, and at the same
time to avoid the capital commitments that would have
been involved if they had had to satisfy all their transport
requirements by recourse to their owned tonnage. A time
charter may be for & period as 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 the size
and design of the ship are then determined by the needs
of the charterer. The use of long-term chartering has
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 has
welcomed the security of long-term charters for tonnage

¥ Where goods ure carried on foreign-owned liners, cargo
handling charges are usually included in the freight payment made
in foreign currency. However, that part of the handling charges
which is incurred in national ports will be recouped by the country,
thus reducing the nel foreign exchange outfiow,

¥ For 8 description of these markets, see UNCTAD, Freight
markets and the level and straciure of freight rates (TD[BIC.4/38f
Fev.1) (to e issued s a United Nations publication), chaps, I-TV,

8 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 long-
term charlering is more important in the carriage of iron
ote than in the carriage of other bulk dry cargo, but its
use is spreading to other trades. There is also & small
volume of long-term chartering to liner companies which
may find it more convenient 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 & 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.

118, The long-term contract is & comparatively new
form and, although its use appears to be increasing
rapidly, as yet it covers only a minor part of world trades.
Under & long-term contract @ shipper arranges with a
shipowner that his transport needs will be met over a
period of years by that shipowner, but the contract does
not specify the way in which the needs are to be met.
This formula opens the possibility for the supplier of the
trensport facilities actually to own no vessels himself but
to obtain these by time charter from shipowners and
hepee to act as 2 middleman between the shipowner and
the shipper. This type of arrangement has been encour-
aged 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
& position to operate effectively in the market, Further-
more, & single ship company whose ship operates on
time charter (which iz almost unavoidable in the case of
big bulk carriers) will incur diseconomies of management.
If, however, several companies form a consortium to
wrich each charters a single ship on a long-term basis
and the consortium 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. Tﬁm type of
arrangement, which has been worked out in developed
countries to overcome the problems posed by the capital
intensity of modern bulk cargo shipping operations, is
relzvant 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-
basly 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
operators who are supplying charter tonnage. Apart 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 owned tonnage,

{c) Organization of trade and transport facilities

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




forms of trade. In most cases the form of transport has
been adapted to the needs of trade, this being seen most
clearly in the case of the transport of oil. In other cases
trade has to adapt itsell to the transport facilities avail-
able. For example, whereas the pattern and style of liner
transport developed according to the needs of trade, in
general, once the pattern is established, trade has to be
adapted to the services provided. In the long run, liner
services change in response to trading needs, provided
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 icipate, there is
no alternative to the use of ler shipping. Yet it often
happens that the total volume 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
making it possible to group cargoes in bulk shipments.
If this organization can be provided, several advantages
follow, since it becomes possible for the trading organiza-
tion to establish its own shipping section. With the
increased market power which follows from buying and/
or selling in bulk and the capacity to arrange shipments
which follows the establishment of a shipping section, it
becomes possible to buy on fo.b. terms and sell on
c.if. terms ® and consequently to exercise a choice in the
shipping means used. Many advantages then follow.
First, liner conferences will normally grant lower freight
rates to a shipper who can guarantes a certain volume
and regularity of business, which such a bulk organiza-
tion can provide. Second, since the parcel type service
provided by liners is no longer nesded, the organization
can charter tonnage to meet its transport needs. Third,
the organization can consider questions of foreign
exchange when arranging shipment. If has greater free-

dom than a small shipper to use national flag shipping

or shipping of countries which accept its currency or use
it-to-buy-the-exports-of-the-country-coneerned:— — -

123. The relationship of trade to the costs of trans-
port is an important and neglected topic with many
ramifications. For example, commercial arrangements
regarding letters of credit frequently have the effect of
causing sales or purchases to be bunched into a period
of a few days each month, leading to a much greater
irregularity in the demand for shipping than would occur
naturally from the physical availability of goods, The
effect of such arrangements leads to congestion in ports
and to wasting of ships’ time, For example, it is claimed
that in services between Western Furope and the Far
East, commercial ctices have the result that outward
sailings from Europe are bunched and that, once in the
East, the ships have to wait until a particular time each
month before they can pet cargo for the 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 the fact that they have time to fill
in before return cargoes can be obtained.

8 For a discussion of the effects of the use of different terms of
shipment, see UNCTAD, Terms of Shipment (TD/B/36/Rev.1) (1o
be issued as @ United MNations publication].

124, The possibilities that the costs of transport are
increased by trading practices and that the organization
of trades may be inimical Lo the employment of the most
economical means of transport cannot be ignored. These
are proper subjects for study by the UNCTAD secretariat,
particularly within the context of aggregative freight rate
studies which are intended to be broad in their scope
and to cover all aspects of trade and transport having a
bearing on the costs borne by importers and exporters.

(d) Transport and the balance of payments

125. The supplier of a transport service requires to be
paid in his own currency, in & fully convertible currency
or in goods as, for example, where a shipping clause is
included in a bilateral trade contract, As a consequence,
where transport is provided internatiomally, the costs
involved normally enter into the balance of payments
together with other costs incurred in moving goods (see
paras. 112-114 above). Those couniries which are sup-
pliers of transport receive freight payments in foreign
currencies and have to make payments in foreign cor-
rencies for the overseas expenditures incurred by their
ships, any imported components of the operational inputs
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 currency and receive
payments for expenses incurred in their ports by foreign-
owned ships and for any inputs in the current operational
or capital costs of those ships which they supply, while
the crews of ships customarily spend part of their wages
aghore. This last-mentioned item is important in the case
of liners which spend lnnwm in port; but is unim-
portant for tankers and carriers which spend little
time in port.

126. The question of the balance of payments effects
of shipping was extensively discussed in the UNCTAD

T4l ihil, rexpansion of merchant marines
in developing countries.® There is no need to repeat the
discussion here, What needs to be noted, however, is
that in the supply of any goods or services in interna-
tional trade, foreign exchange costs and receipts are
involved. Transport is not in any way exceptional. If it
has particular aspects from the balance-of-payments point
of view, it is that entry into international transport does
not require specific resource endowments such as are
required for entry into international trade in commodities
or manufactured poods, For this reason it may be
attractive, for balance of payments reasons, for a country
to seek to become a supplier of transport facilities,
whether as an import substitute or as an export carning
industry,

127. The consideration of the balance-of-payments

of the use of transport facilities reverts to the
issue discussed in parapraph 122 above and is also rele-
vant to the discussion in paragraph 114 above. To the
extent that a country’s trading can be organized on a
seale which makes it economic for specialized shipping

9 Tinited Mations publication, Sales No.: E69.01.D.]1. See

chap. V in particular.



offices to be established, payments in foreign currency
are reduced, since the service of loreipn freighting agents
are not used. At the same time, even il national fag
vessels are not utilised, favourable balance-of-payments
effects arise from reductions made in transport charges.
This question is touched on in the UNCTAD gecretariat’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 at 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 viee versa,
or they may be points at which the “roll-on, roll-off™
process occurs. In either case the efficiency of the inter-
change facilities and their relevance hoth to the types of
transport in use and to the most efficient forms of trans-
port which could be used are critical,

129. 1t 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 preat entrepbt ports like
Singapore both received large shipments which were
broken down into smaller lots for further shipment and
collected small lots which were assembled for further
shipment. Such entrepdt arrangements still occur,
although they are 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
{sec para, 123} have all played & part in reducing the
relative importance of entrepdt trading. The advent of
containers may give a new fillip to entrepdt 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 sach major trading region,
with large container vessels plying omly 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 UNCTAD secre-
tarat.

