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INTRODUCTION

1. Th؛$ review has been prepared by the UNCTAD seeretariat in ؟ecordance 
with item ٧  of the programme of work of the Committee on Shipping. إ  The review 
brings together and integrates the material pr؟vionsiy appearing in mimeographed 
form as “Review of maritime transport, 1972” ء and ‘ Review of maritime transport, 
ء .”1973

2. The purpose of this review is to present statistical evidence of developments 
in in terna tio^ l maritime transport and to relate recent developments to longer 
term trends of world shipping, special attention is given to factors affiecting the 
trade and shipping of developing countries.

3. This review is presented in tw^ parts, ؟ art one consists of five chapters. 
Chapter I describes the development of international seaborne tra^e duripg 1971- 
1972 and in the period 196©-1972 as a whole. Chapter 11 reviews the ^evelopnr^pt 
of the world mei-chant fieet dnring 1972-1973 and also in the period 1965-1973. 
Relevant statistical series have been reconstructed to indicate new trends in the 
world supply of tonnage. Chapter III examines trends in prices for new and secon^- 
hand vessels and chapter IV surveys developments in shipbuilding with emphasis 
on the production aspects of the industry. Chapter V describes changes in freight 
rates in 1972-1973. In part two, chapter ^ I , is^report ؟ n a s tu ^  on the gl؟ bal co؟t 
of sea transport prepared by the secretariat. Finally, chapterV II covers the insti- 
tutional developments in world shipping, unitization, the UNCTAD training courses, 
air transport, land bridges and the world cruise fieet, al) of h؛ch appear to be of 
particular or potendal i^erest for developing countries. The bibliogrة  remains ٠ hyخ
a regular feature of this review.

4. At the very end of 1973 certain important developments occur؟؟^  which 
may affiect the international seaborne trade in the future. As their possible elfect 
on the trade was not apparent at the time of drafting (his report, certain aspects 
expressed in it are, by necessity, of a rather tentative character.

/٠ See Official Records ء  the Trade and Development هء،اا-مح , Fifth Session, Supplement No. , 
(TD/B/116/Rev.l), II.

.TD/B/C.4/106 and Corr.l ء
.TD/B/C.4/114 and Corr.l ء
٠ See p. II© below.



Part One

DEVELOPMENTS :N w o rld  sea bo r n e  tr ade  
AND SfflPPING TONNAGE



Chapter I 

THE DEVELOPMENT OF INTERNATIONAL SEARORNE TRADE

During this period, the volume of international seaborne 
trade in terms of eargo loaded inereased by 1,781 million 
tons which was slightly more than 1.6 tim e^the volume 
of 1,080 million tons recorded in 1960. The average 
compound rate of growth over the period was 8.5 per 
cent per annum.

7. On the basis of the statistical data in table 1, 
this chapter reviews the changes in the volume, compo- 
sition and pattern of international seaborne trade in 
1970 and 1972 in comparison with those which occurred 
between 1960 and 1971. Since trade data for 1973 are 
not yet available, only limite؟! ,reference is made to (he 
particular changes in international seaborne tr^de which 
occurred in 1973 and this is done on the basis of available 
general information.

8. As mentioned earlier, there have been contrasting 
rates of growth from yea؟ to year, also within r؟ lative)y 
short periods of cyclical fiu؟(u^tions. Por example, 1970 
was the year in which the highest rates of growth we؟؟ 
recorded in total seaborne trade (13 per cent), as well 
as in each of the major particular trade sectors, namely 
tanlcer cargo (13 per dent) and main bull؛ cargoes (16 per 
cent). €onversely, 1971, was a year of virtual stagnation 
in the dry cargo trade and of a comparatively low rate 
of growth (6 per cent) in tanker cafgoes. The average 
rate of growth in the three-year period 1968-1970 was 
11 per cent, as compared with 8.3 per cent in the pre-

A. General development

5. In the long run, the international seaborne trade, 
as part of world foreign trade, has followed a rising 
trend. Its year-to-year evolution is, however, subject to 
fiuctuations. In the period 1960-1972, the annual rate of 
change in the international seaborne trade fiuctuated 
between 4 per cent and 13 per cent. Although a wide 
range of factors infiuence the course of the world trade 
as a whole, and consequently, of international seaborne 
trade, the experience of recent years points to the domi- 
nant infiuence of a few industrial countries on world 
trade and likewise on international seaborne trade. For 
example, it has been noted that a relatively low rate of 
growfh in 1971 in these countries was accompanied by 
a correspondingly low rate of growth in the volume of 
international seaborne trade in the same year, as com- 
pared with 197b. Gonversely, a relatively high rate of 
economic growth in these countries in 1972 was rejected 
in the increased volume of world seaborne trade in the 
same year. Similarly, a strong upsurge in the volume 
of world seaborne frade in 1973 was, to some extent, 
a result of the shortage of oil in the United States of 
America and of the )arge-sc؟ le purchases of cereals by 
the USSR from the United States of America.

6. The statistical information relating to international 
seaborne trade between 196b and 1972 is found in table 1.

trade,* 1960-1972
Table 1

Development of world international 
(Goods loade

Total (all goods)

Percentage
Million

tons

O f which: main bulk commodities ^

Million infrfastfdecrease 
tons over previous year

Dry cargoTanker cargo
Total

Million
tons

increasejdecrease 
over previous year

Million
tonsYear

10
10

1,0^0
1,150
1,^50 
1,550 
1,510 
1,674 
1,770 
1,910 
2,107 
2,312 
2,605 
2,697
2,^61

14

4
4

16

246

308
327
340

384
419

490
505

7

540
570
600
640
720
812
820

1,036
1,165
1,167

7

11

10

Revised on the h^sis o ء f  revised tT^de data  included in United Nations, 
Monthly Bulletin o f  Statistics, vol. XXVIII, No. 1 (January 1974), p. ^^iii, special 
table D.

٠ D ata on iron ore, ^rain, coal, bauxite/alumina and phosphate.

Sources: ^ o r tanker cargo, to ta l dry cargo and all goods: United Nations, 
Monthly Bulletin o f  Statistics, January issues for main bulk commodities: Fearnley 
a^d Egers Chartering c©. Ltd., World Bulk Trades, 1972 (Cslo, 1973).

Excluding international cargoes loaded at ports o ء f the  Great Lakes and 
St. Lawrence system for unloading a t ports o f the same system. Including petroleum 
imports into Netherlands Antilles ahd Trinidad for reiining and re-export.



1972 than 1971 ط . A rate of جro١٧th  of 7 per cent was 
recorded (n 1972 as against 6 per cent In 1971 and an 
average of 10.2 per cent in the period 1965 to 1969. The 
trend has heen accelerated in the ^^ear 1973. Available 
information indicates that there has been an increase of
10.6 per cent in total t a n ^ r  cargo trade during this

14. ^ e r؟  are no complet؛؟ data to sh؟ w the develop- 
ipent of world dry cargo trade by type of cargo, bnt the 
development of world seaborne trade in the hve main 
dry bulk commodities, i.e., i؟on ore, grain, coal, bauxite/ 
alumina and phosphate rock, for the period 1960-'197ق 
is indicated in taN® 1• The changes ih the volume of 
seaborpe trade in these hve comnrodities generally kept 
рас؟  with t^e changes in the total volume of dry cargo 
traded, so that their share in world dry cargo trade was 
ؤ1.3  per c e ^  in 1972 as compared with 42.2 per cent 
in I960. In the years 1968-1972, trade in the mgin bulk 
commodities grew at an average rate of 7.4 per cent, 
؟ ompar؟d with the average rate of growth of 7 per cent 
for total dry cargo trade over the same period. Also in
1973 the trade in irpn ore, coal and grain increased by
13.7 per cent as against 10.5 per cent rate of growth of 
the total dry cargo trade. This implies that the share 
of the main bulk commodities in the world seaborne 
dry cargo trade is tending to increase.

15. It can also be seen from table 1 that an increase 
of about 15 million tons in the trade of the five main 
bplk commoditie؟ was recorded during 1972 as compared 
with a marginal increase of only 2 million tons in 1971. 
Grains alone accounted for an increase of 13 million 
tons or 86.7 per cent of the total increase in the trade 
of the hve commodities in 1972م  This increase took آ
pl^ce mainly in the latter part of 1972 and, as mentioned 
eprlier, it was to a large extept attributable to the pur- 
chase of grains by the USSR from the United States of 
America. Shipments of grains gained momentum in 
early 1973 and they have had a strong impact on the 
yolume of demand, for tonnage. This topic is taken up 
further in chapter V.

16. The remaining 58.7 per cent of the dry cargoes 
carried by sea in 1972 consisted of a great variety of 
heterogeneous products. The greater part consist of 
what is knowp as “gen؟؛ral cargo”, which is transported 
by liner vessels, including container and other vessels 
؟ aryying pnitized cargo, and also by tramps and special- 
ized carriers which in many trades compete with liners.

17. A number of minor bulk commodities, which 
increasingly tend to be transported in bulk and in full 
shiploads, account for the remainder of the dry cargo.

18. The volume trades of these minor bulk commod- 
ities amounted to 125 million tons in 1972 ء as against 
94 million tons in 1971. Timber, sugar, salt, soya beans, 
fertilizers, cement, gypsum, sulphur, pyrites, ilmenite, 
manganese and chrome ores, petroleum coke, scrap iron, 
pig iron and steel products are included in this group of 
commodities.

19. The volumes of world seaborne trade indicated 
above do not give a complete picture of world demand

ceding three-year period 1965-1967, and 5 per cent in 
the years 19?1/ إ9?ق , the la.st two years for which data 
are Available. C an g es  in the average rate of growth in 
intervals of three years between 1962-19?d and also in 
the years 1971-1972 are given below:

annual growth

 .Feamley and Egers Chartering Co. Ltd., Review 1973 (Oslo) ء
آ  See Eearnley and Egers Char^rlng Co. Ltd., World Bulk 

Trades, 1972 (Oslo, 1973).
 Ibid., table 23. The table refers to cargoes lifted by bnlk carriers ء

of over 18,000 dwt.

Period

1902-1964...
1903-1907... 
1968-1970...
1971-1972...

9. The exceptionally high growth rates in the years
1968-197©, particularly in 197©, coupled ^ ith  the increase 
in distances resulting from the closure of the Suez Canal 
since 1967 and also with changes in the pattern of trade, 
created the high demand conditions for shipping which 
characterized the freight markets during this three-year 
period, particularly in 197©.

1©. The rate of growth of international seaborne 
trade was less than 4 per cent in 1971, which created a 
low demand for tonnage. However, in 1972 when econ- 
omic growth picked up in the industrial countries, a rate 
of growth of 6 per cent was recorded. Clearly, this rela- 
tively small increase in the rate o؟ growt؛r of international 
seaborne trade in 1972 does not fully redect the increased 
economic activity in that year, the total effects of which 
on the volume of international seaborne trade were not 
felt until some time later. Thus 1973 witnessed an excep- 
tion^ly  high rate of growtl؛ in world s؟ aborne trade an؛i 
conditions of high demand for tonnage have been created, 
similar to those which characterized the year 197©. Gn 
the basis of preliminary estimates, the rate of growth 
in 1973 may be as high as 13 per cent.؟

11. The long-term developments in world seaborne 
trade, as well as the short-term variations in the rate of 
growth of this trade, are closely followed by changes in 
both the over-all size and the composition of the world 
merchant deet. These changes are discussed in chapter II.

B. Development by types of commodities

12. Table 1 also shows the changes in the volume of 
international seaborne trade in the period 196©-19?2 by 
major types of cargo. I t can be seen from the table that 
duiing this period, tanker cargo increased annually at 
an average compound rate of slightly less than 1© per 
c e ^  and reached 1,637 million tons in 1972. By compari- 
son, the growth rate for dry cargo was about 7 per cent, 
its volume amounting to 1,224 million tons in 1972. As 
a result of this higher growth rate, tanker cargo repre- 
sented 57.2 per cent of the total tonnage of cargo 
loadings in 1972 as compared with 56.8 per c e ^  in 
1971 and 5© per cent in 196©.

13. The greatest part of tanker cargo is composed of 
crude petroleum, the rest cons^ting ؟ f  a wide variety 
of petrol؟um products. In 171 لإ  crude petroleum ac- 
couhted for 79.1 per cent of total tanker cargo (see 
table 3). It can be observed from table 1 that the rate 
of growth of trade in tanker cargo has been higher in

 Lambert Eros. Shipping Ltd., World Trade Review and Outlook ء
(London), No. 7 (December 1973).



2 Table 
1962-1973 ,World seaborne trade 

(ton-miles »٠٠٠ ■،//■،،»٠! In)

Other cargo 
(estimate)GrainCoal

Iron
products

Crude 
oil :

Total trade
Year

,ا3س
1.400

ك0 1,و
1,600
1.700 
1,800 
2,000 

2,1و0
2,2س
2,2و0

2.400
2.700

304
378

ة
380
340
307

406
434
303

170

199
216

310

481
434
442
493

314
348

327
373
631
773
919

1,093

؛:؛ة
1,330

630 1,630 4,336   962
600 1,830 4,704   963
620 2,130 3,333   964
640 2,480 3,849   963
700 2,629 6,238   966
730 3,400 7,230  967
730 4,197 8,372   968
760 4,833 9,374  969
890 3,397 10,634  970
900 6,334 11,729  971
930 7,670 13,072  972

1,020 8,730 14,800  * 973

Chartering Co. L ؛ ^ . ,  Review, 1973 (Oslo), table 2. (Figures for 1971 and 1972 have been 1Source: Fearnظ آل  and ]

23. When the trend between 1965 and 1972 is exam- 
ined, one basic remark which can be made is that rather 
small changes occurred dming this period in the relative 
shares of all groups of countries in total loadings. The 
share of developed market-economy countries plus South- 
ern Europe was 29.8 per cent in 1965 and 29.7 per cent 
in 197©, but it increased to 3©.l per cent in 1971 and 
to 31.2 per cent in 1972. The share of developing countries 
increased from 63.3 per cent in 1965 to 64.1 per cent in 
197©, but subsequently it declined to 63.8 per cent in 
1971 and 63.2 per cent in 1972. The share of socialist 
countries of Eastern Europe and Asia declined from 6.9 
per cent in 1965 to 6 per cent in 1971 and 5.6 per cent 
in 1972.

24. More significant changes occurred within geo- 
graphical groups of developing countries. The share of 
developing countries in Africa increased from 11.3 per 
cent in 1965 to 13.2 per cent in 1972. Uowever, there 
has not been an uninterrupted rising trend. The share 
of these countries, after having reached a height of
15.4 per cent in 197©, dropped to 13.8 per cent in 1971 
and to 13.^ per cent ih 1972. In  the case of developing 
countries in Asia, the perceffiages are: 1965: 3© per cent; 
197©: 32.1 per cent; 1971: 34.7 per cent; 136.1 :72 لإ  per 
cent. The share of Latin American countries has been: 
1965; 21.6 per cent; 197©: 16.2 per cent; 1971; 15 per cent; 
1972: 13.5 per cent.

Loadings by categories o f  goods

25. With respect to the various categories of goods 
loaded, the share of developing countries in crude petro- 
leum loadings declined from 95.3 per cent in 1965 to 
95 per cent in 197©, and 94.7 per cent in 1971. There was 
also a further decrease in the relative share of developing 
countries in loadings of petroleum products in 197© and
1971. The share of developing countries in shipments 
of petroleum products fell from 67.8 per cent in 1965 
to 65.4 per cent in 197©, and 64.1 per cent in 1971, and 
of dry cargo from 35.9 to 33.2 per cent and 31.9 per 
cent respectively. The combined share of developed 
market-economy countries and countries of Southern 
Europe ip loadings of crude petroleum remains insignifi- 
cant as in previous years. Their share in loadings of

for shipping. 8ince the distances of shipment, which 
have increased significantly in recent years, also have to 
be taken into account. Relevant data refiecting world 
shipping performance (in 1  are (billion ton-miles) ©©©أ
given in table 2, in which the rising trend can be seen 
in the perspective of several years.

c. Development by groups of countries

2©. The percentage shares of various groups of 
countries in the volume of international seaborne loadings 
and unloadings of cargoes by categories of goods in 
1965, 197© and 1971 are shown in table 3. This table also 
shows the shares of various groups of countries in the 
total loadings and unloadings in 1972. The absolute 
figures on which this table is based are given in annex II, 
in which a more detailed breakdown in percentage shares 
according to geographical areas is given. €ertain changes 
in the pattern o f world seaborne trade can be observed 
by following the changes which have taken place in the 
shares of volume of goods loaded and unloaded in the 
foreign trade of diffierent groups of countries.

Total loadings

21. I t can be seen from table 3 that the slow changes 
in the relative importance of group؟ of countries (n t^ a l  
loadings which was observed in eprlier years persist؟(( in 
1971 a^d 1972, though at a relatively faster pace. Thus 
the eombined share of developed market-economy coun- 
tries and countries of Southern Europe increased from 
3©.l per cent in 1971 to 31.2 per ceht (n 197؟, a t (he 
expense of the share of developing countries and socialist 
couffiries of Eastern Europe and Asia which declined 
further from 63.9 per cent to 63.2 per cent and f؟om 
6 per cent to 5.6 per cent, respectively, in the same period.

22. Significant changes occurred in the relative shares 
of each of the geographical groups of developing coun- 
tries; for example, the share of Africa declined from 13.8 
per cent in 1971 to 13.2 per cent in 1972 and (hat of 
Latin America and the €dribbean from 15 to 13.5 per 
cent, whereas the share of Asia increased from 34.7 to
36.1 per cent over the same period of time.
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Table 4

Index of growth of total world seaborne trade “ by groups of countries <أ’م 
and by eategory of goods (19651972ن)

(1965 =  100)

A. ٠٠٠ ^ I

Groups ofcountries

1970

World total ..........................................................  178
Developed market-economy countries 

(exeluding Southern Europe) . . . . . . . . . . . .  4250“
Southern Europe .............................................   —
Soeialist countries of Eastern Europe and

Asia ..................................................................  133
Developing countries: total .............................. 178

In Africa.................................................  ^84
In Asia ..............................................................  175
In Latin America and Uarihhean . . . . . . . .  104
I n D c e a n i a . . . . . . . . . . . . . . . . . . . . . . . . . . . .  —

All goods

B. ٠٠٠ ^

٠٢^ ؛،٠٢^٢٠
Petroleum
products

Crude
petroleumGroups ofcountries

م/ءئ 1971 1970 ل/ءل م/ءل 1971 م/ول 1971

177 193 135 135137143 152 161

177 190 136 136140147 154162
256 له 173 205136145 175195

719 762 155 136139 121 169153
157 178 123 128125134138 151
119 133 110 91 126140 122128
198 234 131 128112127139156
147 126 159146146144156
— — 178 1891711592042^8

Developed market-economy countries 
(excluding Southern Europe) . . . . . . . . . . . .

Southern Europe ...............................................
Socialist countries of Eastern Europe and 

Asia ................................. ..............................

In Dceania

All goods 
unloaded

All goods 
loadedGroups ofcountries

1972 1971 1972

Wcrld total ........................................................
Developed market-ecouomy couutrie^

165 175 161 174

(excluding Southeru Europe) . . . . . . . . . . . . 167 ١ 183 162 ^ 176Southern Europe ...............................................
Sociah$t countrle$ of Eastern Europe and

170 1 195 1

A$la ................................................................ 142 142 153 185
Developing countries: total . . . . . . . . . . . . . . 167 175 151 163

In Africa. . . . . . . .  ٠ . . .٠ ٠ . . . . . . . . . . . . .٠  .٠ 201 205 128 130
InA^la ............................................................ 191 211 156 179
In Latin America and Carlhbean - - - - - - - - 114 110 156 161
In Dceania........................................................ 171 179 228 240

I. G reat Lakes and St. Lawrence trade (in dr^  ̂ cargo) amounted to  37 million tons in 1965, 42 million tons 
L 1971 and 37 million tons in 1972.

•e derived ^•om United Nations, Monthly Bulletin ٠/ Statistics, ^ol. XXVIII, No. 1

Source: Table 3.
to ٠ See note ء  table ل 

in 197©, 39 million tons in
١١ UerNed from annex II. 197 م  filgu 

(January 1974), p. xxiii, special table D.
٥ See annex I for the composition o f these grolrps ofcountries.
د  Crude petroleum؟  loadings in developed market-economy countries (excluding Southern Europe) amounted to ©.4 million tons 

in 1965 and to  2©.5 million tons in 1971.
٠ Loadings o f  petroleum products in Southern Europe amounted to ©.ه  million tons in 1965 and to 4.7 million tons in 1971. 
Loadings o ء f petroleum products in Gceania amounted to  ©.2 million tons in 197© and to  ©.4 million tons in 1971.
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in 1971. Their share in petroleum produet unloadings 
have shown only insigniheant ehange, but their share in 
dry eargo unloadings dropped from 5.9 per eent in 1965 
and 6 per cent in 197b to 5 per cent in 1971.

Indices showing the growth o f  world seaborne ؛٢٠ ،^

28. Table 4 shows the growth of world seaborne 
trade by groups of countries and by categories of goods 
in the form of indices for loadings and unloadings 
(1965 =  Ibb). It indicates that international seaborne 
trade in 1972 increased to 175 index points as against 
165 points in 1971 and 157 points in 197b in terms of 
goods loaded, and to 174 index points in 1972 as against 
161 points in 1971 and 152 points in 197b in terms of 
goods unloaded. It is also clear from the table that this 
growth is unevenly distributed among the various groups 
ofcountries.

29. Between 1965 and 1971, the index for all goods 
loaded, and for all goods unloaded, in developed market- 
economy countries registered a growth slightly faster 
than the index for total world trade, while in the case of 
countries of Southern Burope th؟  increase was signih- 
cantly faster. The changes in the index in 1972 as com- 
pared with 1971 show that the tendency for the share 
of these groups ofcountries to increase persisted in 1972.

3b. V^ith regard to the whole period 1965-1972, the 
increase for socialist countries of Eastern Europe and 
Asia w^s considerably smaller for goods loaded (1972 
index points 42إ ) than for goods unloaded (1972 index 
points 185). Similar observations can be made if the 
particular changes from 1971 to 197^ are examined. The 
index for goods loaded remained unchanged at 142 points 
whereas an increase of 32 points was recorded in the 
index for goods unloaded. I t can be observed from 
table 4 that the relative slowness in the rate of growth 
of goods loaded is due mainly to the slow pace of 
growth in crude petroleum and petroleum products 
loaded, whereas the index for dry cargo loaded in socialist 
؟ ountri؟ s of ؟ astern Europe and Asia registered a growth 
(ast؟r than the corresponding index for world dry cargo 
loadings.

31. For developing countries, in 1972 the index stood 
at 175 for all gobds loaded and at 163 for all goods 
unloaded. These hgures indicate that while changes in 
the quantities of exports from the developing countries 
have tended to keep pace with those in world seaborne 
trade since 1965, the growth of their trade in terms of 
goods unlpqded has been relatively slow. However, it 
can be seen from table 4 that the particular developments 
which occurred frpm 1971 to 1972 did show some 
improvement in this connexion.

petroleum products increased further to 27.2 per cent in 
1971 as against 26.6 per cent in 197b and 23.3 per cent 
in 1965. The share of the socialist countries of Eastern 
Europe and Asia in loadings of both crude petroleu!؟  
and petroleum products increased to 3.6 per cent and
8.7 per cent respectively in 1971, as compared with 3.5 
and 8 per cent in 197b.

Total unloadings

26. The relative shares in total unloadings of cargoes 
of developed market-economy countries w^re: 1965: 74.5 
per cent; 197b: 75.5 per cent; and 1971: 75.1 per cent. 
The relative shares in total unloadings of cargoes of 
countries in Southern Europe show an upward trend: 
1965: 3.2 per cent; 197b: 3.7 per cent; and (971: 3.9 per 
cent. The combined share of developed market-economy 
countries and countries of Southern Europe in 1972 was
78.7 per c e ^  as compared with 78.4 per cent in 197؟  
The Relative shares ih total unloadings of cargoes of 
socialist countries of Eastern Europe and Asia rose from
3.2 per cent in 1965 (0  3,5 per cent in l ؟7 b, but it dropped 
to 3 per cent in 1 71 لإ  and rose again in 1972 to 3.4 p؟r 
cent. The share of developing countries as a whole in 
unloadings of international seaborne cargoes has decreas- 
ed since 1965, although in 1971 there was a slight recovery 
compared with 197b. The relative percentage hgures are: 
1965: 19.1 per cent; 197b: 17.3 per cent; 1971: 18 per cent; 
and 1972: 17.9 per cent.

Unloadings by categories o f  goods

27. , It can be seen from table 3 that the share of 
developing countries in unloadings of crud؟  petroleum 
decreased from 2b.7 per cent in 1965 to 18.4 per cent 
in 197b but rose to 19.2 per cent in 1971. Similarly, their 
share in unloadings of petroleum products fell from 
2b per cent in 1965 (o 18.2 per cent in 197b but rose to
18.6 per cent in 1971. In  the case of dry cargoes, the 
share of developing countries dropped from 17.6 per cent 
in 1965 to 16 in 197b, but it also rose to 16.6 per cent 
in 1971. In contrast the combined share of developed 
market-economy countries and countries of Southern 
Europe in unloadings of crude petroleum and petroleum 
products increased from 78.9 and 79 per cent in 1965 
آ0 8 b and 8b.7 per cent in 197b and then dropped slightly 
to 79.2 and 8b.4 per cent in 1971 respectively. Their share 
in  unloadings of dry cargo likewise increased from 76.5 
per cent in 1965 to 78 per cent in 197b and dropped to
74.4 per cent in 1971. The share of socialist countri؟ s 
of Eastern Europe and Asia in crude petroleum unload- 
ings, which had increased from b.4 per cent in 1965 to
1.6 per cent in 197b, remained unchanged at 1.6 per cent

11



Chapter п

THE DEVELOPMENT OE THE WORLD MERCHANT FLEET

34. Tanker tonnage has grown more rapidly than 
that of non-tankers in the period 1965-1973. During this 
period tankers registered an annual growth rate of
11.8 per eent in dwt and non-tankers an annual growth 
rate of 9 per cent in dwt. Between 1972 and 1973, the 
growth of the tanker fleet was 11.6 per cent, compared 
with 8.6 per cent for non-tankers. However, within the 
group of non-tankers, bulk carriers, including combined 
carriers, recorded notable increases in tonnage over the 
period 1965-1973. The bulk carrier deet multiplied 4.28 
Jimes in terms of grt and 4.78 times in terms o f dwt 
during the period. N o other category of ships recorded 
such a rate of expansion in tonnage. A slowdpwn is 
noticeable, however, in the pace of increase of bulk 
carriers. Between 1972 and 19^3 the percentage increase 
in terms of dwt in the tonnage of this category of vessels 
was 16.1, compared with 21 per cent between 1971 and 
1972 and 17.3 per cent betw ^n  197© and 1971.

35. It can be seen from table 5 that the category 
“other ships” showed relatively small increases, in terms 
both of grt and of dwt. The average annual rate of growth 
between 1965 and 1973 was only 3.4 per cent in terms 
of grt and 2.8 per cent in terms of dwt; from 1972 to 
1973, the tonnage of this category of ships increased by 
4 per cent and 1.9 per cent respectively. There are, 
however, certain types of vessels, e.g. small size and 
specialized vessels included in this category, whose num- 
ber and tonnage capacity are increasing rapidly, but

A. Changes In the world fleet

32. Between mid-1971 and mid-1973, the world active 
seagoing merchant heet ء increased from 239 million grt 
to 284 ة.  million grt or, correspondingly, from 365.2 mil- 
lion dwt to 444.6 million dwt. The annual rates of increase, 
including 197©-1971, were:

In dwt
(%)

11.9
1مه7

m o

؟«/٢،
)%(

9.0

1970-1971
1971-197^
1972-1973

$ome slight slowing down in the rate of increase in the 
world fleet can be observed. Resulting from these tonnage 
changes, the dwt/grt ratio of the world fleet is now slightly 
higher at 1.56 than it was in the preceding year, when 
it stood at 1.55.

33. The year-to-year changes in the world merchant 
fleet since 1965 are shown in table 5. Over the period 
1965-1973, the world fleet expanded by 137.4 million grt 
and by 1973 the tonnage was 94 per cent greater than in 
1965. This represents an average annual growth rate of
8.7 per cent in grt; the corresponding growth rate in dwt 
was 1©.2 per cent.

 ed State؛ider the Lni؟u ؟Excluding the estimated reserve dee ء
flag and the Oreat Lakes fleet of the Lnited States and Canada.

Table 5
World shipping tonnage,“■، 1965-1973

(Mid-year figures)

Total

Million dwtMillion grt

Other ships

Million dwtMillion grt

Bulk carriers^

Million dwtM illioni

Tankers

Million dwtMillion grtYear

204.5
221.1
240.9

404.2
444.6

146.8
159.0
171.1
184.0
202.0
217.9

284.2

93.5
95.5 
97.8
97.5

106.0
111.6
114.3
116.5

76.1
78.5

82.9

92.2
95.6 
99.4

1965 . . . . . . . . . . . .  54.4 86.1 16.3 24.9
1966 . . . . . . . . . . . .  59.8 94.4 20.7 31.2
1967 . . . . . . . . . . . .  63.9 102.5 26.4 40.6
1968 . . . . . . . . . . . .  68.9 112.6 32.2 52.0
1969 . . . . . . . . . . . .  77.1 127.0 39.0 62.0
1970 . . . . . . . . . . . .  85.8 148.0 43.9 72.1
1971 . . . . . . . . . . . .  95.8 169.0 51.0 84.6

102.4 60.6 187.5 104.6 ..........٠٠  1972
118.9 69.8 209.2 115.0 . . . . . . . . . . . .  1973

،  Up to  and including 1969, figures in grt are not strictly comparable with 
those in dwt, as the grt series refers to  all commercial vessels (including, for 
example, fishing and research ships) o f 100 grt and 9bove, while the dwt series 
includes only sea-going cargo and/6r passenger-carrying vessels and tonnage ^ r  
commercial ^nrposes o f 300 grt and o^er.

٥ Up to  and including 1969, figures in dwt are not strictly comparable with 
those in grt, as (he dwt figures r؟؟er to  bulh carriers o f 10,000 dwt and above 
whereas the grt figures refer to  bulk carriers o f 6,000 grt and above.

Sources: Lloyd’s Register o ؛؟(ondon) ا966ي97ب f  Shipping: Statistical Tables 
et and the  G reat؟and sup^iemenlary data regarding the United States reserve fi 

ie P؟ n ited  States and Canada p p b lis^ d  by (he United State؛L a ^ s  fleets o f t 
Pepartm ent o f Commerce, M aritime Administration. Figures ip dwt up to apd 

hipping؟ n data from Institute o f؟ regardipg lapkers are based 19ي including 
Economics, Shipping Statistics: ÿ ic is  and Figures about Shipping, Shipbuilding, 

on data ؟■" Trade (Bremen) and_ regarding bulk carrier 
published in Fearnley and Egers Chartbring Co. Ltd., Review, 1972 (Oslo.) 

the ؟eets o؟ ates reserve fieet and the Great La^es$؛ clpding the United؟“ E 
United States and Canada (see table 6, note a, for various estimates o f these



Southern Europe excluding Cyprus; (ة)
(c) “Cpen registry” countries, namely: Eiberia, ?ana- 

ma, Cyprus, Somalia and Singapore;
{d) Socialist countries of Eastern Europe and Asia; 

)?،( Developing countries in Africa, Asia and Eatin
America;

) / ( Dther—unallocated.

40. It can be seen from the preceding paragraph that 
en included؟r^ a n d  Somali^ have noiv b؟gap؟Cyprus, Si 

with Eiberia and Panama as “fiag of convenience” coun- 
tries. As countries with a declared open registry policy, 

ir؟they giye encouragement to the registration n^der th 
y؟flags of tonnage beneficially owned abroad. I t is genern 

ered in^؟؟rt of the fleets re؟known that the greatest p 
these five countries is beneficially owned by residents of 
developed market-economy countries and of countries 

 of Southern Europe. The changed classification of con-؟
tries shown in paragraph 39 above, as compared with 

that ٩’ ةهع؟هأ^،?،;/،? that used in previous issues of this 
ose؟certain data Shown here are not comparable with t 

shown in issues of earlier years. To presbrve comparability, 
the relevant tables have been reconstructed to conform 

.1965 to the new statistical series commencing from
I .41؟ t may be remarked that the exclusion fr^m th 
d؟gister؟ages r؟؟ies’ total fieet of to؛-developing cdunt 

under the flags of Singapore and Somalia may have the 
result that the tonnage ofth is group of count(ies(s under- 

stated, since some of the tonnage registered in Singapore 
ned by natioh^ls of؟and Somalia may be beneficially o 

these two countries. This distortion however, is probably 
re of؟ct tha( so؟more than compensated for by the f 

 the tonnage regitered under the flags of other devel؟pi^؟
countries is almost certainly beneficially owned by
foreigners.

4.^ In consequence of the exclusion of topnage regis- 
the ؟،tered under the flags of Singapore and Somalia fro 

tonnage of the grdup of developing countries, and the 
reconstruction of the statistical time series, the share 

 of developing couffiries as shown ط table 6 is no( CO-؟،
parable with the corresponding data presented in the 
Review o f  maritime transport of earlier years.

1973 Changes between 1965 and

43. Ghanges in the flag distribution of the wor(d 
merchant fleet in the period 1965-19?3 are shown in 
table 6. I t can be seen from the table that during this 

the share ؟period there have been substantial changes i 
of particular groups of countries in the world tonnage.

44. The share of developed market-economy coun- 
tries and of the countries of Southern Europe combined 

,1?19 in ؟n؟ll from 69.8 per cent in 1965 to 64.3 per n؟f 
63^. per cent in 19?^ and 62 per cent in 19^3. However, 

in the same period of time, the share of flags of open 
r؟registry countries )umped from 15 per cent to 19.9 p 

t in؟per ce .23؟ d؟a ?19؟ cent ill 19?1, 21.4 per cent in 
1973. Consequently, the combined sha(e of these (hree 

groups ofcountries in 1973 stood at 85.2 per cent, higher 
.1965 than their corresponding share of 84.8 per cent in 
 Such a grouping of flags appears appropriate ؟ince it i؟

tonnage, if not all ةgenerally accepted that most of th 
of it, registered under the flags of open registry countries, 
is beneficially owned in developed market-eeonomy coun- 

,tries and cou^ries of Southern Europe

which cannot be separately identified in the aggregate 
figures shown in table 5. Gertain developments regarding 
specialized vessels are discussed further in s^ tio n  G 
below.

36. A notable feature in the development of the world 
merchant fieet between 1965 and 1973 has been a ten- 
dency for the d،yt/grt ratios to increase. This is particularly 
characteristic of (he long-term growth of the tanker and 
bulk carrier fleets. Dn the basis of table 5 the estimated 
dwt/grt ratios during the period 1965-1973 are given 
below:

and ^« ١١، carriers, 1965-1973dwt/grt ratios for

Bulk carriersTankersYear

37. because the grt is related to the closed cubic 
space of the vessel and the dwt is related to the carrying 
capacity of this vessel, an increase in (he dwt/grt ratio 
can be regarded as an indication of increased cargo 

 ؟arrying capacity. ؟here؟ore, increasing d،yt/grt rati؟؟
ply rising productivity for tankers and bulk carriers) ، ؟ ® ^ . 

The trend to increased dwt/grt ratio is the result of 
technological advances. For example, as the size of 
vessels increases, the !(orsepower fieeded per dwt to 
supply a given speed is lower than in small vessels. This 
reduces the engine and bunker space and weight. As 
crew numbers do not increase proportionally to the 

f  the size of vessels, relatively less space is؟ increase 
required for accommodation. The corresponding savings 

,in space and weight lead to increased dwt/grt ratio

distribution by groups of eouutries with particular 
reference to developing countries

B .

؟8 . The dis(rib؟ tion of the world tonnage as at 
1 luly 1972 and 1 July 1973 by flag of registration and 
by type of vessel is given in annexes III and V, and annex IV 
giyes th؟  pistrib؟ tio؟  by geographical areas. A summary 
o f the information included in the annexes is given ip 
(ables 6 and 7. Tabl6 ؟ shows the share of world tonnage 
by groups ofcountries ؟ f  registration, while table 7 gives 
the composition of world tonnage by type of vessel.

1. OVER-ALL TONNAGE ^ N G E S  
BY GROUPS OE COUNTRIES

39. Gountries are classified in accordance with the 
classification given in annex I. They are:

ه) ) Developed market-economy countries, excluding 
Southern Europe;

؛٠  For a discussion of the productivity o f shippin،؛. 
74-77 he!ow.
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Although un over-all deehne occurred between 1965 and 
1973 In the share of developing countries in the world 
tonnage, the particular developments have not been 
identical for all geographical groups of developing coun- 
tries. The share of developing countries in Africa remained 
practical^ unehanged from 1965 to 1973. However, the 
share of developing countries in Asia declined from
3.8 per cent in 1965 to 3.^ per cent in 1973, and that 
of developing countries in Latin America and the 
Caribbean from 3.1 per cent to 2.4 per cent over the same 
period of time.

Changes between 1971 and 1973

48. The increase in world merchant tonnage between 
mid-1971 and mid-1973 has been distributed unevenN 
between the various groups of countries. In terms of grt 
the share of the flags of developed marl؛et-economy 
؟ ou^rjes (excluding $outh؟rn Europe) further decreased 
from 55.9 per cent in 1971 to 52.2 per cent in 1973. 
However, the share of flags of countries in Southern 
Europe i؟ ^eased from 8.4 pe؟ cent in 197 إ  to 9.8 per 
cent in 1973, and the share of tonnage under the flة gs 
of “open registry” countries increased from 19.9 per cent 
to 23.2 per cent. If  the three groups of countries are 
t a ^ n  together, their share of world tonnage is seen to 
have increased from 84.2 per cent in 1971 to 85.2 per cent 
in l9 7 3 .

49. The tonnage of the main fleets under flags of 
open registry countries for the years 1971, 197^ and 1973 
are shown below ؟أ:

1973
(g'‘)

49,904,744

ة935,77و
69,^2,004

1,612,656

1972
(ءء،-ل

44,443,652،
7,793,598
2,014,675

870,513
873,209

1971
(grt)Country

45. A clcser observation of the changes in the tonnage 
under the flags of Liberia, ?anam a and other open registry 
countries shows that the registration of tonnage under 
these flags, which had slowed down at the beginning of 
the decade 1960-1969, has again accelerated in recent

Moreover, it appeals that, currently, nationals 
of an increased number of maritime couhtries ءإ  are 
preferring these flags to ^ e i؟ nation؟ ! flags. It is, appar- 
ently, because of this widening preference for the open 
registry flags that the discussions regarding some of the 
economic aspects associated with such developments hav؟ 
recently been revived both ip the countrie؛  concerned 
and on an international level.^؟

46. The share of tonnage under the flags of sociahst 
countries of Eastern Europe and Asia was 8.3 per cent 
in 1973 as against 8.7 per cent in 1972, 8.9 per cent in 
1971 and 7.4 per cent in 1965.هل  The over-all increase 
in the share of tonnage under the flags of this gropp of 
countries between 1965 and 1973 is attributed mostly to 
the growth of the fleets of the USSR, Roland, Uhina and 
German Democratic Republic. The inerease in the ؟ о т -  
bined tonnage under these four flags has been 11.8 million 
grt, as compared with a total increase of 12.8 million grt 
for the group as a whole.

47. The relative share o f tonnage under the flags of 
developing countries dropped further in 1973, ^h^ugh 
only slighfly as compared with 197ة . ^ s  against 7.3 per 
cent in 1965, the share of tonnage of this group of coun- 
tries had fallen to 6 per cent in 1973, all in terms of grt.

Liberia . . . . . . . . . . . .  38,552,24©

Cyprus . . . . . . . . . . . .  i,498,U 4
Singapore . . . . . . . . . .  5 8 7 7 7 , ل
Sonralia . . . . . . . . . . . .  592,664

47,487,059 55,995,647 66,026,398

The most marked changes to be noted are the fall in 
the share of Liberia in the total, from 81.2 per cent in 
1971 to 75.6 per cent in 1973 and the growth of the fleets 
of Singapore, Somalia and Cyprus. These changes prob- 
ably signify changes in the relative importance of di^erent 
countries in the beneflcial ownership of ships under open 
registry flags.

50. The share of flags of socialist countries of Eastern 
Europe and Asia in world tonnage in grt h؟ s fa^en from 
8.9 per cent in 1971 to 8.3 per cent in 1973. However؟ 
the particular share of socialist countries of Asia remained 
stable at about 0.5 per cent.

51. The share of flags of developing countries as a 
group in terms of grt declined from 6.4 per cent in 1971 
to 6 ^er cent in 1973. The decline in the share of d؟velop^ 
ing Countries in these early years of the second UnitCd 
Nations Development Decade is even more marked if 
seen in terms of dwt, which related to the carrying 
capacity of ships. The shares of developing countries of

إ Source: Lloyd’s Register o ء f  Shipping: Statistical Tables (Lon- 
don), 1971, 1971973 ة .

؟h؟ Between 1960 and 1963 tbe $h^re of these flags in ءء  world  
total dropped from 12.4 per cent to 11.2 per ^ n t, bm it )umped 
from 15.6 per cent in 1967 to 20.9 per cent in 1972.

؛ء  According to press reports, 40 per cent o f Dutch owTied 
tonnage is currently register6d ؟mder fdreign flags (“Lloyd’s List” 
(London), 2 November 1972; also Journal pour le transport inter- 
/سضمح» (Basel), 33rd year, 24 November 1972. See alsô “Lloyd’s 
List” (London) 19 March 1973, for information regarding trends 
to transfer ships from the Du؛ch to opep registry countries flags.)  
A trend towards a ?reference for flags of open registry ^untries is 
also noticed in the case of tonnage controlled by shipping compa- 
nies in the ؟ ederal Republic o f Germany; see forexample the annual 
report o f the Shipov^ers Association of the Federgl ^epublip of 
Germany as report؟ d in Journal de la marine marchande ء  de là ء
navigation aérienne (Paris), 54ه  year. No. 2766 (21 December 1972), 
p . و62 . The Hamburg shipowTier, F.M. Fisser, has suggested that 

 German “flag of convenience should be created for tramp ف.
vessels up to 40,0س  dwt {Journal de la marine marchande ء، de la 
navigation aérienne (Paris), 55t؟  year. No. 2787 (17 May 19^3) 
P . 1193). Note also the discussions concerning the op؟ni؟ g of a 
 ,hip’s r6gistry in Hong Kong (“Lloyd’s Lisfl’ (Lopdon), 5 April؛
30 August and 4 flepteptber 1973), and the )؟ formation that  
Kawasaki flteel Corporation, along with Mt. Newman Mining 
Company in Australie, was to establish a Liberian shipping corpo- 
ratiod to operate at least three 120,000 dwt ore carri6rs {Seatrade 
(Colchester؛ U.K.), vol. 3, No. 4 (April 1973)). In Panama, special 
arrangements have been made to allow r؟gistr؟ tion of vessels i؟nder 
charter, without the need to renounce the ship’s original registry. 
In particular, tonnage ؟hartere^ for a period hot longer tha؟  (wo  
years, may be registered in the Panamanian registry, provid؟d th؟ t 
the country of registry so allows (C. Hale, “A flag hf convenience”. 
The Financial Times (London), 25 April 1973, p. 35).

إ The Maritime Transport Committee o و f GFCD, further to 
the inclusion of a ؟hapter on the sublect in its report Maritime 
Transport, 1971, had decided to establish an ad hoc Group to inves- 
tigate mo؟e fully the economic, safety and e؟ vironmehtal ؟onse-  
؟ uences of flag of convenience fleets. See GFCD, Maritime Trans- 
^٠٢،, 1972 (Paris, 1973). See also in this co؟ nexion: ILO, Oint  
Maritime commission, م7ءوع  ofConvenience (JMC/21/4) (Gepeva, 
Inte؟national Labour Ofiice, 19^2), and item 5 i؟  the agenda of 
the Preparatory Technical Maritime Conference for 1975.

“  The particular country data used in the discussion are derived 
directly from Lloyd’s Register o f  Shipping: Statistical Tables (Lon- 
don), 1965 and 1973.



As compared with 1971, there was an increase in the 
percentage share of ore and bulk carriers, container 
vessels and barge carr^^ing vessels, and a relative؟  small 
increase in the share of tankers. The share of general 
cargo ships declined from 28.1 per cent in 1971 to 23.8 
per cent in 1973.

55. The particular changes which occurred from 1971 
to 1973 confirmed the two major trends observed in 
relation to the whole period 1965 and 1973 which is also 
covered by table 7: first, the rapid increase in the shares 
of oil tankers and ore and bulk carriers—particularly 
the latter; second, the downward trend in the relative 
share of general cargo ships. Among the major reasons 
for this latter trend has been the shifting of dry cargoes 
to  bulk carriers and to specialized carriers, including 
container vessels, barge carrying vessels and vehicle 
carriers.

w؟؟ ld tonnage (n terms ofdwt, and of the maingeographi- 
ca^groups ih the period 197b to 1973 are;

Percentage share ofdeveloping countries 
in theworldfleet in terms o fdw t^^

1970 1971 1972 1973

0.3 0.3
3.1
0.3

3.0
0.3

2.3 2.2 2.1 2.0

6.2 5.8 5.5 5.3

A sia .......................................
A fr ica ...................................  0.
Latin America 

and Caribbean . . . . . . . .  2.3
Total developing 

countries...........................

It can be seen that only in the African region was the 
share maintained 197b and 1973.

52. As at 1 July 1973,13 of the developing countries ؟أ  
had merchant fleets exceeding 5bb,bbfi dtvt. Together with 
the corresponding data for 1 July 1972 these are:

19731972

ء,م::ءم،
3,وه2,6و1

1,626,391
1,312,228

890,174
792,336
701,694

630,510
554,696
544,363

grt

2,103;319
1,452,552
1,103,925

947,210
676,879
645,391
668,964
503,429
478,643

416,305

India . . . . . . . . . . . . . . . . . . . . . .  2,649,677 4,155,108
Brazil   1,884,537 2,723,131
Argentina   1,401,075 1,798,924
Republic of Korea . . . . . . . . . .  1,057,408 1,637,544
Philippines  924,564 1 ل31243,
Kuv^ait  656,403 1,085,598
Israel    698,068 49,244ؤ
Indonesia  618,589 717,861
Pakistan   532,637 738 502
Venezuela   411,242 577,537
Mexico  416,832 582,066
Chile   382,013 554929
Cuba   398,030 530,434

56. ^imiiariy, with regard to the changes in the reia- 
tive shares of groups of countries in the worid fleet by 
vessel type between 1965 and 1972 as well as from 1971 
to 197J, the combined share of the world tanker fleet 
under the flags of developed market-economy countries, 
؟ ountries of Southern Europe and open registry countries 
increased from 91.6 per cent in 1965 to 91.9 per cent 
in 1972 and 92.4 per cent in 1975. The share of these 
flags in the ore and bulk carrier fleet (including combined 
carriers) dropped from 95.5 per cent in 1965 to 93.2 per 
cem in 1972 and 1973. There are no detailed data avail- 
able to show changes in the share of these three groups 
ofcountries with regard to general cargo vessels betwebn 
1965 and 1973. However, the general picture given by 
table 7 ط  this connexion is that their cbmbined relative 
share has declined. This does not necessarily mean a 
decline in the relative share of these groups of countries 
in (he corresponding fi؟ ld o f ship؟ ing activi(y. 1( sh؟ uld 
rather be seen as a result of specialization and unitization, 
particularly in the field of liner shipping. It is worth 
noting in this connexion that in 1973, 95 per cent of the 
tonnage of container ships and barge carrying vessels 
and 99.5 per cent of vehicle carriers were registered under 
the flags of countries in this combined group.

57. The socialist countries of Eastern Europe and 
Asia have concentrated their shipping activities mostly 
in the s؟c(or of general cargo vessels. The percentage 
shares of flags of socialist countries of Eastern Europe 
and Asia in the world fleet by type of vessels in 1965, 
1971, 1972 and 1973 о  are:

؟ .53 he picture describe؟! above is not encouraging. 
During the first two years of the Second United Nations 
Development Decade not only have the developing 
countries been unable to increas^ their share in the world 
^ erc؟ ant fleet tpnna^e, but in some respects their position 
has deteriorated, and is therefore a m ^ te r of coficern in 
^ew  of the o؟Ject(ves of the International Development 
^trategy for (be Second Uni(ed ؟ ations Development 
^ecade ^^an  also of resolution 7b (III) of the United !؛
Nations Gonference on Trade and Development.

2. Gh ang es in  type  of vessel
AND GROUPS OF GOUNTRIES

54. I t i s  shown in table 7 that as at 1 July 1972 and 
1 Jply 1973 the percentage shares in the wo؛ ld fleet of 
various categories of vessels were as follows:

Tankers  
Ore and buik earriers, including 

cembined carriers . . . . . . . . . . . .
General cargo ships . ٠٠٠. . . . . . . .
Gonlainer sh ips 
harge carrying vessels ٠. ٠ . . . . ء . ء
©ther ships  

1972 1973
r/o> r/J

40.1 40.5

23.2 24.5
25.8 23.8

1.6 7 ١
0.2 0.2

.ata derived Irom table 7© ءء

ص أ ® Derived from Lloyd’s Register o f  Shipping: Statistical Tables 
(London), various iةsuة s.

”  Lxcluding Liberia, Panama, Somalia and Singapore.
Cf. General Assembly resolution 2626 (XXV), para. 53.
؟1  Lloyd’s Register ٠/  Shipping; Statistical Tables (Lond؟ n), 

1972, the term “Ligbter carder”1ة used for “Parge carryin؛  vessels’ ؛
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July, 1965, 1972 ,!?9 “and 1973 ل
Table 7

share of world tonnage by type of vessel as at 
(In terms o f grt)

Other
ships

Container
ships

General
٠^٠٠٢ “

 Ore and مءم/،،ء
carriers including 
combined carriersTankersA llsh ips^Groups ofcountries and year

9.1

50.6
51.6

64.6

7.5
7.3
7.3

4.4
4.0
6.7

30.5
30.7
30.9
9.5

6.0
5.7

0.8
0.8
0.9
0.5

2.8
2.4
2.4
5.4

2.4

2.9

0.4
0.3
0.2
0.7

.:0
0ثم

131
126
121
100

100 = 1965 :increase م/، Index هكهسم

428
372
313
100

100.0
100.0

94.9
94.4

0.4
0.3

3.4

0.1

1.7
2.0

1.7
2.0

23.8
25.8

41.7
45.9
49.9

12.9
11.9

16.4
13.9
11.6

14.5

12,8

12.0

1.0
0.9

7.0

4.6
4.5
4.2

1.0

24.5
23.2

11.1

59.6
60.6 
69.0

10.3

7.1

26.9
25.7
25.2

2.4

3.7

4.3

0.1

I
1.0
1.0

0.3

0.6
0.6
0.5

211

176
100

40.5
40.1
40.1

53.8
55.8

62.9

I
30.3

26.9
23.8

3.7
4.2
4.4
4.5

3.6

0.2
0.2
0.2
0.1

0.7

2.0
3.0

0.3
0.3
0.4
0.1

World total
1973 ............................................ 144
1972 ............................................ 178
1971 ...........................................  163
1965 . . . . . . . . . . . . . . . . . . . . . .  100

World total
1973 ............................................ 100.0
1972 ...........................................  100.0
1971 ...........................................  100.0

Developed market-economy 
countries (excluding Southern 
Europe)

1973 ...........................................  52.2
1972 ............................................ 54.4
1971 ............................................ 55.9
1965 ............................................ 61.8

Southern Europe
1973 ............................................ 9.8
1972 ............................................ 8.8
1971 ............................................ 8.5
1965 ...........................................  8.0

Open registry countries
1973 ............................................ 23.2
1972 ............................................ 21.4
1971 ...........................................  19.9

Boeialist countries of Eastern Europe 
and Asia

1973 ............................................ 8.3
1972 ..................................................  8.7
1971 ..................................................  8.9
1965 ..................................................  7.4

Developing countries, excluding 
Liheria, ?anama, Singapore,
Somalia

1973 ............................................ 6.0
1972 ............................................ 6.1
1971 ............................................ 6.3
1965 ............................................ 7.3

O f which:
in Africa

1973 ..................................................  0.4
1972 ..................................................  0.4
1971 ..................................................  0.4
1965 ..................................................  0.4

in Asia
1973 ............................................ 3.2
1972 ............................................ 3.3
1971 ..................................................  3.4
1965 ...........................................  3.8

in Latin America and the 
Caribbean
1973 ............................................ 2.3
1972 ..................................................  2.4
1971 ..................................................  2.5

Other-unallocated
1973 ..................................................  0.5
1972 ..................................................  0.6
1971 ..................................................  0.5
1965 ..................................................  0.5

٠ Vessels ؛ ٠( !٠٠ ^٢  and over.
٥ Ore and bulk carriers o f 6,000 and more, including combined or^^oil 

and ore/bulk/oil carriers; combined carriers amounted in: 1973 to 349 ships with a 
to tal tonnage o f 19,538,746 grt; 197ث to  294 ships with a total tonnage o f 
15,073,353 grt; 1971 to وات   ships w ith a to ta l tonnage o fI0 ,672,5I6grt; 1965 io 9 0  
ships with a total tonnage o f 2,015,000 grt (UNCTAD secretariat estimate).

د  This category includes passenger/cargo vessels (both liner and tramp).

Source: C om pihd from ZJoyd’sIiegisterofShipping: Statistical Tables (London) 
and supplementary information on the Uni؛ed States reserve ^eet and th^ United 
States and Canadian heets.

٠ Exeluding respectively 1965, 1971, 1972 and 1973: (i) United States reserve 
fleet o f ؟ bout 10.4, 5.0, 4.3 and_2.5 million grt; (ii) United States Great Lakes 
fleet o f about 2.0, 1.7, 1.8 an^ 1.7 million grt; (iii) Canadian Great La^es fleet o f 
about 1.^, 1.5, 1قم  and 1.5 million grt.



that this tonnage has heen registered nnder the flags of 
Israe! and the Repubiic of Rorea. It can also be seen from 
the tabie that developing countries engage on؟  to a limited 
extent in the transport of liqnid and dry bulk cargoes. An 
increase of their share in the fleet of bulk carriers (tvhich 
occurred between 1965 and 1971) has been reversed 
between 1971 and 1973. Taditionall^t, general cargo ships 
have been the major field of activi؟  in shipping for 
developing countries. Their relative share in the world 
tonnage of general cargo ships has been consistent؟  
higher than their share of the world tonnage and, as can 
be seen, has been increasing. This increased share results 
from a combination of two factors, name؟ , the contrac- 
tion in the world tonnage of general cargo vessels and a 
small expansion of this categor̂؛  of tonnage under the 
flags of developing countries. The respective flgures are:^^

General cargo tonnage

Chai

+  4.6

^countries ء  
(million grt)

8.0
8.4

Cham

-1 .4 3
-1 .5 6

World 
(million grt

1971 . . . . . . . .  71.9
1 9 7 ^ . . . . . . . .  70.6
1 9 7 3 . . . . . . . .  69.5

Share o f
total world ءه،ه٢

fleet ءءءجا/ء،
)%( (VJ

General

7.4
30.9
30.7
30.5

3.9
14.5

Oil Orejbulk
tankers carriers

(%) r/o)

1965 . . . 4.5 !٩
1971 . . . 4.4 .̂٩
1972. . . . 4.2 2.4
1973 . . . 3.7 2.5

The increase in the share of developing countries in the 
world tonnage of general cargo vessels does not necess- 
ari؟  mean an increased participation of this group of 
countries in the corresponding fleld of liner shipping.

Their relative share in tankers (3.7 per cent) and bulk 
carriers (2.5 per cent) has remained below their share 
in the world fleet (8.3 per cent), but a notieeable edort 
to increase activities in the fleld of bulk carriers and 
container ships is observed. For example, from 197^ to 
1973 the combined tonnage of ore/bulk carriers unfler 
the flags of the USSR and Foland increased by 23.4 per 
cent as compared with a total increase of 15.2 per cent 
in the world fleet and container ship tonnage under the 
flag of the USSR increased from 1 vessel of 4,787 grt to 
7 Vessels of 35,2b©

58. Table 8 shows the trends in the relative shares of 
the group of developing countries by type of vessels as 
well as the relative shares of developing countries in 
Africa, Asia, Tatin America and the Garibbean in respect 
of the various categories of ships in 1973 as compared 
with 1972, 1971 and 1965.

59. It may be noted from table 8 that participation 
of developing countries in the container fleet is recorded 
for the flrst time in 1972. Available information shows

/٠ Lloyd’s Register ءء  Shipping: Statistical Tables (London), 
1971, 1972, 1973.

إء محمم/ء’ء  Register ٠/  Shipping: Statistical Tables (London), 
1972 and 1973.

type, 1965 and 1971-1973
T a b l e  8

Percentage share of developing countries in the world fleet by
(In terms o fg r t)

Type ofship Countries 1965 1971 1972 1973

Tankers Total developing coumries . . . . . . . . . . . . . . . .
O f which:

3.8 3.8 3.6 3 . 6

in A frica........................................................ 9.1 9.2 0.29.2
in Asia ........................................................
in Latin America .......................................

9.7
3.9 2.9 1,9 أ ة

ه № and hulk carriers including 
combined carriers

Total developing countries . . . . . . . ٠٠٠. . . . . .
O f which:

4.3 3.8 3-7

in A frica........................................................ — — 9.1 — ه

in Asia ........................................................ 2.9 3 .2 2.72.7
in Latin America . . . . . . . . . . . . . . . . . . . . 9.3 1.1 1.9 1 . 9

Container ships Total developing countries . . . . . . . . .  ٠ ٠.. ٠ ٠ .
Ofwhich:

2.9 1 . 7

in A frica........................................................ — — — —
in Asia ........................................................ — — 2.9 1.7
in Latin America ....................................... “ - --

Genera! cargo ships Total developing countries . . . . . . . . . . . . . . . .
Ofwhich: دء 12.9 12.3 *.ءا

ط  A frica........................................................ 9.5 ٠ 9.9 1.9 1.2
in Asia ........................................................ 5ه .4 6.9 6.87.9
in Latin America ....................................... 3 .3” 4.2 4.5 4.6

©ther ships Total developing countries . . . . . . . . . . . . . . . . 6.2 5.7 6 . 9
in A fd ca ............................................................ 9.9 9.8 9.8
in Asia ............................................................ ■ 2.4 2.4 2.8
in Latin America . . . . . . . . . . . . . . . . . . . . . . 2.9 2 . 4

٠ and “ other ships” .
٠ See figures for ‘

،Sowrc •̂ Table 7.
٠ Less than 0.05 percent.
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presented in Lloyd’s Register ٠/  Shipping; Statistical 
Tables, which specifies twenty-one difierent types of vessels 
whose tonnage changes are separately noted, (vhereas 
oh(y ten types of vessels were specified in 1971هم  Before 
197© practically the only specialize؛! types noted were oil 
tankefs and ore and bulk carriers.؟؛

64. Table 9 shows the composition in 197^ of the 
world merchant fieet by varions types of vessels. This 
tahle will constitute, as from this year, a regular feature 
of the Review. For earlier years, the grouping had to 
be based on a wider eategory of vessels as indicated in 
the tahle. The table confirms certaip basie trends In the 
composition of the world merchant fieet which have been 
already referred to in the preeeding paragraphs. The 
figures for tonnage changes show that, in the new build- 
ings, a high proportion of world total tonnage is ac- 
counted for by oil tankers, ore and bulk carriers (ineluding 
bulk/oil carriers) as well as by a number of specialized 
carriers such as eoutainer vessels, liquified gas O( petro- 
leum carriers, barge carrying vessels, vebiele carriers aud 
chemical tankers, which did not e^ist in significant 
number up to a few years ago.

2. T rend s  in  size

66. Table 10 is a new addition to the Review and will 
beeome a regular feature of future issues. This table shows 
the trends in the average size of diffierent types of ships 
in 1972. To the extent that data are available, the table 
goes back to 1966. A parallel series giving the estimated 
average size of vessels dn order is also shown in table 10.

66. The marked increase in the sizes of vessels— 
particularly of tankers and/or bulk and ore carriers-ط  
recent years is clearly demonstrated by the figures iu 
table lO. The tendeney for the average size of taukers to 
increase has been contiuuous, but it appears that the 
rate of iuerease was notably faster in the period 1966-1973 
than in the period 1960-1966. Gonsequently, by 1973, 
the average size of tankers (of 100 grt an؛i above) was 
estimated at 3!,?40 dwt as compared with 29,016 dwt 
in 1972 and 16,386 dwt in 1966. The average size of 
ore/bulk carriers (including combined carriers) of 6,000 
grt and above increased ?rom 20,466 dwt in 1966 to 
36,203 dwt in 1972 and to 37,330 in 1973. Between 1970 
and 1973, the average size of container vessels increased 
from 11,420 grt to 14,970 grt while that of the LNG 
carriers increased from 4,690 to 6,090 grt. Furth؟ r rapid 
inereases in the average size of the various types of vessels 
should be expected in the next few years, since available 
information ءء  shows that more than two thirds of tankers 
of 10,000 dwt and over on order in 1972 belonged to the 
size gronps of ! 0 هم مم,  dwt and above. Moreover, 128 ore/ 
bulk carriers out of 406 on order at the end of 1972 
belonged to the size group of 100,000 dwt and above.

67. The data for average sizes of vessels in service do 
not fully refieet the rapid and continuing changes in 
actual sizes of vessels built, particularly with regard to 
the upper limits of sizes of the various type؟ of vessels. 
For example, iu 1966 ouly 4 per ceut of tanker tonuage

Liuer shipping has been undergoing a proeess of change 
as a re؟ ؟ l( of which container ships, barge-earrying vessels 
and vehicle carriers currently dominate many of the ma)or 
(iner trades. As can be seen؛ the participation of develOp- 
(ng con؟ tries in these specialized types of liner to n n a g  
is very limited.