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 carge and the costs of the ship’s time while
cargo 15 being handled, including the ship’s time spent
waiting for cargo to be handled in 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 cent and may reach as
high as 80 per cent. For these reasons improving effi-

8 See TD/B/CA/36/Rev.] (to be isswed as & United MNations
publication), chap, II.

3]

ciency in inter-change facilities is one of the most promis-
ing ways of reducing costs of transport.®

[3]1. The present revolutionary move towards con-
tainers operations has occurred precisely in order to
secure 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 ports,
Centainers, however, offer only one approach to the
problem, and this approach is not immediately appli-
cable in all circumstances, 1t 15, therefore, of the utmost
importance that developing countries, in seeking to
improve their ports, should have available technically
competent and unbiased advice through, for example,
the technical assistance programme of the Uniied
Nations.

132. Ports have always to be considered as having
two sides: the international transport side and the domes-
tic transport side. Both must be efficient if the inter-
chgnpe is to be carried out at minimum cost. For
exemple, & port which has adequate berthing facilities
for ships, a first-class labour force and all the necessary
dockside equipment for transferring the cargo between
the ship and the shed, will fail to secure minimum costs
if on the landward side the same degree of efficiency is
not achieved, since the wharves and storage sheds may
then become choked with cargo.

133. As regards landward facilities, most ports suffer
from the fact that they were originally established as
extensions 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 to 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 & new port. The second stage
of the UNCTAD secretariat’s programme of port
research is planned to cover this aspect.

134. Any study of ports must take into account their
twe-sided nature and 5o must endeavour to establish the
optimum pattern on each side and consider the econe-
mically optimum type of transport in relation to the trade
of the country concerned.

135. It is not sufficient if the inter-change facility is
efficient in handling the types of ships used if these ships
themselves are uncconomic and the use of more economic
types of ship is restricted by the inter-change facilities.
For example, one major iron ore importing country has
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 size
of ‘he vessels which can be used and impose a compe-
titive disadvantage on the iron-ore-using industries in
tha! country compared with those in other countries
where. ports can accept the largest iron-ore carriers in
existence.

S In this conntxion, see UNCTAD, Developmen: of POFls
(TDYB)C 4042/ Rev. 1) (to be issued as o United MNations publication).



(1Y Land-locked countries

136. International transport poses particular problems
for land-locked countries. Wherever a sea journey is
involved, goods have to be transferred from one mode of
transport to another and this transfer has to take place
in a foreign country under conditions which the:land-
locked country cannot control. In one sense the position
nf a producer or a consumer in a land-locked country is

ittle different from that of a producer or a consumer
in 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 lack of
control over the inter-change facilities in another country,
the absence of any equalisation of transport costs between
producers and consumers near to, and those distant from,
the seaboard and its obligation to pay the costs of trans-
port through the transit country in foreign exchange.
Further, in a large country there are no inherent restric-
tions on trade and specialization, and the centre of the
country is not necessarily poorer than the seaboard areas,
In the land-locked countries on the other hand, transport
costs are almost always higher than in the contignous
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
praducers in reaching the same markets.

137. So long as traditional forms of international
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 free-port areas® for goods in tramsit. Such
measures may perform useful functions and
their use cannot be ignored. However, while they may
tend to palliate any disadvantages  land-locked country
may sufier on account of its transoceanic trade having to
pass through furmgn terntnry th:y r.annm eliminate
ma_]nr area of rehef for the transpurt pmh]ems of land-
locked areas may thus lie in technological progress which
obviates the use of sea transport.

(g) Technological progress

138, Technological progress in infernational transport
(excepting landborne transport) may follow three pos-
sible lines:

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

® In this conoexion a drafl convention, prepared by a mixed
Argentino-Bolivian commission, has been submitied to the two
Governments; it provides for the estiblishment of a free rone al
the port of Rosario in which Bolivia would not only be able 1o load
and unload merchandize, but also to store it, and engage in pro-
ductive activities. See report in The Economist, edicicn para Ameéricn
Lating, London, 1% March 1969,
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{#) Changes in existing tranaport types: for example,
the phenomenal growth in the size of tankers over the
last twenty years,

{¢) Continuing improvements in existing tra
media; for example, the use of containers, the de
ment of more economical propulsive units and hull forms.

oTT.

139, The most fruitful forms of technological progress
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 pipelines.

140. Containers are by no means universally applicable
in an economic way, aithough 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. Even where economies can be
obtained from the use of containers, a more radical
approach to the question may still be desirable and
alternative forms of transport sought,

141. At the present time, 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-
ereasing air fmight rates in the next decade are the intro-
duction of “jumbo jets” in the early 19705 and the fact
that the advent of supersonic gircraft is likely to make
many existing passenger jet aircraft redundant and these
would be available relatively 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 & country the
more costly are its existing transport facilities. Land-
locked countries and the interiors of large countries may,
therefore, be the largest beneficiaries from reductions in
the cost of air transport that will enable goods to be
moved directly into and out of the areas in question and
thus eliminate transit to the coast.

142. Within the foreseeable future, that is, to the end
of the decade of the 1970s, it is unhke}.y that air transport

-costs will be reduced to the point where it is economical

to carry raw materials by air. 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
w-::uld enable an ore producer distant from & port to
export ore by using pipelines running to the seaport.
For a land-locked country, this would necessitate secur
concessions to run pipelines through the neighbouring
territory. There are probably 2 number of other com-
modities for which similar means could be used. To
some extent new technologies need to be worked out,
but in many areas all that is required is that ways be
found 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 designed to eco-
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L‘-f_n,:,misu on labour through the use of capital, whereas in
"_-'_'ﬂm,ﬁlnpjng countries technotogical progress which eco-

. omises on the use of capital may be what is most
: . desirab

o

;

le. In the current situation, the implication 15
often that de-.velfnping c:n:uptrits !_a_::_r. a choice between
using technologically inferior facilities and accepting 4
technology designed for a cllr:velnpud economy which
gives &n economically sub-optimum capitalfoutput ratio
when applied in a developing country. The elaboration
of a technelogy based on the needs of developing coun-
sries would be of preat benefit both in transport and in

" other fields. In the field of transport, the relatively slow

' Jarge capacity aircraft may be an example of a type of

technological advance which is most useful to developing
" countries, 1l is interesting to observe that a newly
designed large transport aircraft in the United States of
imerica, which is not likely to be available in a civilian
version before 1972, answers to this description.

{h) Cenclusions

144, Transoceanic transport has a vital role to play in
- the economic development of developing countries. If it
is to foster this development in the most constructive
way then 1t must be as cheap and efficient as possible.
To achieve this objective several changes are necessary:

33

(v} In developing countries trade must be organized
in such a way that the lowest priced suitable transport
facility may be used for every trading transaction;

(o) All trade and porl facilities must be directed
towards reducing the cost of providing transport ser-
vices;

(r) Technolopgical developments must be carefully sur-
veyed to ensure that full advantage 15 taken of all pos-
sibilities to reduce transport costs by the adoption of the
most modern means, but al the same time that develop-
ments unsuited to the needs of developing countries are
not adopted just because they are new, and

(7) Bpecial attention must be given to the landward
handling of cargoes Lo ensure thal no unnecessary costs
are incurred and that the goods reach ports in a form
such that the most economical means of transport can be
used.

145, The UNCTAD secretariat s aware of its res-
ponsibilities, both independently and in association with
other members of the United MNations family in these
ma:ters. Its programme of research is designed 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 VII

BIBLIOGRATHY

146. 1t is hoped that the next issue of this review will
contain a systematic bibliography of books, articles, and
reports on maritime transport published in 1969, with
special reference to publications of interest to developing
countries. It has not proved possible to compile such a
bibliography for the present review, The annotated list
below (which is based largely on the acquisitions of the
Shipping Reference Unit of the Division for Invisibles
of the UNCTAD secretariat)is limited to & few important
books and reports on, relevant to, economic aspects of
maritime transport which have been published in recent
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 gualitative
assessment or critical review of the publications listed.

Adler, H. A. Sector and Project Planning in Transporta-
tion (IBRD, World Bank Staff Occasional Papers,
MNumber Four, (September, 1967) distributed by the
Johns Hopkins Press, Baltimore, Maryland)., Dis-
cusses methods and techniques for evaluating invest-
ment programmes for the transportation sector as part
of a general economic development plan, and for
evaluating individual transport projects.

Bes, 1. Tanker Shipping (London, Barker-and Howard
Lid., 1963). A practical guide to the development and
operation of the world tanker fleet. Discusses 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 charter
parties.

Bes, J. Bulk Carriers (London, Barker and Howard
Lid., 1965). Gives a picture of the development of the
world bulk carrier fieet. Describes and discusses dif-
ferent types of bulk carriers; draught, speed, and pro-
pulsion of bulk carriers; employment of bulk carriers;
effect of bulk carriers on open market freight rates.

Bes, J. Despatch of Tramp Ships (London, Barker and
Howard Ltd., 1967). ﬂggﬂm factual information on the

# Some reports and other documents on maritime transport,
published by United Nations bodies, specialized agencies and inter-
governmental and non-governmgntal organizations, are menticned
pazsim in “'Beview of studies and activities in the field of shipping
and ports carried out by other institutions within the United Nations
system, by other inter-povernmental organizations and by non-
governmental organizations: report by the UNCTAD seccretariat™
(TD/B{C.4/4% and Corr.]1 and Add.1-3).

des of ships loading and discharging commodities
which are carried mainly by tramp vessels. The data
include the type of commaodity carried, name of loading
and discharging port, dates of arrival and sailing,
number of working days spent in port, rate of loading
per weather working day as per charter party, and the
average rate actually achieved in each port.

Brown, T. Transport and the Ecomomic Integration of
South America (Washington, D.C., The Brooki
Institution, Transport Research Programme, 1966).
Explores the relationship between transport and eco-
nomic infegration in South America; relates the present
transport structure to geographic differences, resour-
ces, distribution of population and income: suggests
priorities Tor transport investment in each major region
to promote continental trade and ways to improve
ocean traffic among South American countries; dis-
cusses Latin American shipping policies, the LAFTA
Convention on Waterborne Transport and a trans
policy for the economic integration of South America.

Burley, K, British Shipping and Australia, 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
techniology, size and types of vessels used), Anstralia’s
overseas trade and commercial policy, the passenger
and -commedity traffic, port charges, shipping con-
ferences and ition, the determination and
stability of freight rates, and the economics of shipping
management. .

Furuta, A. and Hirai, Y. 4 Short History of Japanese
Merchant Shipping {Translated and annotated ed.,
Tokyo, Tokyo News Serviee Ltd., 1967). Studies the
development of the merchant shipping of Japan, includ-
ing coastal and inter-island shipping, ports, legislation,
and shipping between the wars,

Goss, R. O. Srudies in Maritime Economics (Cambridge
University Press, 1968). This is a collection of essays,
previously published in various journals, covering the
following topics: regulation of international sea trans-
port, the Uinited 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 turnround of cargo
liners and its effect on sea transport costs, and, finally,
an economic appraisal of port investments.

Haefele, E. T. and Steinberg, E. B. Government Controls
an Transport, An African Care (Washington, D.C., The



Brookings Institution, Transport Research Programme,
1965), Examines the institutions, policies and agree-
ments which delermine transport patierns in South
Central Africa; discusses rail pricing policy and pos-
sible new rail investments in the context of transport
regionalism in Africa; gives texts of agreements and
conventions.

Hedden, W. P. Mission: Port Development (Washington,
D.C., The American Association of Port Authorities,
1967), Discusses technical probems of port develop-
ment; major aspects of port planning, port operations,
port economics, public port administration, stafl train-
mg for ports; financial and techmcal assistance to
developing countries and gives case studies of Trinidad,
Israel, Turkey, Tunisia, and Liberia.

Indian Institute of Foreign Trade. Ocean Freight Ratey
and India's Exports (New Delhi, Indian Institute of
Foreign Trade, 1967). Examines the incidence of liner
freight rates on the prices of non-traditional items in
India's exports and analyses the structure of liner tariffs
and the calculation of freights on manufactured and
semi-manufactured items exported by India.

King, J. Economic Development Profects and their

Appraisal: Cases and Principles from the Experience of

the World Bank (IBRD Economic Development Insti-
tute, published by the Johns Hopkins Press, Baltimore,
Maryland, 1967). Illustrates the problems encoun-
tered in appraising projects in twenty-three developing
countries, the techniques of analyss that have been
used, and the change: which have been made since
IBRD began its work; economic, technical, mana-
gerial, organizational, commercial and financial agpects;
cases in electric power, transport and industry.

Koch, A.G.M. Cuwrrent Fricing Behaviour in Liner
Shipping (Bergen, Institute for Shipping 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, taking into account develop-
ments in containerization.

Lawrence, 5. A. United States Merchant Shipping, Poli-
ciez and Politics (Washington, D.C., The Brookings
Institution, 1966). Describes the origins, objectives
and present state of the shipping policy of the U.S.
Government. Discusses the economic and political
importance of this policy, and makes proposals for
change in the policy and the industry itself.

Litton Systems Incorporated. *Oceanborne Shipping
Demand and Techinology Forecast” (A mimeographed
report prepared for the U.S, Department of Trans-
portation). (United States Department of Commerce,
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Springhield, Virginia, 1968) An examination, in the
context of Umted States trade, of the potential growth
of seaborne trade in 1973, 1983, 2003 and 2043 hy
principal commodities and roules and by ship types.
It studies the economics of super-tankers, predicts
future growth, and presents an economic framewaork
for analysing potential port and route improvements
over time. It discusses the trends in containerization
and their effect on fleet composition and ship types
over the forecast horizons, The report ends with an
assessment of the policy problems arising from the
findings of this study.

O’Loughlin, C. The- Economics of Sea Transport (Lon-
don, Pergamon Press Ltd., 1967). Discusses the appli-
cation of economic analysis to the shipping industry
and ineludes sections on the demand and supply of
shipping services, the establishment of freight rates,
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shori-term and long-term tanker rates.




Annex 1

CLASSIFICATION OF COUNTRIES AND TERRITORIES

Notes

Nate 1

This classification is designed to be applied to statistics on ses-
borne trade. Seaborne trade is recorded al ports of loading and
unioading, The trude of the ports of & country may therefore
include goods originating in or deéstined for another country, such
as a neighbouring land-locked country. The trade of land-locked
countries cannot be identified in seaborne trade statistics, and
these countries are not explicitly included in the trade classification.
However, when the clasification is applied to registered merchant
flests, lund-locked countries possessmg merchant fleets (Austria,
Burundi, Czechoslovalia, Hungary, Paraguay and Switzerland) are
included in the appropriate geographical groups of countries.

Note 2

The groups of countries used for presenting statistics in this
review are made up as foliows:

Developed  markel economy countries, excluding  Southern
Europe: Codes 1, 2, 3, 4 and 10.4

Southern Europe: Code 3

Socialist countries of Eastern Burope and Asia: Codes 6, T and 8 .

Developing munm turt.a.l Cndms 91 Hl (mﬂuﬂmg lﬂiﬁ, 11
and 12,

Of which:
in Africs: Codes 10.1, 10.2 and 10.3
in Asis: Codes 9.1 and 9.2

in Latin America and the Caribbean: Codes 11.1, 11.2, 11.3,
114, 11.5

in Oceania: Code 12

Nore 3

In tables showing statistics of shipping tonmage, however (viz.
tables 5, 6, 7, §, 10 in the text and table V in annex 1), Liberia
(net included in 10.2} and Paname (not included in 11.2) have
been excluded from the appropriate groups and shown separately,
for reasons explained in paragraphs 15 and 16 of this review.