60. The im portane of the fact that the share of 
developing countries in the world tonnage of general 
cargo ships is considerably higher than their total share 
of world tonnage ean be seen in eon)unetion with trends 
in demand for tonnage, as these can be assumed from 
the trade data presented in chapter I. There it was shown 
that trade in oil and in bulk cargoes bas been expanding 
much more rapidly tban trade in other cargoes. However, 
from 1972 to 1973 thei^e were signs of some improvement 
in the composition of the fleets of developing countries 
by type of vessel. The share of developing countries in 
tanker tonnage did not decline further during the year, 
as it did from 1971 t1972 ؟ . Although their share in the 
bulk carrier fieet dbelined, the deeline was less than from 
1971 to 1972, i.e. by 0.1 per cent as against 0.6 per cent. 
Further relevant developments may oeeur in the near 
future. According to press reports,^^ seven oil producing 
countries, inelnding Algeria, Libya and ^audi Arabia, 
decided to form the Arab Maritime Gompany for the 
transport of oil. However, according to the same source, 
in early 1973 the total fieet of tankers in serviee, under 
construction or on order owned by the Arab Grganization 
of Fetroleum F^porting Countries (AOPEC) group of 
countries stood at 1.6 million dwt, which accounted for 
not more than 2.2 per cent of the world tanker tonnage 
on order.

distributionandTrends in types.

1. T rend s in  types

٠̂ As presented in table 2 of Lloyd’s Register o f Shipping: Sta- 
tistical Tables (London), for tire years 1972 and 1971 respectively.

 o fish carriers and factory؟Llran^es in fishing yessels, and aI ءء
ships, were als؟  separately shown in  L lo yd ’s  Register o f  Shipping: 
Statistical Tables (Londoh) presumably for historical reasons.

.Feamley and Egers Chartering Co., Ltd., Review 1972 (Cslo) ءء

61. The trend towards Specialization in the supp(y of 
tonnage to meet the demand for tonnage In each of the 
ma)or fields of maritime transport and the specialized 
dempnd for the transport of specific individual com- 
modifies and products has been present sinee the 1960s. 
However, it has beeome prominent in world merchant 
shipping sinee the latter part of the decade 1960-1969.

62. A number of major factors have contributed to 
this trend. First has beeu the multiplication of both the 
types and the volume of commodities and produets 
which are currently transported by sea. A second facfor 
has been the technological progress in the world ship- 
building industry which has made it possible, for example, 
to carry liquified natural gas (LNG) in bulk and led to 
the construction of other highly specialized and sophis- 
ticated types of vessels such as container ships, barge 
carrying vessels, vehicle carriers, ore, bulk anfi combiued 
carriers. Thirdly, there has been the economic necessity 
for earriers to increase their efficiency, partienlarly in 
those sectors of maritime transport where competitive 
conditions exist both in the supply of and the demand 
for tonnage.

63. An example indicative of the growing importance 
of speeialized ship types is to be found in the analysis 
of the world merchant fieet by principal types of vessels

Seatrade (Colchester, U.K.), vol. 3, No. 2 (February 1973),
p. 32.
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1965 and 1970-1973•

Table 9

of world fleets by principal types o f vesi 
(In thousands o f  tons)

19731972197119701965

115,365

115

53,110

69,506
574

10,275
3,301

4,502

105,129
1,887

551
126

15,073
48,415

70,591
— 547

96,141

557

10,673
43,124

6,140
1,350

451

8,317
8,334

55,046

18,757

72,396 71,931

4,310

هء
3,052
3,787
4,281

2,781

9,037

8,335,..;

1,908

7لو4'

2,99Т

7,799

Liquefied gas carriers . . . . . . . . . . .
Cliemical carriers  
Miscellaneous tankers . . . . . . . . . . .
Bulk/oil carriers  
Gre and bulk carriers . . . . . . . . . . .

Miscellaneous cargo ships . . . . . . .
C ntainer ships (fully cellular) ٠. .  
Barge car^^ing vessels . ٠ ٠ . . . . .٠ . .
Vehicle carriers 
Fishing factories and carriers . . . . .
Fishing vessels (including trawlers)

FemKfmdmher'passenger’vessds’ 
All other v e sse ls ،  

ئهول7مث ء،،ء؛(محء Tables (عهسمآ,) ول- Lloyd’s Register o: ه، f  Shipping »;٢^»
 ° «،أ data •؛١ this table include tbe United State؟ reserve fieet and the United States ؛

fieets. The data are there^ure nut eont?arahie with the data  ^iven in tabies 5 and 6 above.
، (ncludinE iivestoeit carriers, supply ships and tenders, tu^s, cable ships, dredgers,

,and others

1 Canadian '

5-1973

10 Table

ize o f world fleet by seleeted types of
(dwt م«ءمح؛ه (Figures in parentheses

1965ءءءإ19731972197119701967

10.370 11.040 11,620 1?,,?,60 13,190 14,110 15,280 16,270 17,460
(16,385) (17,443) (18,592) (19,984) (21,764) (24,269) (26,893) (29,016) (31,740)

13,370 14,380 15,710 16,870 17,570 18,450 19,490 20,830 21,990
(20,456) (21,714) (24,193) (27,160) (27,936) (30,258) (32,353) (35,203) (37,330)

- - - - - 11,420 12,040 13,810 14,970
- - - - - 4,690 4,960 5,370 6,090

2,460 2,440 2,400 2,270 2,200 2,110 2,040 1.980 1,920

Average size of oil tankers of 100 grt and
above ....................................................................

Fquivalent average size in dw t“ . . . . . . . . . . . . . .
Average size of ore bul^ carriers o f 6,000 grt 

and above (including bulk/oil carriers).. . . . .
équivalent average size in dwt “ . . . . . . . . . . . . . .
Average size of container ships of 100 grt and

above in g r t............................................................
Average size o f liquefied gas carriers in grt . . . .  
Average size of all other ships of 100 grt and 

above ، in  grt ........................................................

19731972

/م/ء ٠« order as ءه مح«ء ،م• أ ءءئء ءءءسم

1967/ءءء19711970

Estimates ٠/•
Average size of tankers of 10,س  dwt and above 

(in dwt)   75,0145,990 151,140 135,030 98,030 س
Average size o f ore/bulk carriers of 10,س  dwt 

and above (in d w t)  40,910 40,720 39,650 44,720 59,س
Average size o f container ships in dwt (vessels 

o fcap acityo f 300 o r in o reco ^ a ]n ers)... . . .  — — — — —
Average size o f liquefied gas carriers in dwt 

(vessels o f 12,000 dwt and over) — -  -  —
Average size o f all other ships o f 1,000 grt and
above   7,780 7,820 8,500 8,950 9,490

166,700 176,960 163,720 170,570

69,010 63,430 65,020 55,850

19,610 19,330 18,580 17,090

19,210 20,160 26,350 51,620

9,780 9,930 9,690 9,820

بؤأ /؛أ مه  International Shipping Journal (London), November issues o f years 1970•

; o f  the estimated dwt/grt ratios ^ r  tankers 

1 liquefied gas carriers up to  1969.

٠ Converted from grt on tbe b؛ 
and buik carriers sbown in para. : 

Includes container sbi لآ

Sources: (i) Existing fieet: Estimated by tbe UNCTAD secretariat on tbe ba_sis 
o f data published in Lloyd's Register ofShipping: Statistical Tables (London), J965- 
1973; (ii) N ew orders:E stim ated  by t^e UNCTAD secretariat from data given in 
Fearnley and Egers Chartering Co. Ltd., Review, 1973 (Oslo), for oil tankers, 
bulk ca؛ riers an ة  other ships; size e s ^ m a ^  o f  c؟ nta!ner ships and liquefied gas 
carriers were based on ةه tغ given in World Ships ٠« Order: Supplement ؛٠
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ه̂ ه  and bulk carrier ton- 
group of 80,000 dwt and

25 per cent of the exi؛ 
nage belonged to the 
above.

3. T rend s  IN AGE DISTRIBUTION

68. The age distribution of the world merchant fleet 
s and by type؟untri3؟ by groups of c?1و as at 1 July 

e؟؛vith compdra؟ f  vessel is shown in table 11, together؟ 
72. It will be observed that1971 ,65 1و and1و data for 

the relatively younger fleets are to be found in the devel- 
,oped market-economy countries

belonged to the size group of 80,000 dwt and above, 
whereas in 1973 47.2 of tanker tonnage was in this size 
group.^؟ The share of tanker tonnage in the size group 
of 200,000 dwt and above has shown a rapid increase 
so that in 1973 it accounted for 30.6 per cent of the total 
tanker tonnage, as compared with about 16 per cent in 
1972, 6 per cent in 1970 and 0.7 per cent in 1968. In the 
case of ore and bulk carriers, no one vessel above the 
limit of 80,000 dwt existed in 1965, whereas in mid-1973

ء  The discussion is based on data derived ^:ont Lloyd's Register آ
٠/  Shipping; Statistical Tables (London), 1973.

T a b l e  11
Age distribution of world merchant fleet as at 1 July 1965 and 1971-1973 *

(Percentage ٠/  total وه ؛م««ء  (grt) o f  each group)

25 years 
ana ٢^٠

20-2415-19
years

10-14
yearsyears

0-4
yearsTotalYear

14

7

4

11
7

11

10

10

19

19
4

24

7

20

،إ

>ة
11
11

7
9

16
16
18

،ث
16
17

11
11

10
10

34
11
11

11
11

4
10

16

14
18
17

14
10
18
18
16

14

17

17
16
14

9
17
18 
20

'i

19
20 
18 
16

11
11

19
17

23
23
25

26

25
26 
24

؛ق

18
19
20 
26 
22 
22
24

25
35
36 
35

24
24
24
24

19
19
20

27

39

46
43
45
19
30
35 
33

24
33
36 
36

41

41

27
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34

42

49
56
53
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29
27

00
00
٠٠
٠٠

٠٠
٠٥
٠٥
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠
٠٠

971
972
973

971
972
973 
965
971
972
973

971
972
973

971

973

971

ة أ
965
971
972
973

971
972
973

971
972
973

971
972
973

World to ta l.

By group ofcountries:
©eveloped nrarket-econo]^^ countries 

(excluding Southern Europe). . . . . . . .

Southern Europe

©pen registry countries (Liberia, 
Panama, ©yprus, Singapore, Somalia)

Total o f all three ر

Socialist countries of Eastern Europe 
and A s ia ......................................... ..

Developing countries ٠

By ship type: 
Tankers . . .

Eulk carriers'

Dther ships

٠ The age همء!هه ءأ ءه آ!  o f tonnage under t؛te Bags o f  Argentina, BrazU, Hong 
Kong, India, Ind6nesi؟ , Israel, Kuwait, Mexico, /  Republic
o f Korea, a^d Venezuela only i؟ provided the aource and reflected in this tabie.

٠ Cre and bulk earriers o f 6,000 grt and ^ o re , including eo^b lned  OBC 
carriers.

Source: Compiled from  Lloyd’s Register ofshipping: ء،ه؛(ء؛(هء /  Tables (London), 
1965, 1971, 1972 and 1975, and supplementary data.

Excluding vessels o ء f less than 100 grt; also exeludes the United fltates reserve 
؟؟ et an؟  United States and Canadian G reat Lakes tonnage (estimated age 
distribution).
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the countries listed in note ء  to the table. These data 
show tl^at the age conrpositioh of the tonnage of the 
major fleets of developing countries is snbstantialj 
inferior to th؟ t of the world fleet. It is likely that if 
complete data for the total tonnage under flags of develop- 
ing countries were available, they would further worsen 
the picture.

73. Within the different types of vessels shown in 
table 1ءأ the largest proportion of tonnage less than flve 
y؟ar ؟ 0جا  is in the bul^ darrier fleet. In 148 و73ر  per cent 
؟0  the bulk carrier fleet belonged to this age group 
whe؟eas the propo؛-tiou of tankbrs less than flve years 
old in 1973 vvas 4^ per cent. As for “other ships the 
pr؟ po؟ tion of flve-year old vessels was 27 per cent in 
1973. This favourable age structure of the bulk carrier fleet 
is largely due to the fact t^at few ships of ̂ his type were 
built before the eariy 1960s. Even if the fleet cbutiuues 
to expand at the present rate its future age structure wil! 
change and the proportion of tonnage less than five 
years old will fall rblatively to the total fleet; this has 
already been seen in the fall between 1972 and 1973 from 
53 per cent to 48 per cent of the share of this tonnage 
which was iees than flve years of age.

D. The productivity of shipping space

74. Dther conditions being e^ual, larger, faster and 
better ̂؛ esi§ne،^ ؟hips raise the productiyity of shipping 
space, ?roductivity ean best be measured by the number 
؟ f  ton-mil؟ s o ^ ؟ ؟ rgo carried per year per dwt of a giveu 
fleet of ships. This measure takes into accouut the e^ect 
of voyage distance ou shipping productivity. There are 
no data available that would make it possible ' 
 ,roductivity of all vessels in terms of tou-miles. Such data؛
lowever, are available for bulk carriers of 18,000 dwt 
and above and for tankers of 10,000 dwt and above. 
The productivity estimates are presented in table 12 for 
tankers and in table 13 for bulk carriers. The estimates 
in these tahles cannot be compared with similar estimates 
published in the Review ofmaritime transport of previous 
years, in which d i^ re n t soprces of data were used.

75. Both series of prbductivity indices relate to the 
productivity of the active fleet, that is, they exclude 
tonnage which is iaid-up. Clearly, in periods when laid-up 
tonnage is very small, the di^erenee between the pro- 
ductivity of the total fleet and the productivity of the 
aetive fleet is small, ^ e n  the volume of topnage laid-up 
is signifleant, the pyoductivity of the active fleet is elearly 
higher than that of the totai fleet. There may also be an 
influence on the produetivity of the aetive fleet itself 
when there is a substantial amount of tonnage laid-up, 
although the direetiou of any such influene is not clear. 
Cne factor which may be of importance is that in times 
of low freight rates, tonnage may not be placed for 
chartering nor be put into lay-up but may be held in 
reserve in expectation of higher rates. Also tonnage may 
be operated at reduced speed or at less than full loads. 
This could accouut for the falls in productivity of the 
bulk carriers in 1962, 1969 and 1971.

76. It can he seen from tables 12 and 13 that on 
the whole the productivity of both the oil tanker and the 
bulk carrier fleets has been ihereasing in the periods 
covered by these table8. However, the average increase 
in the case of tankers was 2.3 per cent per annum whereas 
in the case of bulk carriers, the average increase was

69. A$ at I  luly 1973, abont 39 per cent of the world 
fleet consisted of vessels less than five years old and 79 
per c e ^  of vessels less than 15 years old. The correspond- 
ing percentages in 1972 were 39 per c e ^  and 79 per cent, 
and in 1965 27 per cent and 67 per cent. This evolution 
has implications for the productivity of shipping space, 
as newer ships tend to be larger, faster and better designed 
than older vessels. Econpmic faetors primarily govern 
changes in the age composition o f the world fleet, whereas 
more sophisticate؛! technology contributes towards the 
building of technically advanced vessels. Gonseouently, 
the introduction of new technology in ocean shipping 
has the e^ect of accelerating the rate of obsolescenee as 
old vessels become less esc ien t productive units by 
comparison w؛th n e^  tonnage. H؟ wever, in periods ^f 
high tonnage demand e؟ nditions, like thos؟  witnessed in 
19^3, the rate of scrappipg even of very old vessels de- 
cline؛؛ to very low levels.^®

70. In 1973, as in previous years, the fleets registered 
under the flags of deve؛oped mark؟d-econ؟ my ؟ ountries 
had the iargest proportion of vessels less than flve years 
old. The trend since 1965 has been as follows: 1965: 
28 per eent; 1971: 46 per cent; 1972: 3و  per ce^t; and 
 ,nt. In the countries of Southern Eu^ppe؟per c ق: 19745
33 per cent of vessel؟ were less than five years old ip 

ل97مق  The corresponding flgures in 1972, 1971 and 1965 
w؟re 35 p؟ r cent, 30 per cent and 19 per c؟nt. On the 
other hand, 36 per cent of vessels registered under the 
flags of open registry cpuntries wer؟  les؟ ^ a p  flve years 
ثا0  in 1 9 3 و  as against 36 per cent in 1972, 33 per cent 
in 1971 and 24 per cent in 1965. When the three groups 
(of developed market-eponomy, ؟ outh؟rn Eu؛-ope ahd 
open registry countries) are considered together, it i؟ 
s^en that the proportion of tonnage upder five years of 
age stood at 4l per cent in 1973 as against 40 per cent in 
1972, 41 per cent in 1971 and 27 per eent in 1965. The 
proportioip of vessels less than 15 y؟ar$ old was 79 per 
cent in 1973 as against 78 per cent in 1972, 80 per pent 
in 1971 and 68 per cent in 1965. At the other end of the 
scale, the proportion of vessels of 20 years or more has 
declined from 24 per cent in 1965 to 12 per cent in 
1971, 11 per cent in 1972 and 10 per eent in 1973. Thus, 
the age composition of the ؟ ggregat؟d tonnage under 
the flags of these groups of countries ha؟ improved
' iu the perio^ 196لإ to 1973 and h  is signifl-

cantly more favourable than the age ؟oprposition of the 
tonnage under the flags of th؟  socialist copntries of 
Eastern Europe and Asia and also of developing coun- 
tries.

71. In  the case of the fleets under the flags of the 
socialist countries of Eastern Europe and Asia, 27 per 
cent of the tonnage was less then flve years old in 1973, 
as compared with 28 p؟ r cenl in 31 ا972ي  per cent in 
1971, and 45 per cent in 1965. The share of tonnage 
in the age group of 15 years an؟! over was 18 per cent 
in 1973, as against 18 per cent in 1972, 17 per cent in 
1971 and 21 per cent in 1965.

72. A complete breakdown by age gropps for the 
fleets of developing countries is not avaiiable.^® Th؟  data 
included in table 11 refer to the age composition of only

.See chap. V below ءء
The data deluded in table ? o ءء f the Review o f  Maritime Trans- 

port, 1971 (Unite؟) Nations publication, $al؟ $ No. E.73.II.D.2) 
and in corresponding tables of the Review for ؟arlier years for  
deyeloping countries was based on estimations and is not compar- 
able with the data used for this discussion.
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Table|12
Estimated ton-miles of oil shipments per dwt, by oil t^nkeifs ء of !0,000 dwt and over. 1962-1973

Year

shipments
(million
tons)

Grain
shipments
(million
tons)

Total
oiljgrain
shipments
(million
رك»مء

Estimated
ton-miles

ofoilfgrain
shivments
(thousand
million

ton-miles)

Total
fleet

(million
dwt)

Total
active

(Ш1юп
ر،»مح

Ton-miles 
per active

(in thousands)

Index ٠/  
activefleet 

productivity 
(1962 =  100)

1س

100
102

110
118
118
119
121

?12
125

36.8
35.9
36.9

35.9 
40.6
43.5
43.6 
43.8
44.6 
46.? 
46.0

63.0

93.?
102.2
114.1
129.1 
148.5
167.2 
184.8
212.2

65.1 

76.3

94.1 
102.5
114.3
129.3 
148.7
168.4 
186.0
212.4

2,320

2إ800
3,170
3,367
4,153

6,497

8,635
9,770

540.7

738.8 
811.2

977.9 
1,082.1 
1,242.0  
1,316.5

727
802

,240
,315
,433

I

967

969
970
971
972
973

Source: Compiled 0 0  ،١١٠ basis o f Fearnley aad  Egers Cbar^eriog Co. L td., Review, 1973 (0ه ء ا ) atrd idem. World Bulk Trades, 1972 (Oslo). 
“ Estimated graitr shipments in ton-miles baye been included.
٠ Estimated figure.

s, including bulk/oü carriers “ of !8,000 dwt and above, !9 ه0!-و7ث

T a b l e

ton-miles of bulk commodities carried per dwt, by bu!k Carrie ا

Bulk cargo Oil cargo

Total 
bulk cargo, 
including 

oil

Estimated 
ton-miles 

ofbu lk  ^ ^ ٠ 
carried, 

including ٠؛ / 
(thousand

Total

(million

Total
active
fleet

Thousand
ton-miles

Index o f  
active fleet

(million (million (million million (million per active productivity
Year tons) رء«مء tons) ton-miles) d w t)^ dwt) ٥ dwt (1960 =  100)

between I960 and 1964٠ Including oil ca؟goe^ in combined carriers, ... 
bave been estimated b^ the UNCTAD secretari^.

*٠ Mid-year figures.
٠ Estimated by the UNCTAD secretariat.

Sources: Compiled on the basis o f Eearnley and Egers Chartering Co. Ltd., 
Trades ٠/  World Bulk Carriers (Cslo), 1969 and 19?0 issues; and World Bulk 

٢٢٠؛، ^  J972 (Cslo, 1973).

1970 and to 6,d00 miles (n 1972. ^o r dry bulk cargoes,
 the figure؟ are 3,550, ,ج950

nkers ^ dقstimated produetiyity of t؟ e؟in tl ؟The trend 
bulk earners during the period und^r " 

showed close eorrespoudene with the treuds iu the 
of laden voyage, in the average size of ؟nc؟t؟average di 

vessels and in the dwt/grt ralios.
77. As mentioned in paragraph 74 above. It is not 

to estimate the productivity of the world fieet ؟possibl 
as a whole on the same basis as fbr tankers aud bulk 
carriers. The data available enable this to be done only

Chartering Co. Ttd., World Bulk Trades,

erage؟^The a .^؛؛and equal to 2 per cent per annum ؟owe) 
length of voyage has increased substaffiially over the last 
decade. Tor erude oil cargoes the average loaded voyage 

0 5,650 miles inآ was 4,500 miles in 1962 and had risen

 Fearnley and Egers ءأ
1972 (Oslo), p. 8, table

ءأ  The productivity estimates, being computed on the basis of 
active tonhage, tend (o be high in years like 1960 when the laid-up 

،ge as a proportion of the total bulk carrier fieet was equal to 
cent, which is well above the average o f laid-up tonnage in

eriqd 1960-1972. And since I960 was used as a base year, the 
ductivity estimates o f subsequent years tended to rise at a 

 qlatively low rqte. For reasops of eoffiparison, it is noted thpt in؛
the year 1962 the laid-up tanker tonnage as a proportion of the 
total tanker fleet was equal to 3.2 per cent which also is consider- 
ably higher than the average of laid-up tanker tonnage in the 
period 1962-1973.
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Table 14
Cargo carried per dwt of worid fleet, 1960-1972

Index 
(1960== 100)

Cargo carried 
per dwt (tons)

Total carried ،̂ ٠٢؛  
(million tons)

Worldfieet^^ 
(million dwt)Year

100
10^
10^
109
115 
119 
117
116 
117 
117 
117 
108 
103

7.Ш

7.44
7.91
8.18
8.01

8.04

8.00

1,080
1,150

1,350
1,510
1,674
1,770
1,910
2,107
2,312
2,605
2,697

157.7
164.1
171.9
181.4
190.9
204.5
221.1
240.9

404.2

1960
1961
1962 
.963
964
965
966 
.967 
968 
.969 
970 
.971 
[972

For 1965 to  1972, the figures are derived fi:ont table 5 above. For 196© to  196d, the figures are derived ^ o n t “
.4 table ,؛ء،. آس/م؛(ء»ء transport, 1971 7مءم ر ءمحءع ء  >اا

.l،eu from table 1 above^ ٠

tries. As can he seen, the sharp increase in the tetai order 
book in 1973 was almost entirely due to tanker orders. 
The only other net increase was registered by the bnlk 
carrier tonnage on ord؟r  (3.9 million dwt). However, 
this was more than o^set by a sharp decline in the 
tonnage of combined carriers on order. Finally, orders 
for ships other than tankers, bulk carriers (inclnding 
eombinej earriers) and container ships, inereased only 
marginal0.1) ؟  per cent). A summary of yearly changes 
in the period 1969-1973 with regard to three main groups 
of tonnage is shown in table 16.

80. Tables 15 and 16 do not provide su^cient detail 
to show trends in new orders for other modern types of 
ves$e(s whieh charaeter(ze enrrent developments in ship- 
huilding and shipping. For example, liqnihed gas earHers 
are included in orders for tankers of less than 150,000 dwt, 
and unit load sys^m  vessels ot؟ er than ؟ontai؟ er ships 
are inclpded in the category of “other ships”. Howev^, 
some information in this regard is presented and diseussed 
in chapter !٧  below.

81. The combined share of flags of developed market- 
economy countries, countries of 8omhern Europe and 
open registry countries in the tonnage on order was
84.2 per eent in 1973 and 83 per eent in 1972, as against 
89 per eent in 1971. At flrst sight this implies a signiflcant 
deeline in the combined share of these groups of conn- 
tries. However, of the tonnage on order 6.7 per eent in 
1 7 ؟3  and 7.3 per cent in 1972 Is recorded as heing for 
“flags not yet known” as against 3.1 per cent in 1971. 
It seems reasonable to assume that this tonnage is for 
owners in the above groups of countries. If  the tonnage 
on order for “flags not yet known” is added to the 
tonnage on order for flags of the eomhined gronp of 
developed market-eeonomy, Southern Europe and open 
registry countries, then the resulting share of this group 
of countries eombined, wonld become 90.9 per cent in 
1973 and 90.3 per eent In 1972, as against 9 1 ة.  per cent 
in 1971, and the change appears to be less signiflcant.

82. It can be seen from table 15 that in relation to 
the distribution of tonnage on order by vessel type, 
signiflcant changes occurred in 1973 for the combined 
group of flags of developed market-economy countries, 
countries of Southern Europe, open registry and “flag

on the basis of the nnmher of tons of cargo earried per 
dwt. These are shown in table 14 together with indiees 
relative to the period 196^-1972. The general trend for 

is also ؟g (pnnage to ipereas؟ppi؟ )of s ؟the productivi 
n in this table. The si^iiflcant drop in productivity؟sho 

in 1971, and to a lesser extent in 1972, dan he explained 
by a r،erence to the relative increases in laid-up tonnage

.1972 in 1971 and

Б. Tonnage nn order

78. During the 12-month period ending on 31 October 
1973, the world tonnage on order inereased by 87.4 mil- 
lion dwt or by 5.13 per cent as against a decrease of
1.1 million dwt in the eorresponding period ending 
31 October 1972. The reduction in the volume of new 
orders in 1972 was understandahle in the light of a weak 
freight market, greater laid-pp tonnage, uneertainti؟ s in 
time of delivery and in fmure market expectations. 
However, in the third quarter of the year the position 
changed apd in Deeember 1972 alope, more than 10 ipi(- 
lion grt of shipping was eontraeted, as cpmpared with 
21 million grt plaeed with world shipyards during the 
preceding 11 mdnths.^^ Heavy ordering of now tonnage 
continued during the first fom  months of 1973, and a 
relative slowing down in the period May-July 1973, partly 
because of a sharp rise in prices and part؟  because 
delivery dates had been pushed wpll into the latter part 
of the 1970s, was only temporary. In  the quarter August- 
Detober 1973, there was a net inerease of 26.3 million 
dwt. As shown in table 15 the world tonnage on order 
as a t 31 October 1973 stood at 257.9 million dwt and 
amounted to an eqnivalenp of 5؟ per ؟ent of existing 
world tonnage, as against 170.5 million dwt on 31 Octo- 
her 1972 whieh amounted to 42.2 per cent of the then 
existing tonnage. The eorresponding flgures for 1971 were
171.6 million dwt and 47 per eent respeetively.

79. Table 15 also gives data about tonnage on order 
for 1971-1973 by types of vessels and by groups of eoun-

Merchant Shipbuilding Return 
[ December 1972.

ءأ  Lloyd’s Register ٠/  i  
(London), (or the quarter ٠
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Table 15
mnage on order as at 31 October, 1968-1973

(Million dwt tons and percentages)
World

Other dry 
cargo ships

Container
ships

Other bulk 
carriers

Oreloiland
orefbulkjoil

carriers

Tankers « ٢^٨ 
150.000 dwt

Tankers 
150.000 dwt 

and over
AUships 

(million dwt)Groups ofcountries and year

9.0
10.1

7.7

؛٨%

5.7%
4.5%
3.0%

41.4
33.4

15.3

23.9
33.7

17.1
16.6

4.4

5.6
5.7

6.9
7.6

2.6

0.6
0.2

4.2

2.6

2.4%

16.0

12.0
17.4
24.4

0.3
1.7

50.7 — 18.1
11.8 13.7 14.6
11.7 20.0 20.9
16.4 26.2 28.0
25.2 19.5 21.2

25.152.7

14.4%

16.3%

23.0%
3.4%

11.4%

11.5

14.8%
20.4%

Percentage ^ ٠٢« o f  world tonnage

55.4

50.6

23.2
22.2 
22.1

7.5
8.0

5.0
6.9

10.4

70.0

5.7

4.6
4.4

4.3
6.7

3.4

0.4
0.5

0.9

0.8
2.0
3.7

4.7
11.7

56.4
52.3
43.9

25.6 

14.0

10.6

7.2
9.4

0.1

1.0

4.3 
4.5
2.4

1.7

0.4
5.4
4.5

155.9

64.6%

49.6%
50.7%
55.0%

61.1

25.3

3.7
4.0

0.9

0.8

0.8
0.5

0.8
0.5

0.3

la s

0.2

78.5
101.8
132.0
171.6
170.5
257.9

100
100
100
100
100
100

56.9
47.6

20.6

8.7

4.8
4.2

4.4
4.5

0.1
0.3
0.3

1.7

7.3
6.7

0.6
0.5
0.4

W erldtetal
196 8 .............................................
196 9 .............................................
1970 .............................................
197 1 .............................................
197 2 .............................................
1973 .............................................

World total
1968 .............................................
1969 .............................................
197 0 .............................................

.٠٠ .٠ . . .٠ . . . . . . . . . .٠. .٠ . 1971
 1972

1973 .............................................
Developed market-economy 

countries (excluding Southern

countries: Tiberia, 
?anama, Cyprus, Somalia, 
Singapore
197 1 .............................................
1972 .............................................
1973 .............................................

Southern Europe
197 1 .............................................
197 2 .............................................
1973 .............................................

Soeialist countries o f Eastern
Europe and Asia
197 1 .............................................
1972 .............................................
197 3 .............................................

Developing eountries-total
197 1 .............................................
1972 .............................................
1973 .............................................

O f which:
In Africa
197 1 .............................................
197 2 .............................................
1973 .............................................
In Asia
197 1 .............................................
1972 .............................................
1973 .............................................
In Latin Ameriea and the

Caribbean
197 1 .............................................
1972 .............................................
1973 .............................................

?lag not yet known
197 1 .............................................
1972 .............................................
197 3 .............................................

©ther-unalloeated
197 1 .............................................
1972 .............................................
197 3 .............................................