Nore &

The description and classification of countries and territories
should not be considered 1o imply any 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 degres of development. Inclusion
of a particular country or territory in any economic or geographical
grouping (or i exclusion} has been dictated by economic and
statistical considerations,
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Classification of countries and territories *

Code |, — North Americi

Canada
Greenland

St. Pierre et Miguelon
United States of America

Code 2. — Japan

Clode 3. — Australia and New Zealand

b Cade 4. — Narthern and Western Enrope

Bastern Garmany

{Austria) Italy

Belgium Monaeo

Denmark Metherlands

Faeroe Islands Morway

Federal Republic of Germany  Sweden

Finland (Switzerland)

France United Kingdom of Great

leekand Britain and Morthern Ireland

Irgiand
Code 53, — Southern Ewrgpe

Cyprus Fortugal

Giibraltar Spain

Greeen Turkey

Malta Yugoslavie

Cade &, — Ceneral and Eastern Europe (excluding Union

af Sovier Seefalizt Republics)

Albania (Hungary)

Hulgaris Poland

(Czecheslovakia) Romania

Cody 7. — Uniow of Sovier Seclaliss Republics

Code &, — Chine [ mainiand ), North Kerea, North Viet-Nam

Code &, — Asia, nes,

8.1 Wastern Asia
Bahrain

Iran

Irag

Israst

Jordan

Kuvait

Lebanon

Muscat and Oman
Qatar

Saudi Arabia
Southern Yemen
Syria

Trucial Oman
Yemean

* Countries shown in parentheses are land-locked couniries with
merchant fleets, See note 1 above,



0.3 Sonthern and Eastern Asia

Hrunei
Buorma
Cambpodia
Coylon
Hemyg Kong
1ndia
Indonesia
Macao
Malaysiz
Maldives

Pakistan

Philippines
Portuguese Timor
Fepublic of China
Fepublio of Korea
Republic of Viel-MNuam
Eyukyu 1slands
Singapare

Thailand

Conle 10, — Africn

100 Nerthern Africe
Algeria

Cunary Jsiands

Ceate

Timi

Libya

0.2 Western Africa

Angola

Cameroon

Cape Verde lslands
Congo (Brazzavilie)
Congo, Dempcratic Republic of
Dahomey

Equatorial Guines
Gabon

Gambia

Ghang

Guinea

103 Eastern Africe
(Burundi)

Comoro lzlands
Ethiopia

French Somalifand
Kenya

Madagascar
Mauritins

104 Southern Africa
South Africa

M elilla

Maorocco

Tunisia

United Arab Republic

Ivory Coast
Liberia
Mauritania
Migeria
Portuguese Guines
St. Helena lsland
880 Tomé and Principe Islands
Senegal

Sierre Leons
Spanish Sahara
Togo

Mozambigue

Béunion Istand

Seychelles lslands

Somalia

Sudan

United Republic of Tanzania

Cpae 11,
1.0 Caoribhean

AL

Hahamus

Buarbados

Ceyman lslands
Culbu

Drominica

Crominican Republic
Grennda

Grundeloups

1.2 Central Americo

British Honduras
Canal Zone
Cosis Rica
El Salvador
Guatemala

— Laiin America

Haiti

Jamaics

Martinigue

Montserral

5t Kitts-Mevis-Anguilla
St Lucia

St Vincent

Turks and Caicos Islands
Virgin Islands

Honduras
hMexico
Micaragus
Panama

i1.3 South America — Northern Seabogrd

Gruvarin
Frerch Guiana
Metherlands Antilles

SUFIREIT
Trinidad and Tobago
Venezusla

11,4 South America — Western Seaboard

Chilz
Colombia

Ecuador
Peru

11.5 South America — Eastern Seabogrd

Argenting
Brazil

Falklund Istands(Isias Malvinas}

(Faraguay)
Uruguey

Conde: 12, — Oevania, n.e.5.

Christmas Island

Fiji Islands

Guam

Mauru

Mew Caledonia

HNew Guines

Mew Hebrides

Oeean Island (Gilbert Islands)
Papua

Polynesiz under French admin-
istration

Samog {under United States ad-
ministration)

Solomon Isiands

Tonga

Wake Island

Western Samog



Annex IT

TABLES

TasrLe 1

World seaborne trade nccording to geopraphical areas, 1959 a, &

(Mitlign tons)
Gealy dornalied Goads intloded
At vl e —
um preodusly Ly o nﬂm m Prodicis Bry-ghrge #ﬁm
1. Morth America 0.3 53 116.0 1216 64.3 410 184.3 14995
TR 1T R S e — 0.3 9.8 10.1 184 3.3 42.6 £5.0
3. Australia and Mew
Zealand. ... . e 12 11,5 2.7 102 20 8.3 1.4
4, Northern and Western
Earope . . . 0.7 29.3 129.1 1590 134.9 427 2228 4051
5, Southern Burope . —_ 0.4 16.0 164 7.5 38 150 5.5
6. Central and * Eam.am G
Europe {a::luﬂ.ing : -
USSE) . 0.2 | 134 15.6 — 1.1 11.7 12.8
To TUBER o hatain s 8.4 1.3 1248 0.1 0.1 - 4.6 4.7
8. China (mainland),
Morth Korea, Morth
Viet-Mam . . . .., J - —_ 3.0 3.0 — 0.4 30 34
9.1 Western Asia . . ., 180.2 314 3.3 2ia.9 5.6 3.0 9.1 177
5.2 Southern and Eastern
Anlg, nies. . .o 11.9 10.3 42.2 643 8.3 15.5 34.6 83
10.1 Worthern Africa . . . 1.9 0.6 231 256 4.7 6.4 11.7 228
10.2- Western Africa . . : o [ — 154 16.7 — 4.3 7.2 116
10.2 Eastern -Afvica . . . — —_ s T - 34 4.9 8.5
10.4 Southern Africg . . - 0.2 5.0 b He 1.3 23 4.0 =y
1.7 Catibbeans. . . % . — &7 151 15.8 g 22 3.6 9.4
11.2 Central America . . . _— 19 4.2 6.1 — 2.8 19 4.5
11.3 South America, Morth-
ern Seaboard . . . 105.2 713 25.2 201.7 4346 36 4.3 515
11.4 South Americe, Wesi-
ermn Seaboard .. . 4.3 1.0 13.5 188 0. 1.5 3.8 37
155 South America, East-
ern Seaboard . . . 1.5 — 17.5 1.0 12.3 6.7 10.1 L |
12 Oceanip, n.es., . . . — — 4,1 43 - 0.4 12 1.6
Wonln TOTAL . . 3159 164.7 488.8 G655 3169 151.5 A98 .4 9668
Soweee; Unbed Mations estimated data; the world kel do not correspond imte Metherlmds Antilles and Trbddad for refindng and i

eanctly to the rounded toral in table | in the lext.