Source: Compiled from World Ships ٠» Order: Supplement to Fairplay International Shipping Journal (London), November issues o f  1968-1973.
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Table 16
on order In million dwt as at 31 October, 1969-1973

Bulk carriers 
Change (including Change 

(%} combined carriers) (%) Other shipsTankersA ll ships

+  16.8 

+0.07  

- 22.1

11.9

1+0

10.9 

10.4

+44.5 

+32.5  

+24.9  

-  4.4

40.9

54.2

40.7

+27.4

+33.9

+15.0

+75.4

1969 101.8
+29.7

61.6

1970 132.0
+30.0

77.2

1971 171.6
-  0.6

103.4

1972 170.5
+51.3

118.9

1973 . . . . . .  257.9 208.6

Compiled from table ل

unless they rescrt tc  extensive buying of seeond-hand 
tonnage. This, however, пзау not be l^ely  to happen in 
view of the very high priee؛ for sueh tonnage currently 
prevailing in the market.

85. Gertain noticeable changes occurred between 1971 
and 1973 in the share of developing countries in the 
tonnage on order by type of vessels. These are shown in 
the following data:

1973
r/J

15.4
1ه4

16.6

ئ/ول 1972
r/J r/J

Oil takers above 150,000 d wt . . . . . .  0.8 0.5
Oil tankers nnder 150,000 dwt . . . . . .  7.2 9.4
Ore/oil and ore/bulk/oil carriers . . . .  4.3 6.7
Otber bnlk carriers   6.5 9.2
Container ships ...................................  1.2 1.8
Other dry cargo ships . . . . . . . . . . . .  13.5 17.1

It can he seen that there has been a shift of interest of 
developing countries from oil tankers under 150,000 dwt 
to combined carriers and oil tankers of 150,000 dwt and 
above. The share of developing countries in tonnage on 
order for container ships increased from 1.^ per cent 
in 1971 to 2.3 per cent in 1973, but this is totally due 
to the dechue of the total tonnage for container ships 
on order in the same period. The share p f  combined carrier 
tonnage on order increased from 6.7 per cent )n 1972 
to 15.4 per c e ^  in 1973. Available information shows 
that the combined carrier tonnage on order for develop- 
ing countries (2.1 million dwt) is shared by Brazil (69.2 
per ce^), India (16 per cent), Malaysia (7.8 per cent) 
^nd ?eru (7 per cent). Given the structure of the export 
im^opt tr؟ d€ of t^ese countries, the data may be taken 
as indicating an effort by these countries to seek e^cieney 
and to reduce their transport costs through com bind  
operations in the respective sectors of their trade.

٠« اءمح-ام World ships ءء •.• Supplement (٠ Fairplay International 
Shipping Journal (London), No29) 37 ؛ November 1973).

not yet known”. The share of this combined group of 
flags for taukers of 150,000 dwt and above has decreased 
from 98.3 per c e ^  in 1971 to 98.2 per cent in 1972 and
97.2 per cent in 1973. However their share in orders for 
tankers under 150,000 dwt has risen from 82.9 per cent 
in 1971 and 79.8 per cent in 1972 to 84.6 per cent in 1973. 
The share of these countries in orders for ore/oil and 
ore/bulk/oil carriers has drppped considerably from
95.7 per cent in 1971 and 91.7 per cent in 1972 to 82.3 
per cent in 1973, whiie their share of other bulk carriers 
which dropped from 87.2 per cent in 1971 to 82.8 per 
cent in ث ل9ة  remained unchanged at that level in 1973. 
The share of these countries in orders for container ships 
has also fallen, from 86.8 per cent in 1971 to 80.8 per 
cent in 1972 and to 73.3 per cent in 1973. finally  their 
share of orders for othef dry cargo ships, which had 
dropped from 62 per cent in 197إ  to 49 per cent in 1972, 
increased to 54.5 per cent in 1973.

83. In 1973 and 1972 the shares of fl^gs of socialist 
countries of Eastern Europe and Asia by type of vessel 
were 0.8 per cent and 1.3 per cent ؟espectively for tankers 
above 1 5 0 0 0 ة,  dwt, 9.2 per cent and 8 per cent respectively 
for tankers under 150,000 dwt, 2.3 per cent and 1.6 per 
cent respectively for ore/oil and ore/bulk/oil carriers, 
5.9 per cent and 6.9 per cent respectively for other bulk 
carriers, 24.4 per cent and 17.4 per cent respectively for 
container ships and 28.9 per cent and 33.7 per cent 
respectively for other dry cargo ships. The corresponding 
flgures in 1971 are: 0.9 per cent, 5.6 per cent^O per cent, 
5 per cent, 12 per cent an^ 2 9  es؟per cept. These flgu ب.
show a marked increase in the interest of these countries 
in ore/oil and ore/bulk/oil carriers and in container ships.

84. In the case of the developing countries as a group, 
the share of tonnage on order under their flags rose 
marginally to 4.5 per cent in 1973 as compared with
4.4 per cent in 1972 and 3.8 per ce؟ t in 1971. The flgures 
relaiive to developing cou^ries show that iu the next 
few years developing countries may not b؟  in a positon  
eve^ to maintaih their present share of the world fleet



Chapter III 

WORLD SHIP PRICES AND THE FLEETS OF DEYELOPING COUNTRIES

offer to foreign shipping companies. However, aecordiug 
to press reports,®^ the Japanese shiphuilding industry 
appears to have accepted a proposal made by the EEC 
Committee of Euilders of Large Ships to adopt aiso in 
Japan a sliding-scale system for prides for deliveries in 
and after 1978. At the time o f drafting this review, it 
was ^ o w n  that two of the major Japanese shipbuilders 
have reaehed a dehnite decision on the adoption p(sliding- 
scale systems for deliv؟ ries in and after 1978.ءق It was 
not known, however, if any common formula for impie- 
mentation of the sliding-seale system has been worked 
out hy the Japanese and European ship-builders. ,

89. Table 18khows new building prices for liner type 
vessels for the period 1963-1973.^؟ For reasons of com- 
parison the tahle also gives prices for guying a new 
readily available vessel of the same type.^®

ه9 . It can he observed from table 18 that the prices 
for eonstrueting liner type vessels, which up to 1967 
moved only very slowly upwards, started moving faster 
after 1968 and Jumped by 66.7 per cent hetween 197© 
and 1973. Inflation has undoubtedly had an impaet on

.1973 June 2ل (,Shipping and Trade News (Tokyo
.1973 Ibid., 17 August ءء 

es giyen in Fairplay International؟The tahle is based on ^ri ء  آ
d/؟؟lo؟ Shipping Journal. The Fairplay data refers to a hypothetical 

ker of 11,000/13,000 dwt, propelled by a 7,000 bhp؟open shel(erde 
biesel engine giving a speed of 15 kno(s. The costs for constructing 
the ship are based on world averages for the price of raw materials 

overheads. The ؟!ll as norm؟and labour as w ؛quipmen؟ ,machinery 
,ship is fitted with a bare minimum of equipment 

.1973 e vessels was diseontinued in؟yavaila؛eadi؟ for ؟The dat ءء 
he explanation given ih Fairplay International Shipping Journal is؟

that:
he past the price has been estimated for the purchase of a؟ “(n 

ready-for-delivery Fairplay 11,000/U,000 tonner, but in view of 
h (p b e t^ n  the!؟؟$oserelat؛c [  th؟ ٧٥؟

prices it is impossible to obtain a realistic hgure and the price ih
now omitted.”

4689 .(Fairplay International Shipping JournaKLanàon), vol. 248, N o
(.72 .5 July 1973), p)

A. Changes in p^iees of new vessels

86. The prices of new buildings rose gradually 
Ihronghouf fhe 196©s and (he rise aeeeleraled sharply in 
1969 and 197© whh a fur؟her moderate increase in 1971. 
The Jump in the prices of new buildings in 1969 to 1971 
refleeted hoth increases in costs (principally in wages and 
in steel prices) and the ahility of the shipbuilders to 
increase ؛he prices further, taking advantage of the high 
demand for tonnage in relation to the production capac- 
ity of the world shipbuilding industry. During 197^ the 
prices for most sizes of hulk ea؟riers and tankors dropped 
helow 1971 levels as a result of the lower volume of new 
orders.®^ However, prices rose sharply in 1973 though 
not in a uniform pattern for all types of vessels. The 
course of prices fo؛ tankers and hulk carriers (including 
eomhined carriers) for the period 1963-1973 is given in 
table 17, which is based on actual contracts.

87. The prices of new buildings in the tahle are quoted 
in United States dollars. However, in ^ an y  cases contracts 
are currently made in the ؟игГепеу of the country of 
bui(d. Thus, because of the frequent ehanges in 1973 of 
exchange rate parities a,mong all major cmreneies, the 
conversion of priees in United States dollars at varying 
e^ehange rates makes it virtue(؟  impossible to know the 
extent to which the changes shown in the tahle ^re due 
to changing costs and market conditions or to monetary

88. Inflation undoubtedly has had an impact on ship- 
building prices. Dutside Japan, it is eommon praetide 
for shipyards to use escalation classes in their eontraets, 
partieulariy for forward deliveries. To date Japanese ship- 
yards have been asking flxed prices for export ships and 
this has been one of the attractions they were able to

٧) See chapter ءء  (“Trends in shipbuilding”) where the supply 
and demand situation in shipbuilding during ! 7 2 .is discussed ق

Table 17
Representative new building prices (nr bulk carriers and tankers, 1963-1973

(In millions ٠/ dollars ،?؛ year end *ر

197319721971197019681967196619651964

؛ث
29
47

7.5
5.0
t.o
1.0

5.4

17.3
23.7
33.5

17.0
23.0
31.0

I
19.0

5.4
9.4 

11.0 
16.6

18,000 dwt bulk . . . . . . . 3.1 ٩٠٩ 3.6 3.6 3.8
50,000 dwt b u l k . . . . . . . 3.7 3.8 4.3 4.4 4.9
87,000 dwt tanker . ٠. . ٠ 7.9 8.2 8.5 8.8 9.0

ه̂ ,ةوdwt 000 ه — — — 10.0
210,000 dwt tanker . . . . . — — — - 13.2 14.7

.1973 .,o) and ibid1971؛ (Os ,هاء؛هء Soarce;. Fearnely and Egers ؛،€er!ng Co[ar.ا]ه.ر ءاا
.Dollar figures a] ruling rates o f exchange *
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11,000/13,000 dwt,* 1063-1973
18 T a b l e

r newly built and readily available liner type ves؛© Prices
In) ءمح««مم ي/مءمح«رك

Closed 
shelter-decker 

per dw t*
ssef̂

(at mid-year)

Pricesfor constructing 
new vessels 

(at mid-year)Year

65.25 
75.0
69.25
69.25
72.25

76.90
92.30

100.0
84.62

ة50,س
975,س
9س,000

900.000
940,س

960.000
1,س0,000

1.200.000 
1,100,0س1,300,000

79.0
TO.50

92.10
100.80
123.0
146.15
165.38

1.025.000
,ل035,س
1,050,س

1.090.000 
1,095,5س

1.165.000
1,2س,000
1,350,س

1.600.000 
1,900,000 

2,250,س

Ш

967

969
970
971
972
973

Source: ء>»،ء/كه  Internattonal هع»ء ءءء؛  Journal (London), vol. 244, No. 4637 (ه  July 72وا ) nnd ، ه،مح ., vol. : 
No. 4وقه (S Ju b t? 7 3 ) .

٠ See foot-note 37.

of second-hand fankers more fhan doubled. The prices 
of dry bulk earriers rose by one Ihird in (he smalle؛  si^es 
aud by more fhan (wo (birds in the larger. In  this period, 
the prlees of larger size liners increased by about one 
quarter while those of smaller liuers Increased only 
nominally.

94. In the ensuing open marke( freight r؟ te ؛le؟line 
of 19?1, the prices C)f second-hand vessels of all three 
types declined by about oue third from the previous year 
levels. During 1972, the prices of larger size taukers 
continued to deelffie, while those of second-hand dry 
bulk carriers increased up to 30 per ceut aud those of 
lin؟ rs increase(! about 10 p؟ r cent. Throughout the spring 
and summer of 1972, aetivity in the secoud-haud market 
remained at low levels a^d priees tended to fall. Tounage 
traded consisted mainly of liner and sheiterdeek tramps. 
There was some demand for dry bulk carriers with

shipbuildffig prices, and eonstruetion eosts certainly 
ine؛eased mueh faster than in earlier years. However, it 
may not be a coincidence that throughout the period 
siube 1969 world shipyards have been fully booked for 
a substantial number of years ahead. On the other baud, 
prices for readily available vessels were direetly ffifluenced 
 the existing freight market situation. This aspect Is لإب1
diseussed further in the following section.

91. Freight market conditions, particularly conditions 
of high demand for tonnage sueh as existed in 197© and 
1973, also appear to influence the course of shipbuilding 
priees. This can be observed froin t؟ ble 17 in conjunction 
with the appropriate freight rate indices given in table 32.

92. A further indication of the movement of ship- 
building priees is given by data relating to tankers ahd 
bulk carriers of relatively large ؟izes betweeu the end of 
1972 and the end of May 1973.وت The flgures are:

Price in United States dollars per dwt at:

Type o f  vessel Size o f  vessel E ndl972 31 M ay 1973
rurvvrnuÿe fute

ofincrease

Product carrier . . . . 30,000 dwt 380 490 28.95
Rul^ ear l i e r . . . . . . . . 6 س,0  dwt 170 لآ50 47.06
Bulk eaLrier . . . . . . . . 1 ل0,0س  dwt 160 230 43.75
Tanker . . . . . . . . . . . . 135,000 dwt 150 225 50.0
Tanker . . . . . . . . . . . . 2 5 س,0  dwt 140 190 35.71
Tanker . . . . . . . . . . . . . . . .  380,000 dwt 132 180 36.36

eharter party attached and also for bulk carriers equipped 
for the carriage of cars. During the autumn. Interest in 
seeond-hand tonnage increased. Because of the reactiva- 
tion of the freight markets, there was inereased demaud 
for all types of s؟؟oud-haud tonuage and priee؟ rose؛ 
Sales of comparable vessels made in the flrst and third 
quarters o f 1972 are shown below:

Month ofsale dwt
Year
ءاا«ه

Price
(dollars)

Openjclosed shelterdeckers:
February . . . . . . . . . . . . 9,225 1951 290,000
©ctober . . . . . . . . . . . . . . 8,150 1953 450,000

Bulk carriers:
April ............................... 19,س 1961 1,790,0س
October . . . . . . . . . . . . . . 20,100 1971 2,750,000

It can be seen from this data that priees have fficreased 
relatively less than for larger sizes than for smaller sizes 
of the same types of vessels.

B. Changes In prices of second-hand vessels

93. The prlees of second-hand vessels generally flue- 
tuate with the level of market freight rates, the degree of 
fluctuatiou varying among vessel types. The variations 
are illustrated iu tables 19, 2© and 21 whieh give average 
values for second-hand tankers, dry bulk carriers and 
liner type vessels respeet؛vely. During the freight ؟ate 
upsurge betweeu 1968 aud محل7©ء  the prices of mo^t sizes

publishedءء “Sale ه  purehase monthly report for May 1973” 
by R. S. Rlatou A /s (Dslo).



Table ول

(In millions ofdollars at end ofyears)

BuiltTonnage (dwt)ءءءئ19681967وءءإ1973197219711970

15/16,000 1951/520.60.70.5 0.5 0.90.50.4 15

18,000 . . . . . . .
19/20,000

1952/530.90.90.8 0.8 1.5 0.80.7 1.و
1959/60 1.6 1.7 1.2 ا4 2.0 2.04.0

. . . . . . . 25,س  1958/59 1.5 2.01.81.94.0 97 2.25.0
35,س . ٠... ٠ ٠ 1958/59 2.1 2.42.4 2.6 6.0 ٩١٩١ 7.5

. . . . . . . 50,س  1963/64 3,6 4.4 4.24.5 10.07.06.013.0
60,000 . . . . . . . 1964/65 .؟٩ 5.812.08.5 7.516.0
80,000 . . . . . . . 1966/67 — — 7.78.0 19.012.0 10.525.0

. . . . . . . 100,س  1967/68 — —— 12.0 26.0 16.013.530.0

. . . . . . 200,0س . 1969/70 ... 40-4530.0 30.0 52.0

Source: Fearnley and Egers Chartering Co. Ltd., Review, 1973 (Oslo).
٠ The prices are market value estimates a t existing exchange rates for a charter-free tanker in good condition and 

with fairly prom pt delivery on cash basis.

96. Within each category of vessels ( tan ^ rs , bnlk 
earriers, et؟) variations also exist with regard to the rate 
at which prices of seeond-hand tonnage have appreciated, 
mostly depending on the particular demand for vessels 
o؟  varions size groups an؛l di^erent ages. Thus the prices 
of second-hand tankers of less than 100,000 dwt rose more 
sharply than for tankers of under 200,000 dwt. Also, 
from 1972 to 1973 the price for a 50,000 dwt bulk carrier 
rose by 64.3 per cent as compared with a 59 per cent 
increase for a 25,000 dwt bulk carrier of less age. In 
respect of liner type vessels, however, the rate of increase 
appears to have been relatively uniform for all sizes of 
vessels.

95. The sale market for second-hand tonnage during 
1973 was characterized by a high level of activity, in 
contrast with 1972. The increased demand for all types of 
second-hand tonnage followed the strong demand con- 
ditions in the freight markets which had developed in 
the last و uarter of 1972 and continued through^uf 1973. 
As a result, the prices of all types of second-hand tonnage 
rose sharply. The rise of prices tended to be higher for 
tankers of ف1ا  sizes than for bulk carriers and the priees 
of the latter categories of vessels rose more sharply than 
the prices of liner type vessels. The course of prices f؟ r 
secohd-hand tankers, bulk carriers and liner type vessels 
is given in tables 19, 20 and 21 respeetively.

Table 20
riers: second-hand prices, average vaines, 1968-1973 ١

(In millions ofdollars ٠، مح«ء  ofyear)
Dry buik

و̂ل197319721971 ؛هآ>ا،>ر19691968Builtم

4.5
6.5

I ! . 5
17.0

4لم
9+

7.0
9.5

4.8
+ ٠
9.0

11.0

4.2

2.1

4.0
5.0

972

,18,000
25,س.
.35,000
50,0س,
60,س.

(.1973 (Osin هء’ء،< L,. ااهء td .ه€ Fearnley and Egers €lrar،er!ng .•ار،هء-ءء 
prices are market value estimates a t existing exchange rates Гог a  eharter-^ree vessel in gnod eondition ٠ ٢١١؟

.and with fairly prom pt delivery on eash basis. Bnlk carriers o f  S0,000 dwt and over are gearless

21 Table

(o fyear ٠،ء»مح ofdollars اا//هر«ء«I n)

Liner type

Tonnage (dwt) Built196819691970197119721973

.م.م . . . . . 6,6س. 1958 o_gg 0.891.00.790.771.1
.م . . . . . . . 12,5س. 19561.41.4 !١ 0.85 0.951.5

. . . . . .م . . 13,51959س. I f i 1.61.71.2 1.4 2.1
.م... . . . . 16,س. 19632.42.83.0 2.5 3.4

Source; Fearnley and Egers Chartering Co. L td., 1973 , سمء اااء/  (Oslo).
•  The priees ar؟  ptarket vain؟  e؟tit؟>ates a t existing exchange rates for a charter-free ' 

with fairly prom pt delivery on cash basis.
in ^ood condition and ا
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с. Acquisition and financing of new and second-hand 
vessels by developing countries

98. Complete Information regarding total additions 
to the merchant fleets of developing countries 1971 ط  
and 1972 is shown in tahle 24. It can be seen from the 
tahle that net additions to the merchant fleets of develop- 
ing countries during the two years amounted to 153 ships 
aggregating 1.6 million grt or 2.2 million dwt. ؟ uring 
the period, new deliveries were received of 36ل ships of
1.6 million grt, 165 second-hand ships of ©.97 million grt 
were obtained from other countries and another 19 ships 
are listed as “other additions” . These gross additions 
were partly offset hy deductions of !67 ships of 1.ل  miflion

99. The distrihntion of new deliveries by regional 
groupings ofdeveloping countries was as follows: Africa: 
12 ships of 91,©©© grt, 1©7,©©© dwt; Asia: 6© ships of 
879,©©© grt, 1,331,©©© dwt; Tatin America and the 
Caribbean: 64 ships of 626,©©© grt, 81©,©©© dwt. These 
new deliveries were acquired by the developing countries 
from the varions gronps of countries as follows: from 
developed marlret-economy countries and Southern 
Europe, 94̂ ,©©© grt; from Socialist countries of Eas(ern 
Europe and Asia, 28©,©©© grt; and from yards in develop- 
ing countries, 374,©©© grt.

!©©. C f the total of 165 second-hand ships acquired, 
24 ships of 135,©©© grt were registered in deve(oping 
countries in Africa; 115 ships of 625,©©© grt were registered 
in developing ؟ onntries in Asia and 42 ships of 295,©©© ^rt 
were registered in developing eountries in Eatin America 
and the Caribbean. The to؛al of these regional flgures 
exceeds the 165 ships acquired, since they include 16 
vessels transferred hetween developing conntries. ©f the 
165 second-hand ships aequired hy developing countries, 
138 were bought from developed market-economy coun- 
tries and Southern Europe, 2 came from Socialist coun- 
tries of Eastern Enrope and Asia and 25 from open 
registry countries.

1©1. The level of the net additions is such that if 
developing countries are to meet the objectives of the 
International Development Strategy for the Second 
United Nations Development Decade ٠٠ and also of 
Conference resolution 7© (III), they will need to accelerate 
the rate at which their merchant fleets are huilt up. It 
may he recalled that the resolution refleeted the aspiration 
of developing countries to expand their merchant ^e؟ts 
to at leas1 ؛© per cent of the deadweight tonnage of the 
world fleet by 198©. If the world fleet grows to around 
384 million grt دم  by 198© and if allowance is made for 
scrapping of around 2 per cent per annum,‘؛  ̂ the fleets 
of the developing nations will, in ahsolnte terms, have to 
increase hy approximately 22.3 million grt during the 
period or hy 3.2 million grt per year as an average in 
drder to attain the 1© per eent target.

97. Changes in the priees of seeond-hand tonnage, 
both in the short-term and in the long-term, tend to 
follow closely the fluctuations in the freight markets. This 
can be seen by comparing the data given in tables 19, 
2© and 21 with that of table 32 helow (freight note 
indiees, 1969-1973), espeeially where the long-term situ- 
ation, is concerned. As for the short-term situation, 
the close eorrespondence between the eourse of freight 
rates and the movements of second-hand tonnage is 
refleeted in tahles 22 and 23, with regard to bulk carriers 
of 38,©©© dwt and to liner type vessel of between 1©,5©© 
and 12,5©© dwt, respectively.

Table 22

The course of the estimated second-haud values for 38,000 dwt bull، 
carriers built lu 1966 (1,650,000/1,750,000 cubie feet with eraues) 
uuder changing freight marlret eonditious

م هسء،ه/

Estimated rate 
per dwt for  

12-month tirrie charter 
(in dollars)

Estimated second-hand 
value

(in millions ofdollars)

July 1 9 2 2 . . . . . . . 1.65 ٩٩
September . . . . . 3.0 4.0
October . ٠٠. . . . 3.65 5.0
November . . . . . 3.45 4.9
December. . . . . . . 3.85 5.0

January 1923 . . . 4.2 5.4
March . . . . . . . . . 4.5 6.4
May ٠. . ٠ .٠. . ٠ .. 2.0
June . . . . . . . . . . . 5.4 2.5
July . . . . . . . . . . . 5.8 8.1
Augnst . . . . . . . . . 8.5
September . . . . . 7.0 8.65

Source: “ Sale ه  purchase monthly reporl” , published by R. s. Rlatou A /s (Oslo) 
(various issues).

Table 23

ipments of freight rates and values 
10,500/12,500 dwt shelterdecker 

(In dollars)

Fstlmated ( 
for good

٠٠ Geueral Assembly resolutioir 2626 (XXV), para. 53.
٠؛  Based on a number of studies estimating tbe expected growth 

of the world merchant fleet for the period 1925-1980 as reported 
in “tVorld Shipping demand and shipbuilding capacity”. The 
Motor Ship (London), vol. 54, No. 636 (July 1973), p. 159.

 During the period 1965-1971, the broken up tonnage rate for ءم
all sh؛ps vari؟d between 1.51 per cent apd 2.15 per c؟ n(; the rate of 
all shi^s totally lost varied between 0.22 per cebt and 0 .8  per cent ب
during the same period o f time (Lloyd’s Register ٠/  Shipping: 
Statistical Tables (London), 1922).

As at end ٠/

Estimated 
rate per dwt 

^>٢ 12-month 
time charter

Estimated 
value for  

1956 build

ه«اأءءء،محه
value for

أ«،مءول/ه

July 1922 . . . . . . . aa 225,000 1,100,000
Angust . . . . . . . . . 3.4 225,000 1,250,000
September . . . . . . . 3.65 850,000 1,400,000
October . . . . . . . . . 4.6 900,000 1,450,000
November . . . . . . . 5.0 900,000 1,450,000
December . . . . . . . 5.0 . 900,000 1,450,000

January 1923 . . . . . 950,000 1,500,000
February. . . . . . . . . 6.0 1,100,000 1,200,000
March . . . . . . . . . 1,200,000 1,800,000
April . . . . . . . . . . . . . . 6.1 1,200,000 1,800,000
M a y . . . . . . . . . . . . . 1,350,000 2,100,000
June......................... 6.4 1,400,000 2,150,000
July . . . . . . . . . . . . . 6.2 1,500,000 2,300,000
August . . . . . . . . . 69 1,500,000 2,300,000
September . . . . . . . 2.5 1,600,000 2,450,000

”purchase monthly reporl ء , published by R. s. Rlatou A/s (Dslo)Source: ٠ 
(various is؛
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more sophisticated systems of financing. These systems 
were originahy designed to eope with the huge financial 
requirements of the construction of VLCCs and LNG 
carriers hut are increasingiy being adopted for smaller 
ships because of the proven weakness of the time charter 
in providing a secure future cash fiow in times of infiation 
and currency disequilibrium.

105. With the types of arrangements now becoming 
more common, multiple currency arrangements may be 
jncluded under which repayments have to be remitted 
in any one of a number of specified currencies. $uch 
privisions create complications for the borrower even 
where highly developed and relatively free foreign e^- 
change markets exist; in the typical developing country 
they exacerbate existing di®culties arisihg ^o m  the 
foreign exchairge restrictions which generally exist as a 
result of the severe balance-of-payments problems of such 
countries. Additionally, the landing package may take 
into account the foreign exchange earning capacity of 
the whole fieet of the borrower and, in particular, the 
currencies in which revenue is earned and obligations 
are incurred. The implication of such considerations is 
that the interest and repayments of the particular loan 
being arranged would become a first charge on the foreign 
exchange earnings of the borrower’s fieet, a situation 
whieh few central b^nks in developing countries are 
likely to find acceptable. Besides, the small fleets of 
predominantly liner tonnage of most shipowners in 
developing countries would frequently not be considered 
to provide the required fiows of foreign exchauge, either 
in size or in mix, even if exchange control regulations 
permitted the arrangement. Tastly, lenders appear to be 
giving increasing weight to the identity and experience 
of the prospective borrower as a factor in deciding 
whether or not a loan will be granted. This tendency 
increases the di^culties of a prospective borrower in a 
developing country whose financial standing and past 
commercial performance may not be known to the lender 
in a financial centre.

106. The developments which have occurred are the 
market response of the leaders to the changed situation 
which has materialized. Their response is not designed 
to be discriminatory, but the fact 1ة that it makes it ؟ rore 
difiicult for a borrbwer unknown to the lenders, with a 
small fieet and in a country with foreign exchange controls, 
now to raise money on commercial terms for constructing 
or buying bulk carriers or talkers. Normal commercial 
sources of finance are probably now e^ectively closed to 
shipowners in most developing countries except for 
purchases of conventional break-bulk liners or tramp type 
tonnage; even with these ship types similar problems may 
arise as a result of the current market situation.

107. As a consequence, the role of International 
؟ nan؟ ial institutions ة s providers of finapce to devejop 
the fieets of deveioping countries acquires inc^a؟ ipg 
importance. In this connexion, two loans by IBRD, 
nainely, of $83 million to India for the acquisition of 
six oil tankers and of $8.5 million to Indonesia for the 
rehabilitation of the inter-island fieet of the country are 
important. In the past, IBRD has not participated to a 
significant extent in the financing of m ercha^ marines.

108. At the same time as the di^cuities noted above 
have occurred, some recent developments have widened 
the sources of capital used. Recent Examples of financing 
methods which have been used to enable developing 
countries to acquire ships may be noted as signs of this

102. Dne reason for the inability of developing eoun- 
(riesas؟ whpleto achieve a r؟ te of expansion correspond- 
ing to the aim and targets of the Intbrnational Develop- 
ment Strategy is the inadequate supply of capital on 
suitable terms to meet the immense cost that such an 
expansion of shipping tonnage entails. M ost developing 
eountries rely almost entirely on the import of ships to 
establish or expand their fieets. They have, therefore, 
to meet the eapital requirements in foreign currencies, 
ip ^ o s t  cases in the face of severe balance of payments 
di®culties and of the competing demand for investment 
capital from other sectors bf their economies. Hence, the 
availability of eredit from abroad, on relatively easy terms 
and conditions, becomes a prerequisite for the expansion 
of merchant fieets of developing countries. Most of the 
available evidence, however, suggests that in recent years 
credit conditions generally have become more, rather 
than less, d i^cu lt and strict for developing countries.

103. The OECD “Upderstanding on export credits 
هو or ships” of May؟ ول6ق  limited thb use of government 
facilities for export credits for ships to cases in which 
provision is made for a maximum duration of eight 
years ؟rom vessel delivery, payment at delivery of at 
least 20 per cent, loan repayments in equal instalments 
at stated regular intervals and an interest rate of not less 
than 6 per cent. These terms are generally too onerous 
for ne^vly-established merchant fieets of developing coun- 
tries. In  Dctober 1972, OECD took action which appears 
to inhibit further the granting of credits for the bxport 
of vessels to developing countries. According to the 
signatory countries, the OECD resolution of October 
1972 is aimed at reducing and ultimately eiiruinatiug a 
)variety of governm e^ aids to shipbuildings.^^ In their 
implementation protocols to the resolution, several coun- 
tries stated that the duration of credits should he reduced 
to a maximum of seven years and th^t the minimum 
down payment should be raised to 30 per ce^ . $ome of 
the participant countries stated, however, that the terms 
of the 1969 Understanding (eight years and 20 per cent) 
sl)Oui^ apply to the export of ships to developing coun- 
tries. W ithout prei^dice to the need for action to find 
a solution to the di®culties which these policies create 
for developing countries, there are other problems arising 
from the current commercial and financial situation which 
may be ultimately more important in their adverse ejects. 
This is particularly the case where finance for the con- 
struction of bulk carriers and tankers is concerned; these 
are the types of ships to whieh developing eountries must 
increasingly turn if they are to realize their ambitions to 
expand their fieets.