& Exghwding interontional cargoes boaded ot ports of the Gueal Lokes and
Bt. Lowrence pysiem for unlouding st ports of the same sysiem,  Including petroleum
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iBpariE =TT
Lakes and St Lawrescs irade (in dry cargo) amounted 26 millon tone o 1959,
37 million tons i 1965, 37 million Lone i 1966 and 34 million tom i 1567,

b Sez amnex 1 for the comprosition of thess groups,



TanLe I

World seaborne trade according to geographical wreas, 1965 a b
{ Mitlion fons}

Gty doaaded Giowids mtoadad
Area Yo o
ml:hni.r J-'nrm.lu:u . akTm pnil:::m F dﬂ:ﬂ F— m’rﬁzh
1. MNorth America. . ; . 0.1 34 1%90.7 a2 737 67.9 1152 256.8
2. Japam .. . ov oo _ 0.5 2.0 2.8 69.7 4.0 115.0 198.7
3. Austrplis and New
Zealand. | ;. ; —_ 1.2 252 26.5 18.7 2.0 12.3 4.4
4, Morthern and Wﬂ:m
Eurcpe . . , . . . 0.3 50.0 165.2 21535 ang.2 B5.3 323.3 7168
4. Southern Burope, . . — 0.B 1E.6 19.4 158 4.4 331 53.3
6, Central and Eastern
Europe {excluding
VUSSR & oaih 0.4 36 22.1 26.1 24 1.8 224 269
oo TIBBR: v soe o 283 15.0 ket 7581 —_ — 1.7 128
8, China (mainland),
North Korea, Morth
Viet-MNam . . ., . . — — 7.6 7.6 0.2 0.3 11.EB 122
2.1 Western Asia . ., . 34E.7 43.3 55 397.5 109 1.8 13.0 25.9
8.2 Southern and Eastern
Asle, mgge . 14.6 13.1 65.5 213 233 17.0 58.2 B85
10.1 Morthemn Afries . |, . B4.6 3.4 x2 117.2 1.9 3.9 16.3 311
10.2 Western Africa . , . 14.7 0.3 41.1 56.1 15 4.6 2.9 15.%
10.3 Bastern Alrica . . . . — 0.5 11.0 11:5 25 3.0 6.7 13.2
10.4 Southern Africs . , | —_— 0.3 8.3 B.5 4.7 i 6.2 12.4
114 Caribbgan. , . . , . — 0.2 20.4 20.6 4.B s 7.2 159
11.2 Central Americs . . . 1.0 2.6 8.0 13.5 3.5 14 4.1 10.%
11.3 South America, North-
ern Seaboard . |, |, 123.3 592 b 250.2 5319 3.0 &7 61.6
114 South America, Wesi-
ern Seaboard . | . 6.0 0.8 259 327 34 1.5 51 77
11.5 South America, Easi-
ern Seaboard . | . — 0.8 4.4 353 15.4 1.4 13.1 29,8
12, Oceanls, g.e5.. . . . s —_— 5.6 5.6 - 0.9 1.7 25
WonLo ToTaL . | 622.0 242.3 T6E.6 1632.9 6210 221.7 T93.5 1637.2

Source: Unfted Mations estmated dain; the world totals do pot oorrespond . dmporis into Metherlands Andifles and Trinidad for refining and re-sxporr.  Gireat

exncily 1o the sounded totals in wable | in the taxt Lakes gnd 8i. Lawrenct wrade {io dry cergo) amounded o 26 miliion wne i 1959,
¢ Exchuding international cargoes joaded ni pors of the Great Lakes and 37 mdlion togs do 1965, 37 million tons tn 1966 and 34 milon tont kn 1967.
1, Lawrence syatem for unlondisp ai poris of same syatem. Inchsding petroleam b Bec annex 1 for the composition of these groups,

kL




World seaborne (rade acecording to geographical areas, 1966 o, &

TasLr 111

{ Million tong)

Crivaidy boisdded Goods wnimaed
" nm iy Dreme  lon .- Mty Dreewss MR

1, Morth Americe 0.2 1.0 < 206.,2 2054 71.6 68,7 136.8 2681
T el ..ot W —_ 0.9 2.1 25:0 H4.0 13.4 F25.0 2233
3. Awpstralia and New

Fealand. . . . . . - 1.4 8.7 30.0 2.6 1.5 14.6 36.8
4. MNaorthern and Western

Burops . ... . i ., 1.k 56.6 169.2 2215 asnz 89.2 A26.4 T65.8
5, Southern Eyrops. . . — 1.E 18.6 20.4 20.3 4.0 34.1 58.4
6. Central and Eastern

Europe (excluding .

USSRk} . . . ..., 0.3 1.8 4.6 286 bk 2.0 22.2 251
32 LIS el s 32E 0.0 376 90.3 —_ -_— 12.4 12.4
g, Ching (mainlund},

Morth Korea, Morth

Viet=-Mam .« . . , — 10.0 10.0 0.2 0.2 12.2 12.5
9.1 Western Asia . . . . 395.0 46.9 4.7 446.6 a2 1.9 4.9 2840
9.2 Southern and Easiern -

o AdmmEE L 134 15.8 690 o83 278 20.4 il 2 112:6
10.1 Morthern Africa . . . 106.0 30 ;4.8 133.8 119 &2 14.1 0.2
10.2 Western Africa . |, . 0.7 0.5 44.2 655 1.8 1.3 9.5 15.0
103 Eastern Africa . . . . —_ 1.1 12.3 13.3 3.8 . 7.0 14.2
10.4 Southern Africa . . . — 0.3 8.8 8.1 53 1.9 5.6 13.0
11.1 Caribbegn. . . . . . _— 0.2 19.6 159 o 358 T.3 16.5
112 Central America -, . . 1.5 24 106.2 4.0 4.2 39 1.9 12.0
11,3 South America, Morth- h

ern Seaboard . . . 119.7 7.8 0.2 47.5 528 20T 4.8 60.3

11.4 South America, West-
ern Seaboard . . . 54 f 3 | 27.5 34.0 18 1.6 6.9 10.4

11.5 South Americy, East-
ermn Seaboard —_ 1.1 4.7 35.8 I6.6 1.0 14.2 31.8
12. Oceanig, nes. - . . — — 5.7 5.7 - 1.6 1.6 3.z
WoRLD TOTAL . . 606,85 2575 B10.4 1 764.8 695.5 228.9 828.1 17524

Sowree: United Mations estimrted datn; the wosld totals do nol cosrespond
exactly to the roanded tal in table T in the pext.
a Exciading internstional carposs loaded st pore of the Great Lakes and

5t, Lowrence sysiem for unkopding a1 poms of the same system.  scluding petvoleam

mnd S 5
37 million tons in 1965, 37 million tonk in 1966 and 34 milkion twos in 1967,
b Boe annox 1 dor the composition of these groups.



TanLe TV

¥ Distribotion of world tonnage by fisg of registration,® and type of ship, in order of slze of fleets,® as at 1 Jaky 1968

OF which: {ir gr1)

Fiap Tvral rowinidge © Tnta! pommage @
FaRiaraion [ dwr ) fiw gri} Tamker: Hulk eaerlers £ Eiker ahips
I Liberis: o0 &4 . o 40 T8 282 25719 642 14 663 223 T 118427 3 537-00%
2 United Kingdom/l | | 29 563 071 21 92( DRD 5372 209 2 91% 240 1062953
{28) Hong Kong. . | 1232447 766 213 147 373 e 057 404 BE3
{41} Bermuds . . B0 053 261 596 HE D 24413
(44) Bahamas , . . . 303 407 100 150 1060 104 B4.153
{65) Gibraltar., . . . 50 394 340 59074
(82) Cayman Islands . 16 749 16749
[ T T 7 633 254 T379
{101) Falkland Islands
(Islas Malvinias) 5440 5440
{103) 8t Wincent , . . 4 361 3 696 665
(108) Turks Islands . . 3 Bo6 3 Bbd
(109) Wew Hebrides. . 3 00 518 1282
(115) Tonga . . . . . 1 9T 1987
{118} Gilbert and Ellice
Islands , . ., . 1.213 1213
(123) Seychelle Islands 798 403 306
(125) Montserrat . . 11 =11
(128) 5t. Lugia , . . . 517 517
(130) Solomon Islands. 42] 421
(131) Grenada . . . . 412 412
(132} Virgin Island . . khi] 380
(133) British Honduras 358 ) a5k
I Norway « o oon oo 30 976035 15 667 441 9891 721 5056084 3 TI19-636
4 Japap . . , . . . .. 27 998 024 1% 586 902 6 754 B45 4 585 630 £ 246 427
5 Union of Soviet So-
chalist Republics . . 12 650 664 12:06] 833 2035 787 116 240 G DOG 206
€ United State: of Amer-
ica: estimated active
seagoing fleet ¢ 17 172 873 10 9_!9‘ 078 4 211 137 651 323 G056 61E
TIOTERCE: oiigisa dra 11 071 531 7415 954 1 BB5 214 1139715 4 391 055
Elaly v e e D 144 063 6 623 643 2414078 1673672 2:535 893
& Federal Republic of
Germany . . B 783 067 £ 527 946 1 333 901 1 146 610 4047 415
10 Franee . ., , . ., T 9% 320 5756 160 2722 809 GBS B2 2387 659
11 Netherlands . . . . . 7 351 526 5 267 641 1 Bb4 502 452 562 2 950 527
12 Pename . « o o« B 120 620 5096 956 2 6h6 G315 374 794 2035 522
13 Sweden . . . . . . 6 778 528 4 BG5S 365 1 4594 097 1467 607 ] 903 661
14 Depmark . . . . . . 4 556 824 3 20 040 1 237 840 380 B9 1 585351
(74) Faeroe lslands - 33 189 373 189
15°8pRin . . v ow ovor oos 3 346 148 2 820 784 ] 072 B28 117 (078 I 630 B7E
I Indee: . .0 ooiie v 2 BRG 943 1945 037 193 925 565 704 1 185408
17 Polepd: ow oo on 1 748 6% 1 34] 665 T3420 135 262 1132983
18 Bragl . ovovov v oae 1810027 1 294 190 415 364 BS 448 T84 378
1% Yoposiavia. . . . . . 1 806 238 1 266 592 169 060 272 964 B24 568
20 Argenting 1 396 658 1196 817 478 500 23237 645 080
ZL TR - v o wiwes v 1 577 444 1127 896 425 oy 55339 H46 638
21 Canada, # seagoing fleet B77 168 053 287 153 194 198 820 601 264
23 Belghom-.o sy v 1273 141 932 500 289 067 270 428 373 405
24 Philippines. . ... , . 1097715 B54 256 76 599 77 487 700 170
25 Australin . ., , . Q87 185 B1E 247 177 656 250 336 390 255
(100) Mew Guinea . 6 569 B7S 5 694
26 Eastern Germamny | 1 034 408 B0 (074 95 362 101 338 608 374
27 Portugal. . ., . . . Bl 606 T 643 185 874 11 054 RS
2% China (mainland) . . . 1029670 T65 545 £1 889 6E3 656
A Republic of Ching - . 1125555 T62 515 6d 395 254954 672 166
A lerasl . oo e . OB 561 722 951 12676 338 508 371767
32 Indonssia . . .. . . T67 380 711 500 133 134 278 366
33 Cyprus: 062 g s 983 264 652 588 108 417 544 171
34 Turkey T4E DS 48 171 164 T84 483 387

41




TavLe IV (continued)

Distribution of world tonnage by fiag of registration,® and type of ship, in order of size of fleets, ! as at 1 July 1968

Flag Tatal tovdge © Tueal rownage d OFf which: (in gri)
regiatrition (i e } e el Tirekarr Y — Othér ehips
35 Bulgarim . . . . . ., B19 502 548 102 136192 146 354 265 356
36 Pakigtan . . . . . . . To6 GRY 540 551 18 (060 9 600 512 891
37 Republic of Korea . | Gal 527 473 99] 134 378 31 000 J0E 613
38 South Afvica . . . . . 500 928 470 078 13 145 40 157 416 776
3% Lebanon. at otk 630111 443 881 1% 198 425 683
a0 Mexdeg . oio. . s 546 B29 403 573 282 0903 116 580
42 Venezuela . . . 0. . 462 401 150 591 229 029 121 562
43 Romaniz « R 481 478 324 999 71 827 136 767 116 403
5-PEIE o oian aoa il 336 372 2E7 B43 85 520 197 923
46 Chile . , . . . . .. 375394 268 641 63 812 35196 Io% 633
47 United Arab R.apuhlu: i 314 323 250 075 B7 956 162119
48 Cuba . . 4 i 303 580 237 603 6 267 231 336
49 Colombia . . . . . . 276 049 208 346 44 032 164 814
50 Switzerland . . . . . 304 092 201 T 50 B4 141 957
51 Mew Zealand. . . . . 185 DR4 191 618 24928 158 650
52 Irgland . . 198 668 172 582 15 234 41112 114 236
53 Kuwait . 1 230 395 149123 101 737 47 386
5 Bingapore . . .. .. 177 112 133 B35 3 630 130 225
55 Jeelamd . . . .o : 74 375 133162 5 899 127 263
56 Urugnay. . 151 290 131 123 41 991 89132
57 Ghana vl 100 666 120 486 120 485
b T SN 103 952 T4 448 42 349 32094
59 Czechoslovakia ; 118517 74 386 40 549 33437
60 Migerie . oo 101 173 TO615 174 70439
61 Moroceo . 89238 70 066 37 €9 129
62 Honduras . . | o] 28 o8 958 4122 G4 836
LG T e 55 604 67 742 10 330 19358 37 993
64 Thailand. . , 69 738 63 780 11938 v 51 842
o6 Somalia . . . ... . 71 703 5B 6TT E91 57 786
67 Saudi Arabia 52 600 4% 625 40 625
68 Hepador . . 50723 43 009 4015 35985
& Boammn ., sn va 53T 41 760 1478 40782
70 Bthiopia. . . . - . ; &3 044 &0 §52 21 886 18 966
71 Malaysia 40 465 3660 36 805
T2 XIBENTE o .ov v e 32 464 36 550 36550
b o i DT St 36 547 560 35987
75 Madagascar . i 45931 31 288 2258 29030
To Huongary. . « « . - 25 438 28 438
T7 Paraguay .oy oAl 22 165 21935 19 230
18 Tonikim: . .0 ¢ ol v 21 518 2} 518
79 Trinided and Tobago . 20 09a 4713 15383
80 Ivory Coast . . . , . 18 344 166 18 178
§1 United Republic of
Toanzamia . . . , . 18 108 18 108
83 Morth Eorea . . . . . 16 484 16 484
84 Burpndi . . . . ., . 15 686 15 686
85 Algeria . . . . . ., 15 644 15 b4
B 8odan. . .. .. i 15 620 15 620
87 Republic of Viet-Nam . 15 362 15 562
88 Micaragus . . . . . . 15492 250 15233
89 Momaco . . . .. . . 15442 14 672 T
SO KeaWR: oo v o 13202 2 184 11 D18
9] Jamaica 13012 . 13012
92 Guinea . ., . . .. 11 854 10 Tod 1080
53 Congo (Brazzaville) . . 11 554 11 554
94 Dominican Republic | 11282 674 10 608
95 Guyana . i : 10 003 D58 9045
%Ca]rlun....... 49439 1158 8281
97 Senegal . . . 5703 8703
98 Costa Rica. . . . . . 5072 80T
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TanLe IV (concluded)

Distribution of world toonege by flag of registration,® and type of ship, in order of stze of fieets, ax at 1 July 1968