104. A particular problem arises from the fact that 
the time charter, foriherly acceptable to financial insti- 
tutions as providing a steady cash fiow over the future 
^nd thus a solid basis, in association with the ship itself, 
for lending, is no longer accepted so readily. Financiers 
claim two reasons for the change, namely, the continuing 
ipfiation of major cost elements in shipping and the 
disturbances in fhe currency markets that Rave devalued 
t^e earnings of ships, which in the case of long-term 
charters have most frequently been quoted in dollars. In 
this situation, financial institutions a^e seeking to protect 
themselves more thoroughly in the future by turhing to

أم (١١٠  text of the ه £€ ه  Understanding, see The OECD 
Observer (?aris). No. 41 (August 1969), ? ٠ 12.

٠٠ Cî. Activities 1972 »■ م ء م/ءءء : Report by the Secretary-General 
(Paris, OECD), p. 38, para. 84.
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the first of similar financing arrangements in favour of 
the Compagnie nationale which would iuelude 1© LNG 
carriers with a total credit of one billion dollars.^® 
According to the same source of information, the Com- 
pagnle nationale is also planning to build 6 to 1© oil 
(a n ^ rs  of 12©,0©©-125,©©© dwt eaeh, but no specific 
finance arrangements have been announced.

112. A  29,60© dwt multi-pnrpose oil tanker was 
acquired by the ¥enezuelan ?etroleum Corporatiou from 
Italy.^^ The operation of this vessel is considered as a 
pilot projeet, the aim being to acquire sufficient tonnage 
to transport a reasonable pereentage of petroleum exports 
on Venezuelan fiag vessels. Among the alternative 
finaueffig solutions being considered for future aequisi- 
tion by Venezuela is joint venture, like the one between 
Ecuador a^d the N-Line of Japan.^®

113. The Republic of Korea, aiming to build up an 
oceangoing fieet large enough to carry one half of her 
total export-import trade, plans to turn to international 
Ranking syndicates but also to Japan for financing the 
fieet expansion project. Already, in the bilateral shipping 
agreement between the Republic of Korea and Japan, 
the latter agreed to grant a credit of $5© million over 
a period of 1© years.^®

114. ?eru has obtained from Spain’s 8ervicio T6enieo 
Commercial de Construetores N atales Espafioles a loan 
of $3© million over 11 years at 5 per cent to purchase 
six general cargo ships, ?eru also reaehed a similar 
ag؟eement with the shipyard Wartisila Ab of Turky 
(Finland) for six geueral cargo vessels of 13,?©© dwt eaeh. 
Credit and loan facilities amouffied to $31.6 million, and 
of this a cash loan of $6.3 million is to be repaid over 
13 years at 8 per cent and a credit of $ 25.3 mi lion is to 
be repaid over 12 years at 4 per cent.®°

115. These examples signify a move towards new 
sources and methods of financing. At the same time, they 
illustrate the problems whieh developing countries have 
encountered iu raisffig the large amounts of capital 
required for shipplug. For the majority of developing 
eountrles the problem of obtaining adequate eredits at 
suitable terms remains formidable.

٠® Journal de la marine marchande ءء de la navigation aérienne 
(Paris), 27 September 1973.

أم  Seatrade (€©lehester, U.K.), ٧٠!. 3, No. 5 (May 1973).
٠® See para. 109 above. See also The Rise ٠/  National Fleets, 

Economic study No. 16 (June 1973) published by H. p. Drewry 
(Sbippin^ Uonsultants) Ltd., London.

٠® Shipping and Trade News (Tokyo), 31 May 1973.
؛٠  The Rise ofNational Fleets (op. cit. ) .

more favourable trend.‘؟؛ The IBRD loans have beeu 
meffiioued above; the other examples ctted eoncern 
Ecuador, $ri Lanka, Argeffiina and India.

1©9. Ecuador has established a joint-venture tanker 
fieet with the Japanese shipping company Kawasaki 
Kisen Kaisha (K-Line) to transport petroleum from 
Ecuador’s newly-developed oil deposits. Formation of the 
shipping enterprise resulted from the Ecuadorian “Reserve 
of Cargo” Law whieh reserves half of petroleum exports 
to the couffiry’s shipping. The terms of the agreemeut 
are reported to provide for a no-interest loan to Trans- 
nave, the Ecuadorian shipping line, for the amount of 
the Ecuadorian company’s paid-؛n-share of the joiffi- 
venture’s legal eapital, with full financing of new tanker 
eoustruction to be supplied by the Japan Import-Export 
Bank. K-line will provide the training of the joint-venture 
shipping line’s administrative, technical and operating 
personnel. A similar arrangement has also been proposed 
with regard to banana carriers.

11©. For $ri Lanka a London commercial bank has 
arranged for both financing and management services in 
the acquisition of a 12,©©© dwt merchant vessel. A bank 
in the Eederal Republic of Germany has provided 
financing of 8© per cent of the vessel’s cost at 8 per cent 
interest and the London bank has arranged for the 
services of the vessel’s eaptain and chief engineer. In 
another case, the Government of $pain has recently 
granted a credit of $!©© million to Argentina for the 
construction of vessels in $pain or for the supply of 
$panish equipment for vessels constructed by shipyards 
in Argentina. In July 1972 the British Goverument 
grafted to the Government of India a^ iuterest free loan 
of £5.©4 million for the purchase of a 25©,©©© dwt DBG 
carrier to be built in the United Kingdom for the Great 
Eastern Shipping Dompany. The loan is for 25 years, 
including a seven-year graee period and is free of interest 
and service charges.

i l l .  An international group of 43 banks has granted 
a loan of $2©© million to the Uompa^rie nationale 
algérienne de navigation for 12 years to finance the 
eonstruetion of three 125,©©© cubic metres LNG carriers. 
The Export Bank of Algeria has provided a guarantee 
for the loan. $inee the cost of construction at eurrent 
prices is about $3©© million, it is estimated that the 
remaining $!©© mifiion will be covered by credit to be 
provided by the shipbuilders. This arrangement is to be

٠؛  The examples are based mainly on a reporl in Seatrade (€ol- 
Chester, U.K.), vol. 2, No. 9 (September 197ق) and on Indian Ship- 
ping: Journal o f  Indian National Shipowners’ Association (Eomba^), 
vol. XXIV, Nos. !1-12 (NovemberiDecember 1972).
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Chapter IV 

TRENDS IN SHIPBUILDING

the yearly total deliveries of new buildings has heen 
asingly prominen(؟present sidee 1960 but has become iner 

)0 the share ؛d (ha؟t؟؟in the last few years, and It is exp 
increased ؟tanker tonnage in new deliveries will he furtive 

in the ne^t few years. This will be the result of the massive 
new orders for tankers. Between 1 November 197^ and 

31 October 1973 the order book for tankers Inereased 
hy 89.6 mi(lion dw t.^  It is worth noting that the (let 

r book Juring this؟idereasing in the total world ord 
ipillion dwt, hecause of 87.بم particular period has been 

a reduction in the order book for other than tanker 
tonnage hy about 2.2 million dwt (see table 15). In faet 
tankers aeeounted for 80.8 per cent of the total order 

73, but new orders for tank-ؤل book at the end of October 
)0 ers were sharply redueed during the last two months 

t, because of؟xcluded th؟ may not be 1؛ the year and 
new developments during this quarter in the tanker 

d may؟freight markets, a number pf prders already plac 
he cancelled. At the end of 1973 tankers on order and 
under construetion aggregated 178.8 million Jwt, an 
inerease of 79 million dwt compared with 99.8 million dwt

at 31 December 1972قةم
119. With the productive eapaeity of the world ship- 

building industry constantly expanding and with the 
world shipyards fully booked for at least the ne^t three

Fairplay International ؛٠ plement 
.,72) and ibid23) 3 ول November؛

 Order: Sui »٠ World Ships ءء
Shipping Journal (London), No.
No. 32 (29 November t973).

 Order, End June 1973, supplement to Tfw Motor »٠ Ships ءء
Ship (Lbndon), July t973, and Ships on Order, End December 
1973, supplement to The Motor Ship (London), January 1974.

A. General developments

116. The world’s shipyards delivered an estimated
52.6 million dwt of new buildings of all types of vessels 
during 1973. This tonnage exceeded the total of new 
buildings delivered in 1972 by ahout 10 million dwt and 
it represents the highest level of new tonnage d؟l؟؟ red 
in any year. Table 25 shows the ye؟ r-to-year addhions 
to thف h ipp ing  eapaeity on the hasis of new builjipgs 
delivered over ؛he period 1964-1973. Because of the high 
volume of vessels currently on order, deliveries of new 
huildings in 1974 and 1975 are expected tp exceed 
substantially those of 1973 which was a record year.

117. It can be observed from tahle 25 that the greatest 
proportion of the total deliveries of new buildings each 
^ear comprises tankers, whieh accounted for 185 ships 
 million dwt in 1973 as eompared with 125 قotallhg 8؛
ships aggregating 20.1 million dwt in 19 ث2م  Total deliv- 
eries of eombined earriers in 1973 were 55 ships aggregat- 
ing 8.3 million dwt as compared with 50 ships totalling
7.8 million dwt in 197^. It was the hrst year since 1969 
that a slowdown in deliveries of combined earriers 
oecurred. Deliveries of hulk earriers (ineluding ore 
carriers) in 1973 aecounted for 215 ships totalling 9.3 mil- 
lion dwt as compared with 243 ships totalling 9.2 million 
dwt in 1972. Finally, deliveries of other ships in 1973 
amounted to 700 ships aggregating 7 million dwt, as 
compared with 684 ships totalling 6.8 million dwt in 
1972.

118. The trend towards the domination of tankers 
and dry hulk earriers (including combined carriers) in

Table 25
Deliveries of new buildings, 1964-1973

(In thousand dwt)

Total

dwtNumber

Other ships^Bulk carriers^ 
(inch ore carriers)

Combined carriers ٠Tankers^

dwtNumberdwtNumberdwtNumberdwtNumberYear

© 193  
16 716 
19 317

26 514 
30412 
35 834 
39 773 
44 280 
52 600

521

ة أ
961

1020
1064
1049
1080
1102
1155

2 456 
1900 
2111 
4 076 
4 800 
6 000 
6120

6 759
7 000

463
581

716

684
700

؛ا
9179  

300  9

70
159
179

249
200
©5
214 
243
215

523
631

3قثة
720  2 
028  2

634  5 
774  7 
300  8

32
23
30
42
50
55

10 34? 
7 967 

11097

20122 
20 397

28 000

Source: Fearnley and Egers Chartering Co. Ltd., Review, 1973 (Oslo), p .  .tahle 4 ,و
.Vessels over 10,000 dwt ء
٠ All seagoing eargo carrying vessels over 1,000 grt.
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122. In addition to uncertainties as to the expected 
level of future newbuilding orders, the shipbuilding 
industry faces other fundanrental problems. These pro- 
blems are:

(a) ?roviding shipbuilding ways to accommodate the 
ever increasing size of large tankers, now contemplated 
in the 1 million dwt range;

 roviding for the new technologies associated? (ء)
with the large sized vessels and with the development of 
new vessel types, like liquid gas carriers and high speed 
container ships;

(c) Increasing shipbuilding productivity to counteract 
the escalating cost of input factors, e.g. higher wage rates, 
increased prices of steel;

(d) €reating appropriate organizational arrangements 
to provide requisite hnancing, marketing, servicing and 
production facilities.

123. The long-term prospects for the shipbuilding 
industry also depend on a nhmber of other factors, the 
outcome of which is still uncertain and which are, 
therefore, difiicult to evaluate. One major factor is the 
present world monetary di®cuiti؟s and the upcertainty 
^vith regard to the outcome of the di؛؛؛ussion؛ and 
negotiations an a new monetary system, ?requent fiuc- 
tuations in exchange rates create problems for both the 
shipyards and the shipowners. On the other hand, aids 
and/or subsidies, being extensively used by ؟ !most all 
important shipbuilding countries in the world,/® tend to 
become a dominant factor in the eeonomics of the world 
shipbuilding industry.

B. Particular developments type of vessel

1. B u l k  carg o  vessels

(a) Tankers
124. Except for a mid-summer luh in 19/2, the world 

order book has been dominated by the rapidly increasing 
volume of tankers on order. In one quarter alone, June 
to September 1973, the share of tankers in the total 
order book rose from 71 to 73.5 per cent, at the expense 
of all other types of vessels, except liquihed gas carriers. 
M ost of the tanker tonnage on order is in the size group 
of 100,000 grt and above, and the number on ordpr at 
the end of September 1973 stood at 445 ships.؟؟ It is 
signihcant thaf there is a rapid increase in demapd for 
tanker؟ of 400,000 dwt, although the hrst vessel of such 
a size has only very recently been delivered and there 
is, therefore, only little experience of the performance 
of tankers of this size. At th ة  end of June 1973, 24 tankers 
of more than 400,000 dwt were on order, and this number 
rose to 36 ships during the third quarter of the year.؟® 
Thus the trend towards the buildfng of ¥ L € € ’s con- 
tinues, despite widespread predietions of their over- 
supply by the mid-1970s, their increased building and 
operating costs, particularly insurance eosts associated

to four years, fears are once again expressed that the 
il exceed the new building require-؟rate of output may w 
Prospects have open looked like .1974-19^5؟؟ ments by 

this also in the past, but equally often developments 
d not to move according to forecasts. It appears؟prov 

that in recent years trends in actual tonnage re q u ir^ en ts 
e support to those who planped the ship-؟^aye given mo 

building capacity with optimism than to the conserva- 
tives. It remains to be seen whether this will happen again
in the next few years.

120. It may be seen from table 26 that the various 
estimations of the total world demand for tonnage in 

d 1980 greatly diPer from each otlrer, the Japanese19/5؟ a 
estimations being the most optimistic. The shipbuilding 
capacity required to produce the tonnage each year 
needed to meet these forecasts varies even more markedly 
than the forecasted tonnage requirements, from a 
apacity of over 30 million grt to reach the Japanese؟ 

forecast to one of only about 10 million grt to reach 
the EEC forecast. $ince capacity at prcseut is about 

25 million grt, and is increasing each year, all forecasts 
imply an over-capacity of the world shipbuilding industry 

 by 1975, particularly with regard to tinker tonnage. ؟٠
The foreseen over-capacity, however, varies from 10 per 
cent in the case of the Japanese estimations to 30 per cent 

ons by the Association of ^ e s t؟(in the case of the estima
European Shipbuilders؟؟.

T a b l e  26 
Forecast of world shipping

1975

(in million grt)

440
400

381
360
337

361

Japan Shipbuilders Association . .  318
£uro-£conon؛ics ...........................  287
Lambert Bros.................................... 28?
Association of West European

Shipbuilders ...............................  275
M a ^ a r d ? .K € ................................ 270
EE€  (Macro) . . . . . . . . . . . . . . . .  266
Mean of these estimates . . . . . . . .  284
Booz-Allen and Hamilton . . . . . .  274

Source: “ World shipping demand and shipbniiding capacity” , / ءم. ؛■ءء .

/أ1م  From the p o i^  of view of the shipping industry 
a limited degree of over-capacity in the world ship- 
building industry could be regarded favourably siuce it 
^ould  be expected to stimulafe competition and ensure 
that ship building prices are cost oriehted. Seen from this 
angle, the basic lon^-term problem facing the world 
shipbuilding and shipping industries is now to prevent 
any particular country or group of countries from mono- 
polizing the market.

؛٠  In ibis connexion reference is made to Shipbuilding Credits 
and Government Aid, Economic stud̂  ̂ No. 13 (Eebruaty 1973), 
published by H. p. Drewr^ (Shipping Gonsultants) Ltd., Eondon.

Lloyd’s Register ٠/  Shipping: Merchant Shipbuilding Return 
/ ٠٢ Third Quarter, 1973 (London).

.The “Olobtik Tckyo”, 483,664 dwt ؟؟
Lloyd’s Register o ءء f  Shipping: Merchant Shpbuilding Return... 

(op. cit.) for second and third Quarters of 1973.

1972 ,is connexion, see also OECD, Maritime Transport؛،In t م ءء

tts on shipbuilding and ship-؛See o . Onarheim, “Some tboqg ؛٠ 
lo), ^ol. 29, No. 8 в  (4 May0؛) pmg ’̂, Normgian Shipping News

arty on Shipbuilding of OECD has؟ Working ٠٠^ The ad ءء 
stimated the world’s production capacity of the shipbuilding؟ 

22 (,4 Trade News (Tokyo،؛^ industry at _40 million grt (Shipping
(.August D73
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(b) Dry bulk carriers and combined carriers ءء

128. During 1972 deliveries of newly builf dry bulk 
carriers and combined carriers were at record levels and 
for tire first two quarters of 1973 tire tonuage of bulk 
carriers (Including eombined carriers) under construction 
remained at a level similar to the average for 1972, 
thongh higher than for the last quarter of 1972. At 
3© September 1973, 7.13 million ^rt of bulk carriers 
were under construction as compared with 7.97 mfilion 
grt at the end of 1972. However, 6.44 million grt of this 
category of vessels were completed during the nine 
months ending 3© September !973 as eompared with 
6.98 million grt for the corresponding period of 1972.

129. The total order book for bulk carriers and 
combiued carriers remained practically unchanged durffig 
the 12-moffih period ending 3© September 1973, 
e.g. 18.7 million grt as compared with 18.8 million grt 
a t the eorrespondffig date in 1972. An upsurge iu the 
total orders for bulk carriers and combffied carriers which 
was recorded in the first quarter of 1973 (increased by
1.7 million grt) has been only of temporary character. 
The downward trend in the level of total orders for bulk 
and combined earrlers, whieh started after the first 
quarter of 1971 when the total orders for these types 
bf vessels stood at 27.3 million grt, the highest level ever 
reeorded, has continued. The downward trend is most 
marked in the case of orders for eombined carriers. Eor 
example, between the end ؟ f  March and th؟  end of 
September 1973, the level of the total order book for 
bulk/oil carriers declined from 8.7 million grt to 7 million 
grt whereas in the same period the level of order book 
^ r  dry bulk carriers increased from 11.4 million grt to
11.7 million grt.

13©. The growth of the dry bulk earrier fieet during 
the last decade has been the result of absorbing the large 
growth in dry bulk cargo trades (notably iron ore) as 
well as replacing other vessel types, like shelterdeekers, 
formerly used in the dry bulk trades. The vessel-type 
replacement process is now substantially comple(ed. 
Hence the future expansiou of the dry bulk carrier fieet 
will be based on world trade growth ط  dry bulk com- 
modlties and the use of bulk carriers for the transport of 
commodities which have traditionally used liner-type 
vessels, e.g. the ocean transport of automobiles.

131. There appears to he a eonfiict of views regardiug 
the future demand for bulk/oil vessels. Some observers 
feel that it was ouly because of the extremely low building 
prices for vessels in the 196©s that there was a boom in 
the construction of eombined carriers. ©th؟rs feel that 
as the port faeillties for handling dry bulk eargoes expand؛ 
eombihed operations involving the transport of oil and 
dry bul^ eargoes will become^ basie feature in the major 
trades and a decisive means for keeping freight costs low. 
Eiually, there are those who are in favour of “liquidizing” 
dry cargoes such as iron ore, ؟ oal and suiphnr and 
tr؛!nsporting them in liquid form.®؟ A necessary corollary 
of this new developmeffi is that SLURP (slurried dry 
cargoes petroleum) ships would supersede bulk/oil car- 
riers and that this new type of vessel would grow to the 
same upper size limit as the supertanker.

with the series of explosious experieueed by ¥ L € € ’s in 
receffi years, aud the limited number of ports eapahle of 
accommodating fully-laden VLCC’s.

125. There appears to be a number of factors that 
have encouraged the demand for tankers over 4©©,©©© 
dwt.®° !n the first place, it has become clear that Enroport 
will be able to accommodate vessels of 75-76 ft. 
draught as a result of a revision of its dredging pro- 
gramme, and that the United States of America p!ans 
to establish central terminal stations for ULCCs at 
Eahamas and elsewhere.®؛ Secondly, teehnologieal ad- 
vanees have made possible the construction of “restrieted 
draught tankers”, i.e., tankers of the size group of 
4©©-425,©©© dwt with 72-73 ft. instead of 76 ft. draught 
or tankers of 475,©©© dwt with 82 ft. instead of 92 ft. 
draught, for example, the “Globtik To^yo” (483,664 
dwt).®^ According to press reports, the USSR is also 
building a 37©,©©© dwt tanker which in spite of her size 
will be able to call at most ports of the world.®®

126. In the light of the rapid growth of the world oil 
trade in the past decade, a computation has been made 
to estimate what would have been the present and future 
structure of the tanker fieet had the development of 
VLCC’s not taken place. If the average size of tankers 
had remained unchanged, the tanker fleet of 1976 would 
number about 11,©©© vessels instead of 3,7©© vessels as 
currently projected. Tbe repercussions which this much 
larger fleet would have had on such factors as manning 
requirements, crew costs and vessel traffic congestion in 
restrieted waterways are evident.®^

127. Tankers in the category of up to 15©,©©© dwt 
also featured quite prominently in the world order boo^؟ 
in 1972 and 1973 in terms of both numbers and tonnage.®؟ 
At the end of Detober 1973, 936 tankers of 52.6 million 
dwt were on order as compared with 66© ships of 25.3 
million dwt at the corresponding date in 1972. As a 
result the share of tankers of up to 15©,©©© dwt in the 
world order book inereased from 14.8 per cent in Detober 
1972 to 2©.4 per eent at the end of Detober 1973. There 
are no data available to show how this tonnage is dis- 
tributed by groups of sizes. It appears, however, that 
the greater part belongs to the upper half of this category 
and more particularly to the size group betweeu 75,©©© 
and 9 ة©©,©  dwt, which are to be used as secondary 
carriers for the distribution o f crude oil from central 
terminal stations for ULCCs.

Lloyd’s Register o ءء f  Shipping: Merchant Shipbuilding Return. . .  
(op. cit.j fcr first, second and third qnarters of 1972 and 1973.

ء  For a farther discussion on the subject, see The maritime أ
transport ٠/ ■؛٢٠ « ore: Report by the UNC'TAD secretariat (United 
Nations publication, $aاeة No. ?.74.II.D.4), paras. 79-85 and20!-9 ها .

 Ho^^ever, the first order for a 707,000 dwt tanker by Ulobtik ءء
Tankers Ltd., was caneefied ( مر«سم«ه /  de la marine marchande ءء 
ء'ءسممحه««ء la navigation ،ءا  (Paris), 55th year. No. 2795 (12 3uly 1973).

ء؛ _ “Demand for 400,000 dwt ULCCs displaying rapid increase”, 
in Zosen (Tokyo), vok NV(II, No. 6 (September 1973), pp. 16-17 
a؟ d p. 25. The increasing demand for ULCCs prompted the ship- 
ping department of (he Japanese Ministry of Transport to start 
preparing demand estimates ^ r  vessel of that size from 1980^01985. 
The estimate would form the basis for the Ministry’s action on 
giant shipyard construction plans o f major Japanese shipbuilders 
(Shipping مح«ه Trade News (Tokyo), 3 August 1973).

£ Les pétroliers trapus”. Journal de la marine marchande“ ءء ؛مح £ 
la navigation aérienne (Paris), 55th year. No. 2809 (18 October 
1973), p. 2639.

 ,Fairplay International Shipping Journal (London), vol. 240 ءء
No. 4702 (4 October 1973), p. 29, where a report by the No^osti 
Press Agency is cited.

^ John I. Jacobs and Co. Ltd., World Tanker Fleet *ء £ £؛١٧  
(London), 31 December 1971.

؛٠ order: Supplement »٠ World ships ءء  Fairplay International 
Shipping Journal (London), No. 33 (23 Novembér 1972) and ibid.. 
No. 37 (29 November 1973).
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The ordering of new dry cargo vessels and unit load system 
vessels together has continued to slow down. At the end 
of Oetober 19?^, there were on order 1,048 general dry 
cargo vessels o f? .?  million dwt, a reduction o f  2.1 niillion 
dwt from a year earliei:. €om ain؟r ships on order a.t 
the ahove date totalled 170 of 3.2 million dwt, a 12-month 
reduction of 1 million dwt.®® By the end of July 1973, 
only 31.22 per cent of the number of vessels on order 
he^nged to this category of vessels.®®

134. Jn the 12-month period ending 30 ^eptemher 
1973, the following changes occurred with regard to 
general cargo vessels on order, under eonstruetion and 
delivered (in million grt).؟°

September
1973

0.8

 Fairplay International ٠) World ships on order: Supplement ءء
Shipping Journal (London), No. 33 (^3 Noveniber 1972).

ءء /ءه-ممح , No. 36 (23 August 1973).
٦٠ Lloyd's Register ٠/  Shipping; Merchant Shipbuilding Return. . .  

(op. cit.) for tbbd quarters of (972 and 1973 (sbips of more tban
2,000 grt only are Included (n tbe data).

٦، See paras. 225-232 below.
؟ء  Data d؟؟!ved fro!؟  Lloyd’s Register ٠/  Shipping: Merchant 

Shipbuilding Return... (op. ء'،ء.ر , various Issbes.
؟أ  L lo y d ’s  R egister o f  Shipping: M erchant Shipbuilding R e tu r n .. .  

(op ءء.؛'ر , eorresponding issues.
٦٠ Seatrade (Gokbester, U.K.), vol. 3, No. 9 (September 1973).

2 . G e n e r a l  c a r g o  a n d  u n it  l o a d  s y s t e m  v essels

13^. In terms of tonnage, general eargo vessels are 
far overshadowed by the tanker and dry bulk Carrie؟ 
fleets and the share of these types of vessels in the tp؟al 
world shipbuilding aetivity is steadily dipiinishing. ¥ ؟ t 
in terms flf numbers of vessels, the general eargo vessels 
are very important to shipbuilders.

Table 27 
delivered worldwide, 1967-1971

Sentember
1972

Total on order . . . . . . . . . .  6.5
Under eonstruction . . . . . .  4.0
Delivered...............................  1.1

Thousands
o fdw t

Number
ofvessels

135. Jt ean he seen that between 1967 and 1971, 
3 2 ه  unit load system vessels of ahout 3 million dwt were 
delivered. Similar information for subsequent years is 
not available. If one considers the enormous impact 
which unit load system vessels (container ships, harge 
carriers and Ro/Ro vessels) have had on shipping,؟  ̂ the 
size of this fleet is sup^singly small. Because of their 
high average speed and fast turnaround, the potential 
carrying capacity of these vessels far exceeds that of a 
similar tonnage of traditional liner vessels. It should be 
noted, howevC, that in addition 407 semi-eontainer ships 
of abom 4 million dwt were included in the liner vessel 
category.

136. Since the late 1960s the fully cellular eontainer 
vessel has heen the main typ؟  of unit load system vessels 
being built. Available data indicate, however, that the 
eontainer ship building hoom is largely over. The tonnage 
of eontainer vessels on order or under contruction at 
30 September 1973 stpod at one n؟illion grt as against:
1.6 p illion  g؟t at 31 December 1972; 2 3  million grt at ث
30 June 1972; 2.9 million grt at 31 December 1971;
3.2 million grt at 30 June 1971; 3.2 million grt at 31 
December 1970; 3.0 million grt a t 30 June 1970; and
2.9 million grt at 31 December 1969ق؟م

M o؟eover, the sharp o ( to؟ n؟؛ge of co^ainer-ships on 
order in (he total order book for general eargo vessels 
dropped from a high of 40.2 per cent at the end of March 
1972 (o pn(y 17.8 per eent a( the end of September 

ا973ءلام  This implies that a t the present time r^atively 
greater flexihflity is being shown by shipowners in 
connexion with their orders for general cargo vessels.

137. Dther unit load carriers appear to he attracting 
an increasing interest in cer(am major trades. For example, 
according to  press reports ؟٠  there is a growing awarefless

General cargo vessel

Liner-deep sea
Conventional ...............................  392

. . . . . . . . . . . . . .  238

S u b - t o t a l . . . . . . . . . . . . . . . . . .  639

Liner-short sea
Conventional ...............................  218
Semi-container . . . . . . . . . . . . . .  169

Sub- t o t a l . . . . . . . . . . . . . . . . . .  387
Total liners .......................................  1,917

Specialized . . . . . . . . . . . . . . . . . . . .  397
Total general cargo vessels 2,513

U nit lo ad  b y  steam vessels 
Container sbips/barge earriers

Container sbips ...........................  199
Barge c arr i er s . . . . . . . . . . . . . . . .  8

T o ta l............................................ 1(7
Sbort-sea container and Ro/Ro

Total unit load system vesseis . ٠ 392
Tota! general eargo vesseis and unit 

load sbips . . . . . . . . . . . . . . . . . . . .  2,815

as per eent o l all vessels . . . . . . . .  (51%)
Total: All VESSELS 5,516

3,142

7,735

994

9,564
8,965
1,684

19,313

,؛196

,؛372

578
,؛959

(14%)
157,993

3, No. 4630Source: Fairplay International Shipping Journal (London), vol. : 
M ^ل) ay 1972).

133. Between 1967 and 1971, 5,516 vessels of all 
types, totalling 157 million dwt, were delivered to the 
world shipping fleet (see tahle 27). Of this total, 2,815 
vesse(s (51 per eent of total deliveHes) were general cargo 
vessels and unit load systpm ships. The tonnage of these 
groups of ships was 22.3 millidn dwt, equal to ahout 
14 pe؟ cent of all delivered tonnage and was composed 
as follows:

ة»,ء:س
9.564.999
1.684.999

19.313.999
2.959.999

22,263,مس

Vessels ٠/

Tramp ...........................................  1,189
Liner ................................................ 1,917
$pee i abzed. . . . . . . . . . . . . . . . . . . .  397
Tctal general eargn ٠. .  ٠. . . . . . . .  2,513
Unit lead system ships . . . . . . . .  392

T o ta ls.......................  2,815
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1972, it is estimated that there will be about 27 barge 
carrying vessels in operation by the end of 1974. It is 

interesting to note that ou) of 69 fpll co^taiuer-ships ؟als 
tion or on 0)der in mid-1973 only 27 appehr؟stru؟o؟ un^er 

to be designed to operate in trans-oceanic routes. T^^elve 
were designed to carry 1,000 or more contaiuers ؟of thes 

of 774 container capacity. ؟r^  hile the remaining 15 w؟
A more detailed picture of the type composition of unit 

1973 load systems tonnage on order at the end of June
.28 is provided in table

T a b l e  :

on order at mid-1973Unit load system

NumberType o f  vessel

Full container-ships 69
Bulk container-ships . . . . . . . . . . . .  ^9
Container/part refrigerated ships . .  44
Container/trailer s h i p s . . . . . . . . . . . .  58
Part container-ships 393
Bulk-^ehicle carriers . . . . . . . . . . . .  3?
¥ehiele carriers ...............................  28
Barge carriers ...................................  10
Container-bargeearriers . . . . . . . .  4
Pallet^essels ...................................  1

Source: Compiled from  World Ships on Order: Supplement to Fairplay /« ?،؛٢ - 
national Shipping Journal (London), No. 36 (23 August 1973).