Flag Toual rounege ©
Fagilraiion

Tona! tonwape d

OF whick: {ier e}

fim dwr) fin grt} Tiuskers Bulk: derrieri © Cther diliis
102 Sierra Leone . i 4 438 4 438
104 Cambodia . . .« . 4 230 A 230
105 Maldives . . . . . 4191 419
106 Maurntivs . . . . . 4 179 4 17%
107 Mauritania, . . 4012 4012
110 Guatemala ., . 3629 3629
R Hewddo s s @ o 3126 3 236
LI w5 o v s 3164 3184
113 North Viet-Mam . , . 2255 314 194
114 Yemeén - .0+ & 2000 2001
116 Trocial Omin 1956 G2l 1335
117 Bahraim' + . + o o 1554 1 594
119 Cameroom & . . . . . 1107 11067
120 Southern Yemen . . - 1012 1012
121 Avstris . . . . . . ET1 871
122 Gambis & - . o4 . 817 817
124 Syria . . <. . . i 728 728
126 Gabon 6235 625
IZT QRERY i« =% 5.4 o S04 00 404
129 Barbadoz . . . . . . A84 484
134 Congo (Democratic
Republicef) . . . . 30 g
13x Topeis= 296 &6 o 150 150
WonLn ToTAL &4, 262 069 873 183 956 565 68 937 950 32223011 82 796 604

Sowrcer: Liowd's Rewiser of Shipping Swirgeal Tobles, 1968, for wll figures

are published by the Unied Suaiss Depariment of Commercs, harivimes: Admindsirs-
Liga,

¢ The designation empéoyed in this able refer w fag of regisiration and do
nal imply the expression of any opinion by the Secvelariat of the Linled MNations
comcerndng the lepml Gtatus af any country of terriory, of of fi3 aothorites, or
concerming the delimiation of s frondees.

hﬂpmmmummmﬁdﬂw:ﬂmmm.mm

indicuting runk ocder i in parenthesms,

& Vesdele of 300 gr1 and above; oo dires comparisor shoubd be made between
the gri and dwi Dpures applying o the feel of aEy one counary, owing o the di-
ference bn tho lower aige limdi, and to other differences in compilation. Figures
awt were not ayaflable for & greal number of countries with amall Osews
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£ Wemsels of 100 gri and nbove; sho see note e,

& In Lisyd's Regisier of Shippig Stetistical Tabies thiv class of vessel is defined
to includs single deglt ore and bulk carriers of 6,000 gri and over.

! In this table, Nom-Self-Governing Terriioshes are lsed directly below (he
countries responsible for the sdmintsiration of thess territories (as of | July 1968).
However, the tonoage regisiered In these. tervitories b 0ol included in the figures
for ke Bag of the adminksmering country.

{ Eacluding the United Siates Grest Lakes Oeel, which amounted 1o 1,838,345 grt
oo 1 July, 1968, of which 1,541,003 gri were ane and bulk carriers; and also
the United Siates Reserve Fleet of 6,501,000 gri (8535000 dwi), of which 276,000 grt
(41E.000-dwt) consisied of wankers, and 21,000 grt (31000 dwi) of bulk carriess.
The figwres for the United Staiea Reserve Fleel apply Lo vessels of more than 1,000 gy
and ore thos pol direcily comparable with the fgures from which they hove been
deducted, but e siatisiical discrepancy B very small, mince few ships of less than
1,00F gri are inctuded in ihe Heserve Flest,

i the Canadian Great Lakes Beet, which, on 1 July 1968, amounted
o 1449 656 grl, of wilch 1,090,267 were ore and. bulk cariers.

! Dats on Haltlan Oag flee! from Iostisute of Shippog Boonomics, Bremen,
Seanpril der Sehiffahrr,




Tasur V

Distribution of world fleet by peographical areas, 1 July 1968
{Fessels af 100 pro and above}

{ Thousard prrl
af wiek:
Aree : TR s Tankers Bt arriers Other ships
1. MWeorth Ameriea . ; . 5 . . 122524 46259 4303 6 647.3
2, Japan . . 19 5869 6 754.8 4 585.6 B 254
3, Australis nnd Ne.w Zenlam] 1 0029 180.6 2503 5789
4, Morthern and Western Europe To491.3 30 182.0 151112 311980
5. Southsrn Burope. . . . . . 13702.9 15979 | 560.2 £ 5448
6. Central and Eastern Burope
(excluding LISSR) . . . . 3160.2 376.8 560.7 eyl
T WIBBH i v srpowies 12 061 .8 20158 116.2 9 D00.E
B. China (mainland), Morth Ko-
rea, Morth Viel-Mam . . TR4.3 B2.2 — 021
&1 Western Asie . . . . oo. . 1 4845 158.1 356.7 UBY.6
9.2 Southern and Eastern Asia
2 1R T Py T 6367.3 TRL.T 919.7 4 6579
10.1 Morthemn Afru:a ...... 60,5 88 — ' 271 6
10.2 Western Afrlen. ... ., . . 253.0 0.3 10,8 2420
10.3 Eastern Adciea | .0, . 0 . 198.4 270 - 170.7
10.4 Southern Africa . « . ... . 470.1 151 40.2 416.8
11.1 Caribbean ®, . . . . . .. 596.0 119:8 100.1 _ 376.1
11.2 Central America . . . .. . S00.1 2874 — 202.7
113 S-:mlh America, Northern
“Beagbord, . . . 380.7 234.7 — 1460
114 South America, Wmm: Em y
ol A e BOE.3 201.8 35.2 5714
11.5 South America, Eastern See-
B e L 26497 S38E 142.7 1.568.3
12. Qceania;, nesx. . 21.6 1.6 —_ 20,0
Liberia {not indudr-d in m 2}
Panama (not included in _ 2l
U RS e S LRy 30 816.6 17326.0 74832 59935
WORLD TOTAL . . . . . 183 B56.6 6E 938.0 Il e I B2 1966
Fourcr: Compiled from tabie IV above. Ser motes to that mhle, awmmemmmnmmumm
o Inciudes 766,200 grt registered in Hlony Kook it i believed that some of this 0010 g, N [mpEaia
tonnape s controlied. by foteign Fobsrests, Mmmmgwmmm&mmmwmm



Selected maximum and minimum tramp rates, 1967 aml 1968

TabLs ¥l

150 1967
Crarmrpdiiies (rvaies Currrency unit High L Hish i
Heavy
Grain: Uinited States Gulf—
W. Coast India . Shillings sterling 13316 11176 14100 T4 10
M. Pacific—East
Copgt India , . Shillings sterling 976 0.0 11040 6710
River Plate—Ant-
werp/Hamburg '
TODEE . - « o+ o« Shillings sterling B1/3 G515 LU 6T 6
River Plate—Japan. Shillings sterling 14540 10040 1266 107 f6
Coal. Hampton Roads—
Rio de Janeiro , . U5, dollars .40 .50 5.00 3.00
Sugar: Cuba—Casablancs . 1.5, dollars - — 12,50 8,50
Mauritins—United _
Kingdom . - . - Shillings sterling e T2j6 716 a2f6
. Philippines—USA . LS. dollars 8.50 6.60 E.TS 600
Cre;  ‘Mormugac—Japan. Shillings sterling 51fa 4304 5246 33/6
Capra: Philippinss—Con-
tinent (modern) . 1).5. cents 2334 1744 4% 194
Fhag-
phate; Casablance—
5. Chinag . , . . Shillings sterling 10510 L] 1100 G110
Acaba—W. Coast
India . . . Shillings sterling 5910 4910 3610 41 /0
Rice: China—Ceylon Shillings sterling B4/0 69/10 7040 43J0
Fertil-
fzery:  Continent—=5. China Shiflings sterling 1410 Q040 142/0 T8/0

Sonrge Liowd's Livv and Shippiny Gozefte, London, 2 January 1965,

45



Tanre VII

Additions to, and deductions from, merchant Aeets, January-June 1968
{ Thousand gri, vessely of 1 000 gri and over)

g Addrsinrs Lheplieerions Net clamge Net fiog
New

o & deliveies B8 Tow!  Seppip 0 PME T . " " s
Developed markes

CEOROMY  COUMN-

iriex [ exeluding

Southern

Europe) ®
Australia . . . . 1.4 111 125 125 11.1
Belgium . . . . 30.0 2.5 323 i 18.7. 26.6 59 162
Canads . . . . 3.2 22 22
Denmark . . ., . 126.4 4.8 1312 1.5 0 101.3 107.8 234 96.5
Federal Republic i

of Germany. . 320.8 40.1 360.9 114 106.5 117.8 243.1 6.4
Finland ; 5.1 70.6 75.7 3.1 36.0 41.1 34.6 34.6
Frapee:, . . . . 3z27.7 6.4 154.1 la.4 b1 176.2 203.7 150.4 1498
lreland . . . 1.4 1.4 5.0 8.0 6.6 6.6
§7 e . 9491 139.3 238.4 85.8 11.3 350 1321 1063 it4.3
Japan . 12344 2.3 12367 36 38 94 12273 1.5
Mopage . . . . 1.2 1.2 7.2 7.2
Netherlands. 205.6 26.5 2321 5.8 6 T8Z 216 140.5 al.7
New Zealani 6.9 10.3 1.3 1.2 10.3
Norwey . . . 1015.6 8.2 10218 26.8 £ Fi 587.3 6174 4064 579.1
South Africa . 17.0 1.1 18.1 14.4 17.8 32.2 14.1 16.7
Swedem: . . .. 150.8 150.8 1.4 1.4 106.7 1095 41.3 106.7
United Kingdom TH49 325 807.4 114.9 222 5044 641.5 163.8 471.%
Liberig, Panama
Libegin. . . . . 1006.5 76,8 17363 189.6 106.7 204.3 S04.6 1231.7 522.5
Panama . 214.2 343.6 557.8 94.5 40.2 758 2105 347.3 267.8
Southern Europe !
Cyprus , 1500 1500 0.8 14.5 213 127 135.5
Creacs . . . o 2380 451.5  .689.5 106.3 18 2740 454.7 2348 177.5
Malta . . . . . : 3.7 3.7 3.7 37
Portugal . . . 11.2 10.9 2.1 18 1.8 20.3 10.9
Spain. . LS., . 23.0 93.0 20.1 1.5 216 T4
Turkey . ' 8.5 8.5 8.5
Yugoslavia £3.1 162 99.3 T2 £ 1.7 ¥ 622 5.5
Soclaliss counfries

af Eastern Eu-

rape and Asia |
Bulgaria . . . . 9.1 153 ‘24.8 4.8 157
Morth Viet-Nam, 3.9 38 18 3.9
Eastern Germany .8 38 12.6 &0 13.1 211 1.5 9.3
China (mainland) €9 6.9 6.9 6.9
Poland . : . . zaz 32,2 i 3.8 113 L.t 3%
Romania . . . . 34.0 4.0 34.0
USSR : . . - . 0.8 203.9 17.1 1BL.0° 197.1 6.8
Developing  coun-

driex in Africa
Burundi . ... .2 g2 ) 8.2 3.2
Ivory Coast, . , 7.3 73 4.5 45 ' 24 4.5
eaye .ow . 7.6 T4 7.6 1.5
Madagascar. . . 10.1 1.5 11.6 11.6 15
Migeria. . . . | 8.0 1.6 9.6 9.6 1.6
Somalia . . 08 8.8 T3 T3 2.6 2.9



TanLe VI {eoninued)

Additions to, and deductions from, merchant fleets, Jangary-June 1968

Akl ey Tiedaetlons Med change Ner Ay
HT" N overal] chamger

rl'l'.l.ﬂ:ﬂlf#ﬂ ] ﬂ;ﬁn:ngn &H Toual Seramping i;‘:":’ :Am Fotal + - 4 =
Developing  coin-

fries in Africa

{continued)
United Arab

Republic , . . 0.4 20.4 20.4 20.4
United Republic

of Tanzania . 5.5 55 5.5 5.5
Devaloping  cown- :

rries in Asia
Indig. .. , . . . 41.4 1i.2 5.6 Tl 21.7 12.6 41.5 121 1.4
Indonesia. . . . T2.8 T2.8 72.8 72.8
Iopmel v o s 48.3 P 49.3 6.9 6.9 42.4 6.4
Kowait. . , . 4.7 w7 9.7
Lebanon . . 4 . 1.5 16.1 17.6 443 7.2 15.9 674 4% 5 0.2
Pakistan ., . . - .. 4.8 26,7 26.7 4.8
Philippines . . . 8.7 52.1 60.8 12.5 123 485 52.5
Republic of

Ching .. w0 0.5 422 T2.3 62.3 £.8 6.1 3.6 54
Republic of

Korea . . . . 13.4 4.8 2R8.2 5.1 5.2 2.0 J4.8
Singapore . . . 61.6 61.6 61.6 - 61.6
Developing  coun-

tries im  Latim

America
Argentina . . . 16.0 16.0 41.7 14.6 583 40,3 1.4
Branl . ., - . 43.7 43.7 8.1 22.5 3G 3.1 2.5
Chile, . ., . ., . 1.5 1.5 13 1.5
Colombia. . . . .4 4.4 4.4
Ecusdor ., . . . 6.6 fi.6 6.6
Mexico. . . . % .6 58.6 24.37 4.3 34.3
Ferg'c:. &0i o5 7.3 7.3 38 3B 33 73
Uruguay . . . . 10.8 10.8 7.3 T3 3.4 3.5
Mircellaneons

territories

{United King-

dom colonies)

not clagsified i M7 855 1E.8 74 32.6 58.5 37.0 2.1

Sewree: Compdied from records of tonnage addidons aod  deductions made
wvaligble by the Uniled States Depariment of Commetes, Maritions. Administration,
Dais exclisde vosmels operaling exclusively on the Oreal Lakes and inlatd walerwavs,
special types {e.g, ice-brenken, cmble ships) and merchant ships owned by’ militery
anthorities. Reonrds evalleble do nol inciwde information aboat changes in the
Unbied Siates fieet,

@ Flags of registcatbon arc lisied o the proups used in nnnex 1 above and in
wiphabesical order in each mroup.

b This colomn inchades o wotal of abopt 10,000 grt which B nof newly bail
tonmape, Thid towal is composed of 25,000 gri restored 16 the records oftér having
bean dsipied previewsly, and of 85,000 gri “new in work™ in ihe firsl ol of 1968
Gk elilver veseelt buili in preceding periods bal first sclivated in the currenl period

or wassel which were below 1000 gr when buill i which were pliered 1o exesed
1000 grt dn ihe perindl.

« Losser incinde wessels sunk, wreeked and burnl and those declared 1o be
“eomirustive total lngsss’ for nsurance purpobss. The column olse includes miscel-
lameotg ems, winlling 239,000 g oas follows: 12,000 gri withdroown inio ininnd
porvices, 22,000 gri converied o nos-meditime ome (e, VOoating warshowe™),
24,000 gri Voul of commision”’ (in Mexgiood, ond 171,000 gri from the LGSR fee
magty old vessels bulls betwesn 1902 and 1928, clamified 05 “oul of documenistion™
(.o provably o8 or serapoed),

d Excluding the Lnied States of America (noc pvalinble),

¢ OF which, 171,000 g0 “oot of documentatlon” (sec mow © absove).

§ G of eomedaakon™.
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