.Including 23 container-ships with container capacity between 50 and 266 units ء
Garrying from a minimum o رأ f 72 to  a maximum o f 465 containers. Presumably 

a t least p^rt o f the vessels classihed by the source under this category are what are 
usually Called multi-purpose vessels.

3. O ther  vessels

(a) Liquified gas carriers ؟ء

143. Although the seaborne t^anspoLt of liquihed gas 
started between Algeria and the United Kingdom in 
1964, the growth of the liquid gas carrier fieet was small 
iu the subsequent years, bu t it has accelerated in the 
last few years. The majority 0؟  the vessels built between 
1967 and 1971 were liquified petroleum gas (LPG) 
carriers, as shown below:

Gas carriers delivered. 1967-1971 ؟آ

Number o f  vessels Total dwt

L?G carriers . . . 99 929,000
LNG carriers . . . . . . . . . . . .  11 227,000

T o t a l  110 1,156,000

Subsequently, however, considerable impetus has been 
given 0آ  the enlargement of the liquid gas carrier ^eet, 
largely on account of the expe؟ted energy supply problems 
of thb United States of America and Japan.

ءآ  The term “liquified gas carriers” refers to ؟hips capable of  
transporting liqu)d nature gas (LNG) or !iqui^ petrolëum ؟ as  
(LPU) or Other similar hydrocarbon and chemical produets which 
are all carried at pressures greater than atmosphere or a) sub- 
ambient temperatufe or a combination of both. A  description ٨٢ 
the main types of gas arriers is contained in Review ofmaritime 
1971 , ممء-ء ه-اء«ا  (op. ،؛■،؛.), para. 92.

ء مر،«-اء Fairplay International Shipping آ ا«  (London), vol. 243, 
No. 463© (18 May 1972).

in Aust^uliun t^udes thut ط  the long huuls ffom South- 
West Pucific, the foll-on/Loll-olf concept has pLoved its 
superioLity OVCL the cellular container ship. The Austm- 
lia/Japan trade is one of the few major trades in the world 
where the roll-on/roll-off vessel and the cellular container- 
ship have come into direct competition, and the result 
is reported to  have been overwhelmingly in favour of 
the roll-on/roll-olf system. As the use of alternative unit 
load systems expands in other trades in which container- 
ships have already been in operation for some time, more 
experience will be gained with regard to the relative 
suitability of the different systems so far as satisfying 
the particular transport requirements of each trade 
is concerned.

138. In the N orth Atlantic trades, for example, roll- 
on/roll-off vessels, bnlk contain؟rs-ships, and barge 
carrying vessels are 11؟  currently offering their particular 
services to the trade in addition to full container vessels. 
Also In the trades from United States ports to Japan—Par 
Past, full containers-ships, break-bulk/c؟llular ships, 
barge carrying vessels and roll-on/rol)-؟ R vessels are 
already prbsent. With the exception of barge carrying 
vessels, a similar composition of the supply of tonnage 
Is found in the trades between Purope and Australia 
($outh Pacific) and in the trades between N orth and 
$outh Pacific.

139. According to press reports ؟؟ the Containers’ 
Committee R p o r t  to the Internationa) Union of Marine 
Insurance annual conference held in September 1973 in 
Venice expressed serious concern over certain aspects of 
container vessels. One of the major points of concern 
relates to the vibration problems experienced by new 
high-speed container-ships. Apparently the underwriters 
are Governed because, for commercial reasons, these 
vessels may not be operated at the slower speeds necessary 
to reduce Vibration £nd this in turn may lead to increased 
risks aud correspondingly higher premiums.

140. At the end of 1973, however, the high speed 
vessels were generally being operated at speeds well 
beiow the desi^red service speeds in order to save fuel. 
If bunker fuel continues to be much more expensive 
than in the past the practice of operating f؟ st ships at 
below ح eir maximum speeds may be maintained. Uther 
points were also raised at the Conference. It was said 
that on feeder services the small feeder vessel performing 
the final 200-300 miles of the voyage presents a greater 
hazard to the cargo insurer than the container-ship 
making the ocean crossing. Crane damage incidents were 
reported to have occurred rather frequently o؟r barge 
carrying vessels. These situations also may le؛id to 
Increased insurance premiums and hence increased total 
transport costs.

141. The current trend in shipbuilding with regard 
to unit load vessels is apparently to provide for more 
fiexible and diversified tonnage. It is suggested iu some 
press reports that the fear of over tonnaging ط  certain 
major trades is one factor favه urinلإ  the trend towards 
fie^ibility in new unit load vessels, since this would help 
operators to seek alternative employment for their vessels 
if necessary.

142. In the light of these observations it is useful to 
note that some 40 deep-sea roll-on/roli-0^  vessels are 
curre^ly  in operation or under construction. Also, bRsed 
on existing tonnage and tonnage on order by the end of

“Lloyd’s Lis،” (Lo:،dou), 27 September 1973.
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Liquid gas carriers: type and capacity analysis, January 1973

TotalLPGIoil.etc.InsulatedSemi-refrigerated

Cubic
metresNumber

Cubic
metres

Cubic
metres NumberNumber

Cubic
Number metres

Cubic
metresNumber

Pressurized

Cubic
metresNumber

Cargo capacity 

(cubic‘metres)

79,406

i,605,000

3,407,956

36

i04

4ق4

3,142

1,132

13,182 10

32

60

116,321 
1,500 

176,888 
6 16,600

16 112,004
1 5,000

27 380,967

10,064

9,510

22,439

38,733

5,123 3
5,000 -

3,300 -

5,145 -

5,748 1

2,920 -

4

20

أ ؤ
4 49,314

17 474,226
6 188,195

16 721,334

8 568,030
16 1,237,980

0,300 -

47,424250,109
40,081

218,000
450,000

188,195
423,801
313,600
350,030
787,980

14

10

1,605,000 -

Up to 499 . . . . . . . . . . . . . .

1.000-1,999 . . . . . . . . . . . .  44

2.000-4,999 . . . . . . . . . . . .  11

-  .٠ ٠ . . . .٠. .٠ . 10,000-19,999

- . . . . . . . . . . . . 20,000-39,999

- . . . . . . . . . . . . 40,000-59,999

60,000-99,999 . . . . . . . . . . . .  -

100,000 and over . . . . . . . . . .  —

50
131,736553,532 23

2,100,081 -9,775
1,492,6

22
105 307,094

7 18,100
Total delivered . . . . . . . . . . . ٠  162 154,630
Total on o rd er .........................  — —

2,782,463 34 2,653,613 23 131,736 419 6,047,636T o t a l  162 1 54,630 112 325,194

 Co. L(<،., London.by H. Clarkson a ا
i/essels ©أل order.

Source: Liquid Gas Carrier Register, 1973, compiled 
N o t e . $eco^d line o f figures in each case refers ^o ■

consuming countries, example, in the N orth Sea. It 
is too early, however, to assess the impact these diseoveries 
may have on the future ueeds for LNG carriers.

(b) Vehicle carriers ؟و

146. Vehicle carriers are speciheally built or converted 
bui^ carriers with movabie car decks. Tlrey oRen oarry 
a cargo of cars in one direction and such bulk cargoes 
as graiu, iron ore, coal or forest produets on the return 
trip. The vehrcle carrier fleet has grown rapidly in recent 
years, partieuiarly in 1970 and 1971. These vessels are 
now the major method of transporting assembled vehicles 
for export. Average vessel carrying capacity has increased 
from about 1,^00 cars for vessels entering serviee in 1969 
to about 7,000 cars for those completed iu 1971, with 
the largest vessels capable of carrying about 3,500 cars.

vessel(c) Push-b

147. The commissiou of the flrst ocean-going push- 
barge vessel of 23,000 grt, co^istiug of a barge wilhout 
engine aud a push-tug, built by the Ereuch eompany 
Union Navale, may constitute a starting point for future 
developments in th؟  fleld of ocean transport. The barge 
has a capacity of 27,000 cubic metres while the push-tug 
has a pdwer of 5,800 h.p.؟®

ءأ  “Vehicle carriers”, as defined, are vesseis designed to carry 
cars witfi (oading otlrer than hy roll-؟ n ramps and are an alternative 
to the roll^on car carriers. Cf. United Kingdom, National Ports 
Connefi, National Ports ء««ء م ،■/ Bulletin (London), No. 2 (Summer 
1972), p. 32.

؟ء  Journal de /،؛ marine marchande et de la navigation aérienne 
(Paris), 55th year. No. 2787 (17 May 1973).

144. Recent emphasis has been focused ou the LNG 
carriers, whieh are geueraily larger than the LEG earriers. 
LNG carriers are among Ihe most elaborate and costly 
of existing mercbant vessel types, the larger size LNG 
carriers béing priced at 50 to 75 million dollars each. 
Liquide gas earriers also require expensive terminal 
facilities. €urreutly, ships of 125,000 cubie metres 
capacity are under construction, particularly iu France, 
the United States of America and Japan. It is worth 
noting in this connexion that only in May 1973 was the 
flrst order for a LNG earrier placed with Japanese 
builders. Vet, by the end of June 1973, Japan aeeounted 
for 0.5 million grt of the 3 million grt of the total world 
order book for this type of vessel. Further advauees are 
foreseen regarding the upper size of LN G  carriers, aud
200,000 cubic metres capacity or even grea^r bave been 
considered even before a vessel of 100,000 cubic metres 
has been built.

145. Advances have been rapid with regard both to 
the total tonnage of liquifled gas earriers in existence 
and on order and to the size of the vessels. The type 
and size composition of the existing fleet and tonnage 
on order at tile beginning of 1973 are shown in table 29. 
Retween mid-1972 and mid-1973, the level of total orders 
for liquifled gas earriers inereased from 1.9 million grt 
to 3 million grt. A t mid-1973, LNG earriers accounted 
for ahout 60 per cent of the number, and for about 80 
per ceut of the tonuage, of liquifled gas carriers on order. 
Eresumably, the current energy situation in the industrial 
couffiries, together with the development of new sources 
of supply of natural gas—e.g. iu Iran, ludonesia, and 
Algeria—boosted the demand this type of vessel

 table 30). Recently, new sources of supply of liquifled ؛
have beeu located at relatively short distances from



will be employed

Table 30
orders, June 1973, and trades in which newFirm LNG

TradeDelivery
Capacity 

(cubic metres)

Abu D habi-Japan

Brunei -  Japan 
Brunei-Japan  
Brunei -  Japan 
Algeria-France

Brunei - .

Abu D hahi-Japan
Algeria -  United States of Amer^a (£1 Paso) 
Algeria -  United Btates of Anreriea (El Paso) 
Brunei-Japan  
Brunei -  Japan 
Brunei-Japan

Abu Dbabi -  Japan

Algeria -  United $tates of Ainerica (£1 Paso) 
Aigeria -  Unhed States of Anrerica (El Paso) 
Algeria -  United states of Ameriea (El Paso) 
Algeria -  United States of Anieriea (El Paso) 
Algeria -  United States of Anrerica (El Paso)

Algeria -  United $tates of Ameriea (El Paso) 
Algeria -  United Btates o f America (El Paso) 
Abu D babi-Japan
Algeria -  United States o f Ameriea (Eascogas) 
Algeria -  United States of America (Eascogas)

(of America (Eascogas ؛A lgeria-U n ited ؛

973

973
973
973
973

974
974
974
974
974
974

975
975
975

975

976

976

976
976
976
976
976
976

977
977
977
977
977
977
977
977

1978
C u m u l a t iv e  t o t a l

87.000
29.000

75.0س
75,س

75.000
40.000

381,000
87,000

29,س
75,س
35,0س

35.000
120.000
381.000
125.000
125.000 

125,س
75.000
75.000
75.000

600.000
125.000 

125,0س
125.000

120,س
120.000
125.000
125.000 

 125,س0
125,س

125.000

240,000,
125.000
125.000

120,س
125.000
125.000
125.000
125.000
125.000
995.000
125.000 

,ا722,س

IS, Economic study No. 17 (July 1973) published by H . p. DrewryNatural I ء،،محءمء Source: World Trade in ه؛
.(Shipping €onsu l«n ts) Ltd., Loudon

ships and 46.5 per cent for steamships. Fur pnrpuses of 
eomparison, it may he noted that in September 1972, 
out of a totai of 1,969 ships under construction, there 
were 1,829 motorships whieh in terms of tonnage ac- 
qounted for 54 per cent of the total.®° The slight reduction 
in the share of motorships in the total tonnage from 
1972 to 197؟ ean be explained hy the great inerease in 
the share of ULCC tankers in the total order book 
during this period.

؟٠  Lloyd’s Register ofshipping: Merchant Shipbuilding Return. . . 
(op. ء'،رمء , for (be (bird quarters of 1972 and 1 7 .ق3

С. Trends in propulsion

148. The world merchant fleet in mid-1973 was 
virtually emirely composed of steamships and mcjtor- 
ships. Steam ship are n^ostiy powe؟ed by steam tu؟bines. 
A ؛elatively small number df vessels ar؟  powered by gas 
turhines and there are only three vessels in eommission 
powered hy nuelear flred hoiler installation.

149. The grat majority of the ^؟ ssels u؟ der construe- 
tion at the end of Sptem ber 1973, (^at is 2,©29 ships 
out of a total of 2,157, were motorships. However, in 
terms of tonnage the ratio was 53.5 per cent for motor
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be used instead of steam-turbine engines, wben the total 
power needed is applied to two or more screws.®؟

154. It appears that ourrent technological develop- 
ments in the propulsion of ships mean, at least wifh 
regard to certain types and sizes of vessels, that the 
s؟le؟ tion of main propulsion machinery now ranges from 
all the standard fdrms of steam-turhines, slow speed and 
medium speed diesel engines, to aero and indusfria! type 
gas turhines.®®

155. Nuclear propulsion is still very much at an 
experimental stage. To date, four nuclear-powered non- 
military ships have been completed. The latest vessel to 
join the nuclear-powered fieet was the 8,350 ton Mut- 
su ®  but the lapanese Ministry of Transport has آ
announced plans for the construction o fa  second nuclear- 
powered ship, probably a container ship with propulsion 
at 80,000-1^0,000 b.hp. A research committee ^ill be 
assigned to draw up plans for the ship and construction 
is to start in 1975.®® According to the plans the ship 
will be commissioned within five years. In the meantime, 
the construction o fa  second nuckar-powercd ice-breaker, 
the Artika, IS going ahead in the USSR.

156. The advocates of nuciear-power seem once 
again to be optimistic. They feel that the increase in 
the price of fuel and diesel oil, the increase in the size 
of ships, the advent of high-speed big container ships 
and LNG carriers, the desirability for countries which 
 urreptiy are heavily dependent on imports of oil to؟
diversify their sources of energy and the danger of a 
shortage in oil supplies, have all brought new elements 
favouring nuclear-^bwer vis-a-vis conventional propulsion 
systems. New studies claim a considerable advantage in 
favour of a nuclear-powered vis-a-vis a conve^ioual 
ULCC.®® Similar optimism was expressed in the past, 
too, but technological advances in conventional systems 
of propulsion, coupled with the not particularly favour- 
ahle experience gained from the operation of existing 
nuclear-powered ships, have not so far allowed nuclear- 
power to become an attractive teehnieal and economic 
proposition.

D. Automation and other technological advances

157. Applications of automation on board ships have 
been expanding since the early 1960s as a result of technical 
and economic considerations. At the tech^cal level, 
inarine automation tends to increase the vessel’s operating 
eع cieلا cy, reliability and safety. At the economic level.

March 1973) and) ؛The Motor Ship (London), ^ol. 53, No. I 
ibid., vol. 54, No. 38ة  (September 1973).

؟S. Ohashi and M. Komoto, “Optimum propulsion i ءء $t^fia- 
tion for four different types o f ؛hip”. Shipping World مح«ه Ship- 
builder (London), vol. 1ةة , No. 3883 (July 1973), p. 865.

ء  -For its trial run in Mutsu Bay during June 1973, it was report آ
ed that the vessel’s nuclear reactor would use oply one fifth of 
its critical mass and the ؟hip would be ؛Ipven by an auxiliary  
boiler and engine. But in the open sea out؟ide the bay, the reactor 
could be testëd for criticality and its total output of 36,000 l؛ilo- 
watts. Scandinavian Shipping Gazette (Gopenha^en), vol. 57, No. 6 
(June 1973), p. 15.

.Seatrade (Golchester, U.K.), vol. 3, No. 8 (August 1973) ءء
؛ء Journal de la marine marchande ءء  de la navigation aérienne 

(Faris), 55th year. No. 2787 (17 May 1973) and ibid.. N o. ^790 
(7 June 1973). Also United States of America, Departrnent of 

Commerce Today (Washington D.C), vo!. III, No. 15 
(30 April 1973).

150. The diesel engine is the predcminnnt form of 
low 100,000 grt. Gf ships؟or ships of b؟ motive power 

under construction and on order at the end o f September 
1973, practically all of those nnder 20,000 grt were motor 

vessels as can be seen from table 31. The dominance of 
the diesel engine is less marked in larger size groups 
although it is yearly gai^ng ground in relation to steam 
turbines in all size groups between 20,000 grt and 

99,999 grt. ©ver that size, however, the steam turbine 
remain the most popular form of propulsion.

151. Similar trends have been observed over the last 
20 years. Uiesel engines have been increasingly used for 

the propulsion of the relatively lower ranges of size 
groups of vessels, whereas steam turbines have been 
avai^bie to meet the demand for the increased horse- 

power required for the propulsion of the ever increasing 
upper sizes of vesseis—particularly of tankers using a 

esel engine development has؛simple single screw. But d 
co^inued so that, with a lag of time, they conld meet 
the propulsion needs of each successive vessel size 
i^crehieht and thus make imoads into the very large
classes of vessels.

152. Although experime^s were carried ont in the 
early 1950s, gas tnrbines have only recently started being 
used in big fast vessels. Up to 1972, fonr container ships 
were fitted with this type of propulsion machinery and 

 a number of vessels under construction or on order ®إ
are to be equipped with gas tnrbines.®^ Recent press 

ur gas tnrbine co^ainer؟؟ reports have indicated that the 
ships of the “Luroliner” type did not come up to expec- 

tatjons with regard to speed and they are shortly to be 
fitted with new second generation gas units in prder to 

Larlier .®؟reach an operational speed of around 33 knots 
incidents due ؟of certai ؟indicated that in spit ؟٠ reports 

gas turbine has given ؟to the novelty of the system, th 
absolutely satisfactory results, has shown itself more 
economical than any other type of propulsion machinery 
and is easy to maintain and repair.

153. The advocates of the diesel engine see new 
possibilities for this type of propulsion engine making 

propulsion of the U L € €  and fast ؟inroads in th ؟the؟؟f 
ships, hke container ships, because of the renewed interest 
in mnlti-screw vessels. It is claimed that this is due to 
both economic and safety reasons. Multi-screw vessels 

e screw ships,؛have greater manoeuvrability than sing 
while some of the disadvantages of the multi-screw 

ve؟propulsion as, for example, higher crew cos)s, h 
f؟؟hnological progr؟ss, which ha؛  t؟( disappeared because 

ne-roon) and؛perhtttted the periodically unmanned eng 
f  fuel؟ desirabiiity ؟ork. Th^ ؟lay-shift mainte^apc؛ 

economy is an added factor in favour of muld-scrcw 
vessels, since the more economical diesel engines could

ء ؟ Including 3 tankers إ f  35,000 dwt each, the fir؟ ) of whi؟h is  
nnder construction at Fortland, ©regon (The Motor Ship (London), 
vol. 54, No. 634 (^ a v ل9/و  ) and a rpll-؟ n/roll-o؟  ferry to be built 
by the ^Vhyalla $hi؛)bq؛ldi؟  ̂ and Engineering Work؟ (Shipping 
World and Shipbuilder (London), vol. 166, No. 3881 (May 1973).

 According to The Motor Ship, in March 1973 the total power ءء
of gas tnrblnes to be installed on vessels dn order was 128,650 
b.hp. Two gas tnrbine powers() ships are under cpnstryction in 
Au؛tralia (Fairplay International shipping Journal (London), vol. 
248, No. 4700 (20 ^eptenrber 1973).

 Journalpour le transport international (Basel), 34th year. No. 24 ءء
(15 June 1973).

هء «لإه،هؤ؛،س ء««ءءسممحم de ءج Journal de la marine marchande ءء  
(Faris), 55يا  year, No. 2787 (17 May 1973), and Navires, ports et 
chantiers (Paris), No. 277 (June 1973).
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161. As to cargo handling, the control of liqnids 
particularly lends i؛self to automation. The mechanized 
operation of eargo valves by the use of hydraulics, 
vvhich avoid hre risk, has proved to be a reliabie and 
fast way of co^rolling the very large size valves now 
in use. Automation of dry eargo handling is more diihcuit 
to achieve. The rationalization of handling cargoes of 
th(s type has maiك y been aehieved through meehaniz- 
ation.

162. Desphe the progress made in marine auto- 
mation, there is increasing aw arenss of the eost-effee- 
tivenss of differed degrees of automation, and its 
effect on maimenanee and running eosts is likely to lead 
to greater i^erest in improving existing systems than 
ط  innovations. A notable faetdr whieh has probably 
eomrihuted to recent thinking has heen that, for the 
automation concept to work with eflicieney, deteetion 
and control devices must have a very high degree of 
long-term reliability. $ueh confidence in long term relia- 
bili؛y does not appear to have been established heyond 
any doubt. It has been observed that, for example, a 
proportion of ships fitted for unmanned maehinery 
ة paة es have not been operated in the way they were 
intended.®®

163. Even assuming the final suceess of automation 
techniques, “the best trade-offs between manpower and 
autom ^ion” have not yet heen worked 0س. لو  There are 
still many things to  be evaluated.

“Among them are: m an’s tone position as a back-up 
device for automation devices versus the use of redun- 
dancy or other related teehniqnes; m an’s value for 
maintenanee at sea versns the carrying out of afi such 
functions in port or in dry doek; the social problems 
of small erews on long voyages; and the training 
required of the personhel of these ships must be 
estabiished.” ®ء

(.1973 The Motor Ship (London), vol. 53, No. 632 (March ٠٠  
t؟a rcpo ؟r؟tcnthcr 1973, ^h؟ondon), 12 8c)؟ ”Lloyd’s List“ ٠؛ 

on the “Ship ©peration Antonration” syntposiunt held in Osio is
.provided

.5 .p .,هء ءم مح؛

automation helps to reduce the size of the erew. Rapidly 
rising manning eosts and the shortage of manpower 
continue to be important incentives for reducing the size 
of crews through automation.

158. The comrihution of automation to the reduetion 
in crew size has been impressive. Typical manning levels 
of the 10,000 dwt Eiberty ship of a generation ago were 
approximately 30-35 men. Today a Eiherty replaeement- 
type vessel such as the “freedom ” elass (14,800 dwt) 
has a manning seale of 31 men whieh can be reduced 
to 20 men with the installation of additional optional 
automation devices permitting the engine room to he 
left unmanned at night. Large vessels also operate with 
small crews, ©ne extensively automated 205,000 dwt 
tanker is manned by a crew of 29 as compared with a 
70 man crew of a 105,000 dwt tanker delivered in the 
early 1960s and not extensively automated.

159. Chipboard functions that are automated reiate 
to bridge comrol, engine room operations and cargo 
handling. “One-man” hridge comrol installations are 
common in vessels of all sizes. In many respects the 
trawler mdnstry has led the way in the conentration  
and simplification of ship control. Th؟ tasks of steering, 
comse keeping, navigation, anti-collision and vessel 
stabilizing can all be highly automated through the nse 
of radar, autopilots, position ealcm^tors and computers. 
These equipments ean observe obstructions ahove or 
below the oeean surface, give automatic warning and 
provide alternative evasive courses. Through the use of 
satelhtes and a world-wide network of radio transmitters, 
very precise vessel position reckomngs may also be 
obtained.

ه16 . In the engine room, antomatic controls perform 
a wide range of monitoring and order-exeeution functions 
for main and auxiliary engines. N ot only have onerous 
and tedious tasks been removed from the engine room 
crew, but considerable contributions have heen made to 
fuel eeonomy, inereased engine life, avoidance of smoke 
and safety of operations, ©urrent engine room automation 
is focusing on diagnostic monitoring systems which 
predict the need for preventive maintenance of mdividnal 
engine com ponnts, thus avoiding hoth engine hreak- 
downs and the need to dismantle engine and aecessory 
equipment to eheck their condition.
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Chapter V 

FREIGHT MARKETS

166. The resumption of hostilities in the Middle East 
in Detober 1973 did not appear to have any immediate 
effect on the m ar^ ts , whieh remained as flrm as before 
the hostilities, but the market situation radically changed 
after the imposition of restrictions on the production and 
shipment of oil by certain producing countries and the 
embargo imposed on exports to certain destinations. The 
immediate effect was felt partieularly on the tanker 
markets, but also to a eertdin extent on the dry eargo 
markets, particularly in trades to wbieh eombined carriers 
and tankers were shifted from tanker trades.

167. At the time of wridng this review (December 
 the restrictions regarding shipments of oil are still (ل973
in force and the freight market situation eonfused, 
particuiarly because of difffeulties faeing owners in getting 
adequate bunkers. What will be the eventual outcome 
of the present situation is impossible to qsses؟. If oil does 
continue in short supply the effects wouid not be restricted 
to the demand for tanker tonnage but would spread to 
all shipping both through the problem of bunkers and 
the repercussions of restricted oil shipments on the 
eeonoh،ies of the importing countries.®؟ There may be 
changes in the pattern of the oil trade in order to meet 
the changing supply situation, and also in the dry eargo 
trades because of an increased demand for coal, for 
example, or beeause of a prefereuce for relatively less 
distant sources of supply. Shipowners, particularly the 
smaller shipowners, may flnd it difficult to get bunkers, 
and ffiose who fail to solve their fuel supply problems 
may be pushed out of the market. Ships may sail at 
redueed speeds to economise on fuel, whieh will reduce 
the produdtivity pf tonnage and heuce the supply relative 
to the demand, ?rospeets for the future are depeudeffi 
on whether and when the restrictions on oil production 
and export are lifted. If  this were to happen in th؟  near 
future the market may rapidly return to conditions 
perhaps even stronger th؟ n those whi؟h  pr؟ vailed ؟ ntil 
Ihe beginning ofDctoher. If  the resumption of unrestricted 
oil shipments in oonsiderably delayed, a situation may 
emerge in the freight markets which will be unfavourable 
to the suppliers of touuage.

168. In the Iffier trades, 21 freight rate increases 
whieh had beeu announced duriug the last mouths 
of 1971 eame into effect early in 1972.®® Further 
freight rate increases were announced by shipping con- 
ferenees during 1972 and 1973 particularly iu the latter 
part of 1973, mauy of which were not due to come into

 -For example, according to press reports the Ministry of Inter ءء
national Trade and Industry in la؟ a؛r felt that the economy of t؛re  
country is about to experience a iolt it has not known silice the 
Second World War if ihe^e is no improve^nen( ill oi! supplies by 
the end of Maieh 1974 ( ا،«ئء«ء؛مح  Times (Tondon), 13 November 
1973).

/٠ ee Review$ ءء  maritime transport, 1971, (op. cit.), table 16.

A. General developments

164. In the dry bulk and tanker cargo markets, the 
weak conditions which has existed since the end of 197© 
eontinned during the flrst half of 1972. In the latter part 
of 1972 there was an upsurge iu demand which coffiinued, 
strongly intensifled, iffio 1973 so that by mid-1973 freight 
rates in several trades were pushed to levels higher than 
those recorded in 197©. This was in sharp contrast to 
the weak conditions prevailing in the freight markets 
during the early months of 1972 when freight rates in 
a number of trades reached their lowest level since 197©. 
So strong were conditions in the freight markets by the 
end of 1972 that absorption of new and of reeommission- 
ed laid-up tonnage capacity did not have any appareffi 
dampening effeet on rising freight rates. Some minor 
fluctuations were observed in a few trades during the 
third quarter of 1973, but on the whole there were no 
weakehing effects on the freight markets. Dn the contrary, 
after a short pause the market was further strengthened 
at the beginning of the last quarter of the year aud freight 
rates were pushed to new heights in D c^ber.

165. A number of factors contributed to the strength 
of the dry eargo and tanker cargo freight markets. Fore- 
most among these in the dry cargo markets was the 
import of grain by the USSR, Dhina and India, in 
whieh a substantial proportion of the grain chartering 
was arranged on a time charter basis, a switeh from 
voyage chartering which characterized the freight mark؟( 
in the early stages of the grain movements in 1972.®® 
In the tanker cargo markets a major factor was the 
decision of the Government of the UffitedState of America 
to introduce major changes in its oil import policies and 
the suspension of quotas as a result of iuereased demand 
for oil iu the United States whieh was aeeentuated by a 
decline of 2 to 3 per cent in domestic oil productiofl.®^ 
The inereased demand for oil was not lim ied to the 
United States of Ameriea alone. There has been a similar 
inerease in Western Europe and ^ p a n  stimulated by the 
accelerated pace of economic growth which occurred in 
1972 and which led to an expansion of world seaborne 
trade as a whole. Donsequeffily, the third quarter of the 
year saw further increases in freight rates aud the rate 
of increase was sharper than it had been in the previous 
six months. Donfldénce in the strength of the freight 
market accounted for an inereased volume of forward 
flxtures both on a voyage aud on a time charter basis.

World and Shipbuilder (London), vol. 166, No.ءء Ship
(July

 Shipping Statistics and Economics: Six Monthly Review *ء
(Londoh)^ 1 January ،0 36 June 1973, published by H. p. Drewry 
(Shipping Consultants) Ltd., London.
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very unsettled and it appeared that bunker supplies 
became a prohlem of increasing seriousness. One of the 
elfeets of the uneertain bunker situation was heavy time 
chartering hy owners to shift the responsibility for 
fuel snpplies to the charterers. Inereased demand for 
eoal, however, pushed freight rates upwards in some 
trades.

(b) Time charter freight rates

1?1. The time charter sector was active thronghont 
1972 and 1973, in spite of the problems posed to owners 
hy continuons mohetary fiucthations, and rates moved 
up throughout the two years. In the hrs( half of 197؟, 
heavy time chartering for the shipment of grains largely 
aeeounted for the rapid increase in time charter rat^s^ 
Ouring the period, the time charter inde^ rose from 75 
at the end of December 1971 to 134 one year later and 
267 at the end of 8eptemher 1973 (hase year 1968 =  100). 
A preference for time €har؟ ring hy owners was strongly 
revived at the beginning of November partly as a con- 
sequenee of the desire of shipowners to shift the ؟efueliing 
task and risk to charterers. Later in November, however, 
activity in the time eharter seetor slowed down; at the 
end of Deeember 1973 the time eharter index stood at a 
record high of 358.

effeet nntil 1974. As can he seen from the data in para- 
graph 172 below, the emphasis in 1973 has been on 
straightforward increases in liner tariffs rather than on 
surcharges. A marked feature of 1972 had h؟en the 
sharply increased use of surcharges hy line؟ conferences 
as a iffeans of securing immediate increases in revenue.®؟ 
In fact, 194 straightforward inere^ses in liner tariffs were 
announced in 1973 as compared with 58 in 1972 while, 
excepting currency adjustihent surcharges and bunker 
surcharges, only 27 c^ses of new or inereased surcha؟ges 
were recorded in 1973 as against 72 in 1972. The differ- 
enee hetween the two years in this regard may he eon- 
sidered as a result of the fact that, in general, freight 
markets were much stronger in 1973 م aد  in 1972, whieh 
made it easier for conferences to increase rates directly 
and not to resort to surcharges to secure inereased rev- 
enue. This pattern of an accelerated pace of )ncreas؟  in 
liner freigh؛ rates occurring when open market freight 
rates are at a high level is eonsistent with past experience. 
The only difference appears to be that in 1973 there wa؟ 
no time lag between the rise in open market rates and 
inereases in liner freight rates.

1973B. Changes in freight

2 . C a r g o  l in e r  f r e ig h t  r a t e s

172. I t was observed in a previous review ®ء that, 
as a result of the introduction of an increasing diversity 
of smeharges in addition, or as an alternative, t؟  straight- 
forward rate increases, a comparison of only the freight 
rate increases made by different conferences does not 
give a complete picture of the over-all ehanges in the 
dosts of maritime iransport in the liner trades. Surcharges 
fall into a number of caiegories. ?o rt congestion surcharge 
is one of the most commonly used to cover a sudden rise 
in liner eosts of operation due to congestiop of ؟(lip؟ at 
a particnlar port. As such, it is not of general application 
in a trade and therefore it is not ineluded in table 33 . 
The most important of the other surcharges in lu d ed  in 
the table are:

(a) Emergeney surcharge;
ه) ) Currency adjustment faetor on devaluation sur-

ء) ؛) Bunker sureharge;
id) Bre-shipment surcharge;
 Handling surcharge or landing, storage and (ج)

delivery surcharge.
173. In 197 2  and 1973 a numher of shipping con- 

ferences announced inereases in liner freight rates. The 
majority of these announcement؟ distinguis(ied hetw؟en 
general inereases in freight tariffs and ؛he im rojuetion 
of or changes in sureharges. These freight rate change؟ 
in liner trades are reeorded in table 33 , where (ه ) general 
increases in freight tariffs,(ه ) new or inereased surcharges, 
and (ة ء)  urه ha فآ es rednced, canOelled or ineorpor^ted ih 
tariffs are reeorded separately. The freight ra؛e changes 
recorded in tahle 33 ean he summarized as follows:

1. D r y  A R G O  TRAM? M A R ^ T  FREIGHT RATES

(a) Voyage charter freight rates

169. As a resnlt of the strengthening of demand for 
tonnage in the latter part of 1972, the am o n ^  of laid-up 
tonnage deelined rapidly and on 31 Oetoher 1973 stood 
at 729,ه©ه  grt, eompared with 3.2 miilion grt at the cor- 
responding date of 1972 and 4.9 million grt at the end 
of May 1972, the highest level of laid-np tonnage reached 
s؛nee 1 9 9 ؤ . Strong dema؟ d eonditions continu؛؟! to 
characterize the freight markets up to the last months of 
1973, in spite of the uncertainties created by the imposition 
of restriCions on oil shipmems. The develdpments 
throughont 1972 and 1973 are refiected in the monthly 
freigh؛ rate indices shown in table 32. It may be ohserved 
from the table that the monthly index for voyage charter 
dry eargo freight rates which had fallen to 66 in 1972 
rose to 215 in Oetober, 222 in Novemher and 241 in 
Deeember 1973—higher than at any time in the period 
since the beginning of 1969. By way of compar- 
ison, selected maximum and minimum tram p voyage 
freight rates in the years 197© to 1973 are shown in 
annex IX.

17©. The mid-year months are traditionally a rela- 
tively quiet period in freight markets. However, in 1973 
the situation was different owing to the grain import 
programmes of the USSR, Ohina and I؟idia. ©rowing 
demand for the tra n p o r t of iron ore, coal and other dry 
hulk commodities also strengthened the freight markets 
so that it seemed unlikeiy that dry cargo freight rates 
wonld suffer an early major set baek. So strong was the 
dry eargo market that the influx in Oetoher of eopibimed 
ca؛riers and tankers after the imposition of restrictions 
on oil shipments had only a iim i^d effect on the level of 
freight rates. Later, however, the dry eargo market was

Review o f maritime transport, 1971 (op. ءء.؛ر , para. 130.٠٦ See paras. 176-177 below.
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It can be seen that in 1972 less than 10 per cent of the 
total number of increases were of 15 per eent or more, 
whereas in 1973 the corresponding figure was over 22 per 
ceut. The over-all trends in liner freight rates are shown 
by the liner freight index included in table 32. The index, 
after remaining virtually stable throughout 1972, rose 
from 132 in December 1972 to 154 in Deeember 1973. 
The monthly average for 1973 was 140 as against 131 in
1972. The rise in 1973 can be explained by the evidence 
of increasing liner freight r؟ tes presented here, but (he 
stability in 1972 is more difficult to understand in view 
of the number of freight rate iucreases which oceurred and 
the number of surcharges imposed during the year. Dne 
possibility is that the revaluation of the Deutschmark 
during the year offset the effects of freight rate increases 
and surcharges; another is that only freight rate increases 
were offset while surcharges were generally not included 
in the index. Whatever the explanation, the bahaviour of 
the index in 1972, and perhقps by implication also in
1973, does not truly reflect ^ e  changes in liner freight 
rates and the increased eosts of shipping goods which 
shippers had to bear during the period.

176. It can be observed generally from table 33 
ffiat a number of conferences in 1972 wbich did not 
introduce emergeney surcharges announced general 
freight rate increases of betweeu 10 and 15 per cent. 
In both 1972 and 1973 the great majority of increases 
were within this size range. In some trades such general 
increases were to be im plemen^d ^t two stages. The 
level of emergency surcharges iffiroduced in 1972 in all 
but two cases were between 10 and 15 per cent, a range 
whieh corresponds to that of the general increases in 
tariffs. The level of other categories of surcharges varied 
greatly, according to the specific factors which the sur- 
charges were intended to cover.

177. Shipping coufereuce, mainly in the transatlantic 
lad es , introduced at the beginning of 1972 a 15 per cent 
emergeney surcharge and an 8.6 per ceut currency 
adjustment factor. Later in the year these surcharges 
were incorporated into the general Iriffs , with a conse- 
quential ifierease of 21 to 24 per cent in these tariffs. 
It would appear that emergency surcharges have been 
used to bring about an immediate increase in freight rates 
and, in innovating this device, conferences succeeded in 
avoiding the necessity of giving shippers the advance 
notice of eurrent plus two months under existing con- 
ference praetiee.

178. Shipping conferences In d e d  to defend the 
increases in freight rates on the grounds of rising operating 
costs. Rises in cost elements do not in themselves neeess- 
arily mean a deterioration in the profitability of a liner 
shipping operation, since, for example, a change in the 
relative importance of specific elements in the over-all 
operating costs, an improvement in the utilization of 
cargo capaeity of the conferenee vessels or a change in 
the eargo composition, if they occurred, would all tend 
to offset rising money eosts. Indeed it lies within the 
capaeity of shipowners themselves to initiate so،؟ e changes 
that wonld mitigate the effects of cost increases. Therefore, 
changes in cost factors can be used to justify changes in 
the levels of liner freight rates only if, and in so far as, 
the enfire profitability of liner operafions has changed 
adversely, and then only to the extent that is needed to 
restore the cost/revenne reiadonship to a reasonable level. 
In 1973 there was a heavy coneentration during December 
of announcements of freight rate increases (56 out of 
the total of 194 for the year) and bunker surcharges

Number affreight ٢٠(« changes ءء  

Type affreight rate changes 1972 1973

General increases in freight tariffs . . . . . .  58 194
General freight increases partly offset hy 

incorporating into the tariffs part or 
all o f pre-existing surcharges . . . . . .  29 11

Announcenrents of new surcharges or of 
inereases in pre-existing surcharges . .  119 348
€A ^  (currency adiustntent factors) . .  47 166
Bunker   — 155

Gthers (pre-ship:nent, emergency, 
handling, !anding, storage etc.) . .  72 27

Gases where pre-existing surcharges were 
incorporated into tariffs through cor- 
responding inereases in tariffs . . . . . . ل7 16 

Cases where surcharges were reduced or 
cancehed without heing incorporated 
into tariff«  33 69

Total 256 638

In one case a stTaight height Tate redaction was an- 
nounced in 1972 for shipments by containers and in the 
Anstralia/Europe trade a freight rate redaction by stages 
spread over three years was announced for shipments of 
wool.

174. I t can be seen from the data given above that 
because of the emergency situation in the last quarter 
of 1973 with regard to the supply and price of oil, an 
extraordinary number ofbunkersurcharges were imposed. 
It is worth noting that out of a total of 155 bunker sur- 
eharges imposed during the year, only 13 had b^en intro- 
duced up to the end of Detober. As a result of the great 
ffistability in the international monetary situation, 166 new 
inereased currency adjustment surcharges were announced 
in 1973, as against 47 in 1972. As can be seen from (able 
33, during the last two months of 1973, when the position 
of the United States dollar was strengthened in ffiter- 
national monetary markets, 33 reductions of currency 
adjustment factors were announced.

175. In general, freight rate inereases in the liner 
trades in 1973 were not only reladvely more numerous 
but also greater than in 1972. This is shown below:

Summary of straightforward increases in freight

1973

Percentage 
Number o f  o fto ta l
increases increasesincreases

Number ٠/  
increases

Size group 
ofincrease

غا (إإ

(40.8)
(16.6)
(17.2)

4
19

64

Under 5% . . . . . . . 2 (3.9)
5 - 7 . 4 % . . . . . . . . . . . (11.8)
7.5-9.9% . . . . . . . . . 6 (11.8)
10 - 1 2 .4 % . . . . . . . . . 22 (43.1)
12.5-14.9% . . . . . . . 10 (19.6)
15 - 1 9 .9 % . . . . . . . . . 4 (7.8)
20 % and over , , . . . (2.0)

(100.0)157(100.0)

The number of changes summarized is greater than the وو 
number of the announcements recorded in table 33 below and in 

(4/106.f the review of maritime transport for 1972 (TD/B/C25 ؟ (able 
beeause in several cases one announcement covers mofe thah one

Excluding announcements which (،?) referred to a fiat increase ؛٥٠ 
terms fo spécifié amount of money pèr unit of cargo (there were ؟i 

ents in the year 1973 as agqinst 3 in 1972) and1)^؟ such ann6unc 
ere 26 such؛؟ did not specify the percehtage increase (there (ة) 

announeements in 1973 as compared with 4 ط 1972.)
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earnings. It is impossible to judge wbetber tbe freight 
rate changes which occurred in 1973, particular^ in the 
month of December, were justihed. ^ h ile  there is no 
doubt that in a number of countries infiation was greater 
in this year than in preceding years, and while the rise 
in bunker prices is well known, yet it is remarkable that 
such a large increase in the numher of announcements of 
increases in tariff rates and of new surcharges, ^gether 
with a marked tendency for such increases to be bigger, 
should have occurred in a year when open market freight 
rates reached their peak.

(65 out of 155 for the year). These came at a time when 
the shipping lines in most trades were reported to be 
cutting down the number of their sailings and plying 
their vessels at reduced speeds to reduce the bunker 
consumption. In addition to saving fuel, these measures 
would also have the effect of increasing the utilization of 
the carrying eapaeities of vessels. There is aiso evidene 
that shippers of low freight paying cargoes have found 
it difficult to secure space for them in receffi months 
which suggests that the lines may have secured a better 
composition of cargoes carried in terms of freight

1972, 1 و7و  and January-March 1974

Table 33

a^d surcharges announced“ during therateLiner

Abbreviations and symbols »ءء؛، ؛ « this table

Type o f  surcharge: Bunker =  Bunker surcharge; CAF =  Currency adjustment factor (Including 
devaluation surcharge); Emg. =  Emergency surcharge; Nandi. =  Handling surcharge; Pre- 
shpt. =  Preshipment charges of taxes.

Units: B/L =  per bill of lading; FT =  per freigh) )on; М / =  per cubic metre; MT =  per meffie 
ton; PU =  per paying unit; W/M =  per weight and/or measurement ton.

Others: approx. =  approximately; prev. =  previously; unspec. =  unspeeified; (...) indieates that 
the ^rëvious leyel of the surcharge was not specified in the sourcë. 
n.a. =  not availabie in the source.

PAET UNE: 1972،

Surcharges

Reduced, cancelled or 
incorporated in tariffNew or increased

Generalfreight rate 
increases

Date o f  
implementation 

announcedName ofConference
Item
No.

to 9 % from (...) CAF

to 7.25 % from (...) 
CAF

to 8.57% from 3.5% 
CAF

From 3%  to 1.5% 
Bunker

to 8.6 % from 3.5% 
CAF

to ?%  from 2.5%  CAF 
to 8.6 % from 3 % CAF

8 ©ecember 
1971

1 January

١ January

1 January

3 January

5 January

5 January 
5 January

1 Conf6renee Export des lignes de '
to navigation desservant i’ffidochine
3 *Entente de Fret en sortie de Mar-

seille et ports du ^ud de la France 
sur Ceylan, ITnde et le Pakistan 

Entente de Fret en sortie de Mar- 
seille et ports annexes sur la 
Malaisie, la Tha'fiande, les Philip- 
pines, Hong Kong, la Chine, la 
Согбе et le Japon

4 Japan, Atlamie and Gulf Freight' 
to Conference
7 Japan East Canada Freight Con- 

*Japan West Canada Freight Con-

Trans Pacific Freight Conference
8 *River Plate /  Mediterraean / River

Plate Freight Conference inciuding 
Northbound Reefer Cargo Agree- 
mem

9 *West Afi:iea/$outh Afriea Freight
Agreement

10 Brazil/Europe/Brazil Freight Confer-

11 *Association of West India Trans
Atlantic Steamship Lines (WITASS)

12 *^ylon /U K  and Eire Conferen(»
13 *Furopean/South Pacific and Magel-

Ian Conference

I particular trades bu t excluding announcements by individual lines, 
ced with an؛  asterisk when listed for the first time.

٠ Announced by shipping conferences o r groups o f lines ؛ 
Conferences which appear more than ء  once in the list ari



1972, 1973 and January-March 1974
Table 33 رمحء««؛؛«مءك

and surcharges annnnnced * during the years

PART ©N:£ 1972، (مء،«آ««رمحء

rate ٠Liner :

Surcharges

Reduced, ه هء»ءء//مد  ̂
incorporated in tarijT^١٧  or increased

Generalfreight ̂هءه 
increases

implementation
announcedName o f  Conference

Item
٨٢٠ .

to 11% from (...)C A P  
for shipments from 
Federal Repnhlic ©er- 
many, Uolland and 
Relginm 

to 9%  from (...) CAP 
for shipments from 
other £nropean 
countries 

6.32% CAP

to 8.57% from (...) 
€A £

5.5% € A £  for West- 
bound trade from 
mdia and Pakistan

£h o m ( .. .)€ A؛to i

£ r o m 2 .5 % to l%
Runker

to 9% from 5%  CAP Prom 3%  to 1.5%  
(9.5% initial}y Runker
announced)

2.3 % €A F, on all rates 
quoted in Swiss francs

to 8.6 % from ; 
GAP

to 8.6 % from 5 % GAP 
westhound trade

to 8.57% from 5.5% 
GAP

from 3 ج  to

$3. Bunker can celled 

from 5 % to 3 % Bunker

3 % Bunker cancelled

.Emg؛

15%Emg.

to 8.57% from (...)
GAP for wool rates 

to 8.6 % from 3.5% 
GAE

$0.50 W/M pilotage 
surcharge on eargo 
loaded or diseharged 
at Puerto Gortez 

$5.— per set o f B/L 
“Institution of a 
Salvadorian 
legislation fee”

7 January14 Timor ©illy Gonference

♦Australia/tlS Atlantic and Gulf 8 ^nuary 
Gonference

*Gontinental/North Atlantic West- 10 January 
bound Freight Gonference 

*India, Pakistan Gonferences 12 January

*UK/Ganadian North Pacihe freight)
Association 14 January

UK/US Pacific Freight Association 
*European South Pacific and Magel- !5 January 

Ian Gonference 
*North of Brazil and Amazonia/ ©January 

Europe/North of Brazil and Ama- 
zonia Freight Gonferdnce 

*Gonf6renee Export-Import des litres 20 JanuaEy 
< de navigation desservant Mada- 

gascar, les Gomores et I’Jle de la 
Reunion (GIMAGGREM)

*The “8سو  Lines” 27 January

٠ January

29 January 
delayed from 
14 January

1 Februaiy

1 February

1 February 
1 February 

delayed from 
1 January

1 February

5 Eebruary

6 Eebruary

7 February

14 February

*Associated Gontinental/Medher-■

*Middle East Lines 
(AGMEL/AMMEL)

*Outward Continental North Pacific 
Westbound Ereight Conference

*Brazil/Mediterranean/Brazil Freight' 
Conference and Northbound■ 
Reefer Cargo Agreement (Brazil) 

Greece/USA Westbound Freight 
Conference 

Turkey/USA Westbound Freight 
Conference 

*Italian West Afi4ca Conference 
Malabar-Australia Rate Agreement

UK-Canadian North Pacific Freight' 
Association and 

UK-US Pacific Freight Association 
*Australia to Europe Shipping 

Conference 
Middle East u s  Atlantic and Gulf 

Rate Agreement No. 9778 
Association of West Jndia Trans 

Atlantic Steamship Lines (WITASS)

23

24

25

26

27

3©

ة

33

34
35

36

49



Table 33 (continued)

irges announced “ during the years 1972, 1973 and Jnuary-March 1974

PART ONE: 1972*’ (continued)

andLiner freight rate

ءءممااء ر،،ء'ء
Reduced, cancelled or 
incorporated in tariffNew or increased

Generalfreight rate 
increases

Date o f  
implementation 

announcedName ofConference
Item
No.

from 8.6 % to 7 .5% €A F  
for Westbound trade

3.5 % CAP canceled 
from $2./F T to Sl./FT  
Run^r

U .7% Em g.

4.5 % Emg. for all 
goods to Hong Ï 

5.5% €A F

4.5 % except for 
temporary rates and 
cargoes in rated 
on a f.o.b. basis 
هل) % initially 
announced)

.Emg % ؛

from $2./FT to $L/FT 
Bunker

Bunker (...) cancelled

Bunker cancelied % ا

، % Bunker cancelled

5%  Emg. and 8.57% 
CAF incorporated in 
tariff. Bunker(...) 
caneelled 3 % currency 
eanceiled

\ Emg. 

.Emg ؛

to $4.95/FT from 
FT landing 
and delivery

14 Februa،Y

14 February

15 February

21 February 
delayed from 

■ 9 January 
1 Marcb

14 % approx. (up to 
2©% forsome

% to 10% approx.

10 % approx.

£ ! .—W/M minimum 
£0.25 per B/L handl. 
for less than 254 kg. 
or 10 c.ft. from 
Glasgow and 
Liverpool

7.5 to 10 % approx.

10% Emg. 

3% € A F

Emg. and 8.5 خ 15 % 
€A F  incorporated 
in tariff

38 Associated
Continental/Mediterranean

39 Middle East Lines
(AGMEE/AMMEL) ر

40 UK/US Gulf Ports Rates Agreement

41 *Pacific Westbound Conference

4^ *North Atlantic Baltic Freight Con-

43 Jnter-American Freight Conference

1 March 

1 March

1 March

1 March

1 March

1 March 

March

3 March

15 March 
delayed from 
4 January

15 March

20 March

21 March

22 Mareh

*Outward Continent/Australia 
Conference 

*UK-Australia Conference 
Shipping Lines operating hetween 

Europe and Madagascar, Ics 
Comores and LTle de la Réunion 

Shipping Lines operating hetween 
Hamburg, Bremen and Amsterdam, 
Rotterdam, Antwerp 

UK North Continent/Seychelles 
Conference 

UK-River Plate Conference 
Europe/Argentine Freight 

Conference 
*Brazil/Europe/Brazil Freight 

Conference

*United States Great Lakes- 
Bordeaux/Hamburg range 
Westbound Conference 

*West Coast o f  Jtaly Sieiiian and 
Adriatic ports/North Atlantic range 
Conference (WJNAC) 

*MeditetTanéan/USA Great Lakes 
Westbound Freight Confèrent 

*Med.-Gulf Coufcrence in accordance 
whh West Coast o f Jtaly, Sicilian 
and Adriatic ports/North Atlantic 
range Conference (Also reported as 
West Judies North Atlantic Con- 
ferenee)(WJNAC)

North Atlantic Mediterranean Freight 
Conference 

*Marseilles/North Atlantic USA 
Freight СоПегепсе 

Med.-Gulf Conference and West Coast 
of Jtaly, Sicilian and Adriatic ports/ 
North Atlantic range Conference 
(WJNAC)

Assoeiation of West Jndia Trans 
Atlantic Steamship Lines ‘TsHnds 
Section” (WJTASS)

44

45
46

47

to
51

52

53

54

55

59
6ه

61

50



Table 33 (continued)

ïrges announced ٠ during the years 1972, 1973 and January-March 1974

ONE: ل972ه  (continued)

andLiner Ireight rate

Surcharges

Reduced, cancelled or 
incorporated in tariffNew ٠٢ increased

Generalfreight rate 
increases

Date ٠/  
implementation 

announcedName с
Item
No.

5%  Emg. and 8.5? % 
CAF incorporated in 
tariff

F.^r. 2.50/MT pre-shpt. 
to F.Fr. 4.00/MT 
from F.Fr. 2.50/MT 
pre-shpt. charges

to 53 from $2.50 
consnlar dues for 
cargo from Europe 
including Scandinavia 
to Mexico

to 8.?5% from (...) 
CAF (CAF not 
applicable for cargo 
to fsrael)

from 5% to; 
Bunker

;CAF

CAF from $2 to $1. Bunker ؛

increased CAF (...) 
incorporated in tariff 
Bunker (...) caneehed

; from :

: from ؛

to ١

to ا

5% £m g.and  
8.?5% C A F  
incorporated in 
tariff

2؛ 5 to;

10 % approx. for 
rates per long ton, 
limited to 55. in 
eases of rates per 
W/M 

$5./ton for ra^s up 
to $45. $4./tonfor 
rates between $45 
and $60. $2./ton 
for rates over 
$60./ton 

$4./ton for rates up 
to $45. $3./ton 
rates up to and 
including $60. $!./ 
ton rates over 
$60./ton 

$?./ton which takes 
into account 
inerease of CAF

Entente de Fret en sortie des ports 23 March 
du Sud de la Franee à destination followed by
de Ceylan, l’fnde et le Fakistan !M ay

Marseilles/North Atlantie USA ^6 Mareh
Freight Conference

Assoeiation of West India Trans 2? March 
Adantie Steamship Fines (WITASS)

Shipping Lines operating between end of Mareh 
United States East Coast and Puerto 
R co  and vice-versa 

American Great Lakes-Mediterranean Beginning 
Eastbound Freight Conferenee ofApril

ofApri!

63

64

65

Great Lakes United Kingdom 
bound Conference

6?

United States Great Lakes-Bordeaux/ Beginning 
Hamburg range Easthound of April
Conference

US Great Lakes Scandinavian and Beginning 
Baltie Eastbound Conference of April

CAF and Bunker (...) 
incorporated in tariff

from 3% to 1.5% 
Bunker

I CAF fro m (...)to $ L /F T  
Bunker

) from ؛

CAF and Bunker 
(...)incorporated  
in tariff

to ؛

Rate increase in two 
stages, ievel of 
which varies 
according to type 
of cargo. As such 
not speciffed in the 
souree

15% Emg.
8.5? % CAF 
FI 2. to 6./ton cargo 

handling charges for 
river transport (higher 
charges initially fixed)

1 April

Apri!

April

1 April 
followed by 
! September

April

April

7© *Aceordo Merci ftaiia/Canarie

Brazil/Mediterranean/Brazil Freight ■ 
Conferefieeand 

Brazil/Europe/Brazi! Freight 
Conference 

Canadian Continental Easthound 
Freight Conference 

Continental Canadian Westbound 
Conferenee United States Great 

Lakes - Bordeaux/Hamburg range 
Wesffiound Confèrent 

fndonesia Europe Freight Conference

71
72

to

76

*Mediterranean North Pacific Coast 
Freight Conference 

*New Zealand Conference (assumed 
to refer to the New Zealand 
Furopean Shipping Association)

77

78



T ab le  33 (continued)
during the years 1972, 1973 aud January-March 197d ء and surcharges annuuuced

PART ONE: 1972، (مء؛«ء№رمحء
Liner freight rate

Surcharges

Reduced, cancelled or
incorporated in tariffNew  ٠٢  increased

Generalfreight rate
increases

Date o f  
implementation 

announcedName ofConference
Item
No.

5%  Emg. and 5.5% 
CAE inccrpcrated in 
tariff

12.5 % approx. 
15% approx. 
© .5%  approx.

5 % Emg. and 5.5 % 
GAE incorporated 
In tarifi

;CAE

2.5%  CAE 

to 8.5 % from ;

-In Islands and Mexican 
Sections: fednced 
Bunker(...) 
incorporated in tariff 
Sl./ton separate 
Bunker canceiied 

-In  Oeneral section: 
redueed Bunker costs 
have been taken into 
account, 

n addition: 8.6 % CAE 
incorporated in tariff 
$©.5©/W/M pilotage 
charge for Puerto 
Cortez cancelled

to (...) from (...) 
surcharges for 
loading operations 

to $4.16 min. and 
$8.35/FT max. from 
(...) depending on 
port, minimum 
charge $ه7ه.  landing,  
storage and delivery 
charges for Caribbean 
ports from 
Scandinavia and 
Continent

2.3© to $7 gross/FT 
in westhound 
trade $2.34 gross/ 
FT average in 
eastbound trade; 
reduced Bunker 
(...)incorporated 
in tarifi for Islands 
and Mexican 
Sections. 8.6 % 
CAP incorporated 
in tariff

1 Aprit 
1 April 
1 April

April ؛

© A pril

© A pril or 
15 da^s after 
effective 
decision of 
the United

Gwemment 
to devalue 
the dollar 

24 April

May

from Australia to 
Japan

1© % with certain 
exceptions 

unspecified increase 
for shipments from 
Italy to Antwerp, 
Rotterdam, 
Amsterdam 
ffamburg and

1© % approx. for net 
rates on the most 
frequent cargo

1© % approx.

Ma^

May
May

Ma^

May

May ؛

North Continent-Aqaba Agreement 
Tariff Agreement Canary Nlands 
UK/Jordan Conference 
Continental North Atlantic 

Wesfeound Freight Conference 
N٠٢^ Atlantie Baltic Freight  

Conference 
North Atlantic Continental Freight 

Conference 
North Adantie French Atlandc 

Freight Conference 
North Adantic United Kingdom 

Freight Conference 
North Adantic Westbound Freight 

Association 
Leeward and Windward fslands and 

Guianas Conference 
*Ameriean West African Ereight 

Conference

79

81

to
87

9© Accordo Merci Italia/Canarie

Association of West India Trans- 
Adamic Steamship Lines WITASS) 
(General, Islands and Mexican 
Sections)

91

Australian Northbound Shipping 
Conference

Comité de Fret Marseille-Mer Rouge 
*Continental-Red Sea Conference

92

93
94

95 Convention ط North Continent

Red Sea and Gulf o f Aden Agents’ 
Agreement

UK-Red Sea Conferences:
*UK/Aden Confi؛rence 
*UK/Assab and ©)ibouti Lines 

Conference 
*UK/Jeddah and ¥em bo Conferenee 
*UK/Sudan Conference

97
to
1©©

52



Table 33 (مء««؛،«رمحء

1974 u-ges announced“ during the years 1972, 1973 and January-March

PART UN:£ 197،^ (سء««؛؛رمحء

andLiner height rate ؛

Surcharges

incorporatedln ta r iJ٠٢ هءءهء^ءرءء Newincreases
Implementation

announcedName ofConference
Item
No.

To $+45/ton from 
New Zealand ser

!4%  CAF incorporated 
in tariff

5%  Fmg. and 8.57% 
CAF incorporated in 
tariff

in tariff
.57% CAF 
ineorporated

' cancelied$3/FT.

$8.5© on rates up to 
$5© W/M 

$ 2 5. لل  on ra^s over 
$5© W/M and up 
to $7© W/M 

$14. on rates over 
$7© W/M and up 
to $9© W/M 

$12. on rates over 
$9© W/M (this 
measure replaces 
introduetion of a 
©.32 % CAF 
planned ̂ r  7 May)

May ؛

Pre-shipment charges 
for Rofferdam: FI.©/ 
MT exquay/shed FI. 
3.2©/MT gener؛،l 
eargo ex lighter Fi.2/ 
MT hagged eargo ex 
lighter

11%

for ^panese imports 
to Australia

1©%

©ل5% % ةل(
inidaily planned) 
14% CAF 
ineorporated in 
tariff

1©%

15^E m g.and 8.5% 
CAF ineorporated 
in tariff

8.57% CAF 
incorporated in 
tariff

. June 
followed by 
Sep^mber

! June

1© % approx. for 
commodities now 
rated at $85 or 
less. Cargo rated 
above increased 
selectively.

5 % average increase

ffeigbt 
15 % approx. both 

direetions

.6 % CAF ineorporated 
in tariff

To 8.5% from 4.5%  
CAF for Japanese 
ports

£©.75/FTh؛؛ndling 
charges between 
Europe and Zaire

6 CAF%؛.  
incorporated in 
tariff

١ June

1 June 

1 June

1 June

June

June 

June ؛

June أ 

June ؛

US Atlantie and Gulf/Australia-New 
Zealand Conference

End of May 6.32%Australia-US Atlantie and Gulf 
Conferenee 

Australia and New Zealand/Eastern 
Shipping Conferenee

1©1

1©2

1©3

1©4 Entente de fret ports fran^is m©tro- 
poiitains (sauf Dunkrque)/Ujibouti

1©5/ Far East/Africa Freight Conferenee 
1©6 Japan/West Africa Freight Conference

1©7 *Mediterranean/Canada Westbound 
Freight Conferenee

1©8 Mediterranean North Paeiffc Coast 
Freigbt Conference

1©9 New Zealand European Shipping 
Association

11© Paciffe Westbound Conference

111/ South and East Africa Rate Agreement
112 United States/South and East Africa

Conference
113 ♦Far East Conferen(؛e

114 Continental-Red Sea Conferenee 
to U ^ R e d  Sea Conference Lines and ■
116 UK/Sudan Conference
117 *Associated Central West Africa Fines

53



T able 33 (continued)

1974 and surcharges announced “ during the years 1972, 1973 and January-March

ART D: 1972، (سء؛آ»«رمحء NE?

Liner freight rate

Surcharges

Reduced, cancelled or 
incorporated in tariffNew  ٠٢ increased

General freight rate 
increases

imNementalion
ءء مه Nameس«»ه«ه  Conference

Item
No.

.5 % CAF incorporated 
in tariff

$2/FT pre/after tackle 
charge cancelled for 
Pimtarenas on both 
westbound and 
eastbound shipments

F.Fr. 5.50/PU bunker 
incorporated in tariff

.5%  CAF 
incorporated in 
tariff

Runker (...) cancelled

Pre-shipment charges 
(...), previously 
announced for 
1 February and 
1 May, from Europe, 
postponed initially to 
1 July and then 
indefinitely

P.Fr. 5.50/PU handling 
in Roma and Matadi 
(Zaire)

Surcharge (...) cancelled 
for shipments from 
Scandinavian and 
Raltic ports

8.57% CAE 
incorporated in tariff

(...) and bunker 
cancelled

CAE

;CAF

DM.2/FT handling for 
eargo transported 
between Europe and 
Pointe Noire 

$0.25/FT handling in 
Pointe Noire 

It. L.L500/ET handling 
in Matadi and Roma 
(Zaire)

It. L.350/ET handling 
in Pointe Noire

10% maximum, 
increase varying 
with tariff series.
E.Fr.5.50/PU 
bunker
incorporated in 
tariff

! ٥ %
8.57% CAF 

incorporated in 
tariff

, approx.

7% .

19 June (as 
from 
19 July 
according 
to other 
source)

1 July

118 *East Africa Conference

July

July ا

 July ا

July

Lines
Association of West India 

Trans-Atlantic Steamship 
(WITASS-Ceneral Section)

Antilles 1 July

July

July

5 July

10 July 
12 July

Conférence “ Fret ” France 
et Guyane Française

ا

15 July 

15 July

also 15 July

119

120

India, Pakistan, Bangladesh and Sri 
Lanka Conferences

121

Italia/Algeria-Morocco ص
" Imlia/Portogallo and■

viceversa 
*Continent West Africa Conference 
*Grganisation du Trafic 

Méditerranée-Afrique de l’Guest 
" Freight Conference

Far East African Shipping 
Conference;

Hong Kong/West Afriea Freight 
Conference 

Japan and Hong Kong/South Afriea 
Shipping Conference 

Far East/East Africa Freight 
Conference 

River Plate/Mediterranean/RIver Plate' 
Freight Conference 

Brazil/Mediterranean/Brazil Freight 
Conference 

*Shipping companies operating 
hetween British Isles and Persian/ 
Arab Guff (assumed to be the same 
as “Arabian and Iranian ports”) 

Hamburg/Bremen-London Conference 
" West Africa Conference

122/
123

124/
125

126

127
to
129

130/
131

132

133
134

135 Associated Central West Africa Lines

136 Italian West Africa Conference

54



T able 33 (continued)

1974 during the years 1972, 1973 and January-March ء and surcharges announced

PART ONE: 1972، /مم،«ء««رمحء

Liner height rate

Surcharges

Reduced, cancelled ٠٢ 
incorporated ؛« tariff١٧ ٠٢ «؛ء٢محءءهء№

Generalfreight rate 
increases

implementation
announcedName ٠/ Conference

Item
٨٢٠ .

Ffr. 3.00/FT Handl. in 
Pointe Noire 

to $8.60/tonfrom $7.85/ 
ton Landing storage 
and delivery charges 
for St lü tts

% CAP for shipments 
from United 
^ngdom  and Eire

8.6 % €A F  ineorporated 
in tarih 

From $2./FT to $3./^T 
discount ailo؟vance on 
cargo pre-palletized by 
shippers

8.6 % €A F  and 1.5% 
F un^r incorporated in 
tarifi

% €A F  from Rritish 
ports

8.57% €A F

UAF from $3/ton to 
$1.50/ton Runker

5% €A F

tO % €A F  increased 
operating costs

$© .t5/?T  ianding 
storage and deliver 
charge for chilled and 
frozen cargo in 
Rarhados 

to $7.50/FT from $7.28/ 
FT for Montserrat 

to $5.50/FThom $6اه /  
FT for St. Lucia, 
landing storage and 
delivery charges

From 13.5% to 12.5% 
Suez surcharge 

From$3./FTto $1.50/FT 
Bunker

N on g^ ong$12/M T or  
M̂  ^ r  imports 
(Eastbound)

Hong Kong $9/M^ or 
M  ̂ for exports 
(Westbound)

8.7%  approx. net 
increase 

5.8 % approx. net 
mcrease

.6 % € A F  
ineorporated in 
tarifi

.6 % CAFand
1.5% Bunker 
incorporated in 
tariff plus slight 
increase for 
rounding 0ء

12.5% ©5%  
initially planned) 
except for tea 
where net 
increases are 

—loose tea: 4.24%  
—palletized tea: 

4.47%

37 Urganisation du trafic Méditerranée- 15 July
Ahique de I’Uuest (UTRAMA)

38 Association of West fndia 17 Juh
Trans-Atlantic S^amship Lines 
(WITASS)

39 *Far F asten  Freight Conference
0 *Europe/Japan and Japan/Europe
43 Freight Conferences 

*Philippines/Europe freight 23 Juiy
Conference 

*Sabah, Brunei and Sarawak Freight 
Conference

44 Calcutta East Coast of India- August
Bangladesh/USA Conference 

.45 West Coast of India and Pakistan/ August
USA Conference

46 *Canadian North Atlantic Westbound 1 August
Freight Conference

47 The “8900” Lines !A ugust

48 UK to Australia Conference 1 August
49 UK and Continent/Leticia and Iqui- !A ugust

tos Gentleman’s Agreement

50 Shipping Lines operating between 7 August
United Kingdom and Marseilles 

5! Shipping Lines operafing hetween 7 August
United Kingdom and Portugal

52 India, Pakistan, Bangladesh, Sri 15 August
Lanka and Burma outward Freight 
Conference

53 Association of West India 21 August
Trans-Atlantic Steamship Lines 
(WITASS) (Island Section)

!54 Ceylon/USA Freight Conference 22 August

September: Conference

55



T able 33 (continued)
1974 irges announced “ during the years 1972, 1973 and January-March

PART ONE: 1972، (سء،ا»«رمحء
andrateEiner

Surcharges

ممحءء«محءع ء»هء،أ//محء ٠٢
New ٠٢ «؛٠٢؛،؟؟«؟«؛٠٠٢٣٢٠«؛(،؟، ؛مم؛حم

ء، ٢٠؟، ٠ء«ء٢/؛•؛٢ء؛ه
هم ٠/  ه،

««ه«ءه؛، Name ٠/ ؟،^٢؟؟«؟مم
،«؟؛/
No.

5%  Enrg. and 8.57% 
CAE ineorporated in 
tariff

Snrcharge for stuffing/ 
unstuffing o f groupage 
eontainers in Hong

eontainer loads

to 7%  front 4%  £  .$عل
Ï0.80/FT surcharge for 

shipntents front 
Colomhian ports 
(Paeiffe eoast) $1.16/ 
FT surcharge for ship- 
ntents to Colonthian 
poHs (Paeiffe coast)

 Entg. and % و
8.57% CAF 
incorporated in 
tariff plus net 
increase (...) to 
cover inereased 
eargo handling 
eosts

pre-shpt. charges: D.Kr. 
12 to 1+/MT for 
Danish ports DM  
4.8©/MT for port of 
Rrenten FI. 4 to 9/MT 
for Antsterdant R.Fr. 
5©/MT for Antwerp 
F.Fr 5.5©/MT for Le 
Havre to £!./FT front 
(...) for ports of the 
17ni؛ed ^ngdom  

pre-shpt. charges: DM. 
3/MT ex quay for 
Hanthurg/Fremen 
F1.2.25/MT to F(.9/ 
MT for Rotterdam/ 
Amsterdam R.Fr. 35 
to 65/FT for Antwerp

1 September مء««'،؛«رمحء) rence155؛ Far East Conff

156 North Em-ope u s  Paeiffe Freight 1 Septemher 
Conferenee (new conference grou- 
ping; Outward Continental North 
Paeiffe Freight Conference and UK- 
US Paeiffe Freight Association)

157 *UK/Spain Freight Association 4 September
158 European South Paeiffe and Mageffan 25 September

Conferenee

12.5 % over 3 years

ةةةة0 قة ةث^
(exeept wool,

metals and 
minerals subjeet to 
special agreements) 
as follows;

4%  (sheeps^ns 
exeepted)

4%  (sheepskins 
ineiuded)

4.5 % (sheepskins 
included)

Reductions over 
3 years for wool 
rates beginning 
1972/73 wool 
season, as follows: 
15% in 1972, 
12.5%  in 1973 
and 1©% in 1974

October

1 October

Australia/Canada East Coast 
St Lawrenee and Lakes Conference 
Australia/US Atiantic and Oulf 

Conferenee 
Austraiia/to Europe Shipping 

Conferenee

1972

1973

1974 

Also

1 Oetober 
then 

postponed

159

16©

161

*Europe/South and South East 
African Conferenee 

Europe/East African Conferenee

162

163

١ Oetober 
then
postponed 
(exeept for 
Rotterdam)

164 Continent West Africa Conferenee



Table 33 (continued)

wges announced * during the years 1972, 1973 and January-March 1974

PART ONE: 1972، (continued)

andLiner height rate

Surcharges

Reduced, cancelled or
incorporated in tariff٠٢ محءممءسمع«ئ New

Generalfreight ٢٠̂implementation
announcedName ofConference

Item
No.

% Bunker cancelled

to £l/FTfrom£0.50/FT  
pre-shpt. charges ^ r  
Birkenhead Glasgow 
and Liverpool

toFrom 8.7 
€A F

10%

increase but 4.3 % 
prov. reduction 
applicable until 
31-12-72 graced  
to trade to and 
from Madagascar

£1.50/MT with a mini- 
mum of £0.50/BL- 
wharfage charge from 
Liverpool and Man- 
Chester ^ r  less than 
container load 
shipments

S5.65/MT or $5/M^ 
Handl. surcharge on 
shipments from 
Ghilean ports $5/FT 
Handl. on shipments 
to Ghilean ports 

S0.64/FT surcharge on 
shipments from 
Golomhian ports 
(Atlantic coast) $0.89/ 
FT surcharge on 
shipments to 
Golombian ports 
(Ahantic coast)

 .FT Handl/؛5.50
surcharge for 
Ghilean ports

to $9.50/MT from 
$5.65/MT or to 
S8.45/Mل from 
$5.00/M^ Handl. on 
shipments horn 
Ghilean ports to 
$8.45/FT horn 
؟5.00 /FT, minimum 
charge Sl.OO/BL 
Handl. on shipments 
to Ghilean ports

Gctober

Gctober

1 October 
1 October

(2 October

from
3July)

October

165 Bouth African Goastwise in feren ce
Lines

166 DK/Aden Gonference
to UK/Jeddah and Yembo Gonference
170 DK/Assah and ©)ibouti Lines’

Agreement 
UK/Massawa Lines’ Agreement 
UK/Berbera Lines’ Agreement

171 l)K/$pain Freight Association
172 United Kingdom to Australia

Gon(erence
173 Gonfé/ence Export Import des Lignes

de Navigation desservant Mada- 
gascar, les Gomores et l’Ile de la 
Réunion (GIMAGOREM)

174 *UK/Israel Gonference

October 4.5

30 October 7.5%approx.

November ؛

175 UK/Madagascar, La Réunion and 
Gomoro Islands Gonference 

176 European $outh Pacifie and Magelian 16 October 
Gonferenee

Assoeiation of West India 23 October
Trans-Atlantic Steam Ship Lines 
(WITASS)

177

South and South East African 
Freight Gonhrence 

United Kingdom/Lobho Outward 
Gonference 

West Goast South America North- 
bound Gonference

East Afi:ican Gonference 6 November 10%
Europe/Mauritius Gonference 6 November 7.5 y.
European/South Pacific and Magellan 6 November

Gonference

178

179

180

181
182
183

57



T able 33 (continued)
and surcharges auuuunced “ during the years 1972, 1973 and January-March 1974

PART ONE; 1972 ٠ (continued)
Liner freight rate

Surcharges

Reduced, cancelled or
incorporated in tariff^ ١٧ ٠٢  increased

Generalfreight rate
increases

im pkSentitipn
announcedName ofConference

Item
No.

to 9/MT for Gothen- 
bnrg FI. 2 to 6/MT 
for Rotterdam/ 
Amsterdam F.Fr. 5.30 
to 9.93/M TforLe 
Havre/Dunkirk R.Fr. 
27.81 to 83.44/MTfor 
Antwerp

pre-shpt. taxes; £1.50/ 
MT for Fiverpool 
£1.00/MT for Hull; 
these taxes do not 
apply to complete 
container loads 

10% €A F  both 
directions 

£1.50/MT pre-shpt. for 
Liverpool

 FT Handl. for/؛.50
Chilean ports

1 0 % on the average 
m some areas, on 
container service 
hetween United 
Kingdom/Eire and 
Japan

6.5 % except for 
canned and dried 
fruit

Scaled increases for

£L5o'£1^60 £1.70 for 
W/M rates up to 
£17.50 £3.00, £3.20, 
£3.45 for w  rates 
up to £17.50 £1.25 
£1.35 £1.45 for 
W/M - rates over 
£17.50 up to 
£24.90 - £2.25, 
£2.40, £2.60 for w  
rates over £17.50 
W/M rates in

£24.90 increased 
to £25 Service 2 
and 3 rates 
increased 
proportionateiy

1 0 ° /

5 November

from 
1 Gctober

24 November 
Eastbound

15 December 
Westbound

end of 
November

1 December

184 Europe Indonesia Conference

Far Eastern Freight Comerence 
Europe/Japan and Japan/Europe 

Freight Conferences 
Philippines/Europe Conference 

Sahah, Rrunei and Sarawak 
Freight Conference 

Shipping Lines operating between 
Australia and North Ameriean 
Pacihe coast 

Canadian North Atlantic Westbound 
Freight Conference

ceptfor؛ ^10

December

1 December 

1 December 

1 December

1 Decemher 
27 December

South East African

185
to

190

191

*Conference of Malta and Alexandria 
Steamship Lines

193 Europe/South
Conference

194 *Levant Conference

Red Sea and Gulf of Aden/-US 
Atlantic and Gulf Rate Agreement

Somh African, Europe and Beira/ ■ 
Europe Shipping Conferences 

Atlantic and Gulf/West coast of South 
America Conference

195

196
197

A n n o u n c e m e n t s  m a d e  i n  1972 FOR 1973

Conference م، Name ٨٠٠

Date ٠/ 
implementation 

announced
اء»ءه-مس'ء؛ءءء ™ءء

increased ٠٢ increases New

Surcharges

Reduced, cancelled or 
incorporated in tariff

199 AecordiSudPacifieo 1 January 
1973

unspec. increase 
(new rates fixed 
individually)



1972, 1973 and January-March 1974
سسئ Table 33 (مء،«ر

an^ surcharges annouDced “ during the years
PART ON:£ 1973 (مء؛،«رمحءس

Finer freight rate

Surcharges

Reduced, cancelled or
incorporated in tariff٠٢ كمءسمم«*ء،محث New

Generalfreight rateimplementation
announcedName ofConference

Item
No.

'% €A £cance]led

2 net/MT until 
31 March on iron and 
steel shipnrents 
(classes 1 to 3 of the 
tariff)

5 % Bunker incorporated 
مظل$ additional charge 
ineorporated.

$1. consular clearance fee 
incorporated in tariff

cancehedBunker ا

!©% CAF incorporated 
in tariff

$1. Bunker cancelled

CAF (...) incorporated 
in tariff

!٠ % (Maximum 
$7/W/M) both 
direetions

$1.27/ton separate 
surcharge to cover 
charges assessed by 
Colombian port 
authorities

to be announced 
(both directions) 

1©% approx.

$6/W /M 5%  
Bunker, $1.80 
additional eharge 
and $1 consular 
clearance fee 
incorporamd in 
tariff

unspeciffed increase 
(ne١v rates fixed 
individually)

10 % approx. (to and 
from Haifa and 
Ashdod)

2.5%  surcharge for 
freight payable at 
destination upon 
request of the shipper 

to £ l^/^0 ft container 
from £4 in Liverpoo! 
£5 in Manehester and 
£10 in London to  
£24/40 ft. eomainer 
from £8 in Liverpool 
and £19 in London 

Terminal charges for 
containers to Haifa 
and Ashdod in 
loading ports of 
London, Liverpool 
and Manchester

1 January 
1973

1 January 
1973

1 January 
1973

1 January 
1973

1 January 
1973 

1 January 
1973 

1 January 
1973

1 January 
1973

i  January 
1973

1 January 
1973 

1 January 
1973

1 January 
1973

10%
10% CAF 

ineorporated in 
tariff

10% approx.

10% approx. CAF 
(...) ineorporated 
in tariff

7.5 % approx. 
(Eastbound freight 
tariff)

I January 
1973

1 Fehruary 
1973

1 February 
1973

1 Mareh 
1973

^00 American West African Freight 
Conference

201 Associated Continental Middie 
Lines

202 Conference of Gibraltar and Morocco
Steamship Coupâmes

203 Conference of Malta and Alexandria
Steamship Companies 

^04 Conferences Maritimes Aigërie-Franee

205 Continent/Israel/Continent
Conference

206 East Coast Colombia Conference

207 European/South Faeifie and Magelian
Conference

208 Joint Service France/Israel

209 Levant Conference

210 Gutward Continent/Australia
Conferenee

211 JJK/fsrael Conference

West Afriea/South Africa freight 
Agreement

Japan/Latin Amebea Eastbound 
Freight Conference 

Japan West Coast South America 
Freight Conferenee 

Freight Conferenee د
Mediterranean/USA Great Lakes 

Westbound Freight Conference 
American Great Lakes/

Mediterranean Eastbound Freight 
Conference 

Assoeiared Continental Middle Eaŝ  
Lines

212

213
to
215

^16

217

218

59



T able 3ق (continued)

and surcharges announced* during the years 1972, 1973 and January-March 1974

PART ONE; 1973 ( ء«مء«/رمحءمح

Liner freight rate

Surcharges

Reduced, cancelled or
incorporated in tariffNew  ٠٢  increased

Generalfreight ٢٠؛ ،?
increases

implementation
announcedName ofConference

Item
No.

cancelled

GAFto

؟1.50 /FT Transhipment 
additionals for port 
of Manaus (south- 
bound trade) to $9./ 
F T fro m $ 6/FT  
port additional for 
Manaus (southbound 
trade)

Bunker! % Emg.

from

from 8.57% to7% G A F

Surcharge (...) on cargo 
of more than 5 tons 
per piece cancehed

^rom $2/B/L to ء1.مو / 
B/L special surcharge 
to Panama ؛md Ganal  
^one on cargo from 
Le Navre-Hamburg 
range and Marseilles

 March ل
1973

7.5March

(assumed to 
؟ e in March

accordance
with
Gon^rence 
item 53

to هل % from (...) GAF 
for eastbound trade 
to 8.5 % from ( . . .)^ r  
westhound trade

Reduction of 5 % 
equivalent to $2 
approx. for 
shipments hy 
containers

to (...) from (...) Handl. 
in Italian ports

6 % GAF on alt non- 
eontract general and 
rehigerated cargo 
from New Zealand ،٠  
United Kingdom, 
Gontinent and 
Mediterranean ports 

$1.5© on cargo from 
Gontinem, 
Scandinavia, United 
Kingdom and Ireland 
to Honduras Pacific 
and Atlantic coasts

North of Brazil and Amazonia/ 
Europe/North of Brazil and Ama- 
zonia Freight Gonfrrence

219

22© Shipping Lines operating between UK 
and Arabian and Iranian ports 

221 Med./Gulf Gonference

222 Burma/United Kingdom and Gonti- ■
nent Gonference

223 UK Nord Gontinent/Burma
Gonference

224 Geylon/UK and Eire Gonference
225 Trans-Pacific Freight Gonfrrence of

lapan

226 Bombay/Austraiia Rate Agreement
227 Gonferencia de Fletes Italo-Franco

Espafiola
228 Mediterranean/Ganada Westbound

Freight Gonference
229 Mediterranean/USA Great Lakes

Westbound Freight Gonference 
23© New Zealand European Shipping 

Association

231 Association of West India
Trans-Atlantic Steam Ship Lines 
(WITASS)

PART TWO: 1973

Item
No. Name ٠/ Conference

ء ٠/ — ءءه
implementation General freight rate 

announced ء«ي>ءءءهء

Surcharges

Reduced, cancelled or
New ٠٢ increased «؛٠٠٢^٠٢٠؛،?،؛ in ؛٠٢^؛

1 Independent Gombined Lines (IGL) 1 lanuary n.a.
0 lapan/Latin America Eastbound 1 January ©.5% 12.5% GAF included in

Gonference tarifr
٩ Japan/West Goast South America 1 January ©.5% 12.5% GAF included in

Freight Gonference tarifi
4 lapan/Mexico Freight Gonference 1 January 12.5 % 12.5% G A Fine}udedin



Table 33 (continued) 
rges announced“ during the years 1972, 1973 and January-March 1974 

TWO: 1973 (continued)
andrateTiner

Surcharges

Reduced, cancelled or
incorporated in tariffNew  ٠٢  increased

Generalfreightimplementation أ،ءهسم
announcedName ofConference

Item
N ٨ .

Bunker redueed by 50 %USS3.35/T Handl. 
(Pacific Coast)W est Coast India- 

West Coast North 
America]

[West Coast USA  
to India]

Bunker canelled

$2/1000 kg. unspec. 
surcharge for metal 
produets

; to;CAF from 4؛
14/15؛

US$6.25/T receiving

55/60 % of unspec.
handl. charge 

55/60 % o f unspec. 
handl. charge

Bunker reduced 50 %- 
We^t Coast USA

11.1% CAF

11.1% CAF 
11.1% CAF 
10% CAF

11.1% CAF

CAF from 9%  to 2 1 %

CAF from 9.21 % to 
16.56%

Coast]

10%

CAF from 10 % to

CAF from 8.57 % to

) ،ؤ 11.5 ^ F  (from UK)  
11.35% CAF (from 

Burma)
8 % CAF

8% CAF

11.1% CAF

12.50% [East Coast US$3.35/T Handl. 
India-Pacific

Pacifie-India/Pakistan/Ceylon/Burma 1 January

6 Pacific-India/Pakistan/Oylon/Burma !January
Agreements

7 Unicorn Shipping Lines (Durhan) 1 Janua^
8 Conférenee Export-import des

؛ئتةءثمئثءث“؟1؛ئة
de la b u n io n  (CIMACOREM)

9 Assoeiated Continental Middle East 1 January
Lines

10 Conférence Algétde-France 1 January
11 UK/West Africa Lines Joint Service 15 January

(UKWAEL)
12 Bank Line Ltd. London-Glasgow January
13 Liner serving the trade hetween Beginning of

Europe and River Plate February
14 Japan/Canadian Great Lakes Freight !February

Agreement
15 Iceland/Continental Europe-Iceland 1 FebruatY

Lines
16 Assoeiation of West India Trans- !February

Atlantic Steamship Lines (WITASS)
17 Conferenza Italia/Portogallo and vice !February

18 A^ordo Merci Italia-Canarie 1 February

19 Comité de Liaison France Maroe 15 February
20 Lines operating between Hamhurg and 15 February

Sweden
21 Burma Continental Conference 16 February

(Outward)
22 Burma Continental Conference 16 February

(Homeward)
23 Burma/UK Continent/Burma Services 16 February

24 Italy-Portugal Shipping Conference 19 February
STAFFORD

25 Ital^-Algeria-Moroco Conference 19 February
(CITAFMAR)

26 Companies in tra^e between Europe 20 Februaiy^
and East Africa

27 Pacific/India/Pakistan, Ceylon, Burma 20 February
Agreement

28 Entente de Fret Marseille-Mer Rouge 20 February
(sauf O]ibouti)

29 North Continent/Aqaba Agreement 20 February
30 Continental Red Sea Conference 20 February
31 The Association of West India Trans- 20 February

Atlantic Steam Ship Lines 
(WITASS)

32 Assoeiated Middie Fast Lines 20 FehruaiY
(ACMEL)

33 Outward Continent Austrafia 20 February
Conference

34 UK/Australia Shipping Conference 20 February

61



Table 33 (continued)

arges announced “ during the years 1972, 1973 and January-March 1974

PART TWO: 1973 (continued)

andLiner freight rate

Surcharges

Reduced, cancelled or
incorporated in tariffN w  ٠٢  increased

Generalfreight rate
increases

Date ٠/  
implementation 

announcedName ofConference
Item
No.

11.11% CAF 
CAF 12% (from UK)- 

24% (from Belgium, 
Federal Republic of 
Oermany, and the 
Netherlands) -21.5%  
(from France) -18 %  
(from Scandinavia) - 
24 % (from Japan) - 
18 % (from others) 

10% CAF

11.1! % CAF 
11.11% CAF

CAF inereased from 
10.4% to 22.66% 

11% CAF

8 % CAF

7%  CAF 
6.4%  CAF 
10% CAF

11.11 % CAF 
11% CAF

11.11% CAF 
11.11% CAF 
11% CAF 
11% CAF

11% CAF

toCAF from ; 
17.^^% 

CAF 
CAF 

- %CAF  
11% CAF

11.11%
u.6%
11

11.11% CAF 
5%  Bunker

5 % Bunker 

6 % CAF 

1L !% C A F  

$1.5/T Transhipment

5 % Bunker 
11% CAF

^0 February

20 February

7» Fehruary

20 February 
79 Fehruary

7B Fehruary

7» February

7» February

20 February 
20 February 
7» February

20 February 
20 February

20 February
20 February
21 Fehruary 
21 February

21 February

21 February

21 Fehruary 
21 February 
21 Fehruary 
21 February

21 February 
7-7 February

77 February 

77 February 

7-7. February 

1 Mareh

1 March 
1 Mareh
!M arch п.!

35 mdia Pakistan Conferences
36 Far Eastern freight Conference 

Europe Japan and Japan Europe
to Freight Comerence

Philippines Furope Conferenee 
39 Sabah, Brunei, Sarawak Freight 

Conference

40 European/South Paeific and Magellan
Conferenee

41 European East Afrlean Conferenee
42 AccordoAgemi Mar Rosso eO olfod i

Aden
43 Mauritius Outward Conference

44 Europe/Brazil (Southbound)
Conferenee

45 Brazil/Europe (Northbound)
Comerence

46 Jtaly/West Afriea Conferenee
47 Italy/Far East Conference
48 Сотбгепее Export des Lignes de

Navigation desservant l’Indochine
49 UK-Red Sea Conference
50 North of Brazil and Amazonia/

Europe/North of Brazil and Ama- 
zonia Freight Conference

51 India/Pakistan/BangladeshConferenee
52 Sri Fanka Commentai Conference
53 Conferenza Centro America
54 BrazihMediterranean-Brazii Freight

Conference
55 River Plate/Mediterranean/River Plate

Freight Conferenee
56 Sri Lanka/Contmental Furore

Conference
57 UK/Sudan Conferenee
58 Sri Lanka/UK-Eire Conference
59 Conferenza Merel Messico
60 Accordo Merci Tirreno Levante

[AMETILF]
61 Europe/Sudan Conference
62 Lines serving the trade between

Continemal Europe and Eastern 
Mediterranean

63 Cominem-Turkey-Continent
Conference (CONTURCON)

64 Consortium Fine (North Continem
£urope-UK-Nor؛h of Spain)

65 Mediterranean Middle East
Conference (MEUMECON)

66 North of Brazil and Amazonia/
Europe/North of Brazil and Ama- 
zonia Freight Conferenee

67 Cominent Israel Comment Conference
68 Egypt/Italy Freight Conference
69 Lignes assommes au trafic entre Afrique

du Sud/Sud-Ouest et Sud-Est



T able 33 (continued)

trges аппошсед * daring the years 1972, 1973 and January-March 1974

PART TWO: 1973 / ؛«مء«رمحء ح

andrate©пег

Surcharges

Reduced, cancelled or 
incorporated in tariffNew  ٠٢ increased

Generalfreight rate 
increases

Date ٠/  
implementation 

announcedName ofConference
Item
No.

4%  CAP

CAP from 10 to 14.5% 
GAP from ( . . . ) ئ 14.3 %

GAP from (...) to 13.5 % 
GAP from ( ...) to  14.2%

GAP from (...) to 14.2%

5%  Bunker

10% GAP from North 
America 

10 % GAF from Europe

10% GAF

5 % Bunker

Handling charge h"om
15%ج2م%

11.10% GAF 

5 % Bunker 

5 % Bunker

10% GAF

5 % Bunker

11.11% GAF 
10% GAF

; g a f7.8

10% GAF 

10% GAF

20 %redu©iono؛ unspec. 
sureharge

10%

10%

!٠%

>%GAF

7.5

!٥ %

1 M«r<"+
2 March

5 M ar^  
5 March

5 March 
5 March

5 March

6 March 

© M arch

15 March

16 March

18 March

19 March 

19 March 

19 March 

19 March

19 March

20 March

21 March 

21 March

23 March 
26 March

©  March

1 April 
1 April 
1 April 
1 April

1 April

1 April

1 April

1 April

1 April 
1 April

70 Gonférence Hambourg/Fondres
71 Armements opérant entre ports fran-

çais de la Méditerranée et Maroc
72 Span/Philippines Freight Gonfrrence
73 Japan/Hong Kong, Japan/Straits

Freight Agreement
74 Japan/Thailand Freight Gonference
75 Japan/India, Pakistan Gulf/Japan

Gonference
76 Bay o f Bengal/lapan/Bay of Bengal

Gonference
77 West Goast of Italy/Sicily-Adriatic

ports-North Atlantic Range
78 Fines serving the trade between

Gontinent and Libya and Tunisia
79 Gondnental North Atiantic

Westbound Freight Gonference
80 North Adantic/Gontinental Freight

Gonference
81 Gonférence sur le trafic entre ^ pon/

Amérique du Nord
82 Aliberia Gonference South and North-

bound
83 Gonference for UK/India, Pakistan,

Bangladesh, Sri Lanka
84 Entenfr de Fret Marseille-Mer Rouge

(sauf Djibouti)
85 Portugal/North Gontinent Gonference

(Northbound)
86 North Gominent/Portugal Gonference

(Southbound)
87 GuR European Freight Association

(GFFA)
88 Gontinental/us Gulf Freight

Association
89 Gombi Line in the trade Europe-llSA/

ports of South Atlantic
90 Armements ؟٥  trafic entre Hambourg/

Ва^ошге-Fgypte
91 USA-Spain-Portugal
92 Gonference of Maha and Alexandria

Steamship Gompanies
93 Australia/Ganada East Goast, St.

Lawrence and Great Lakes 
Gonference

94 Associated Gentral West Africa Lines
95 Joint Service Gontinent/New Zealand
96 Italian West African Gonference
97 North Europe/US Pacific Freight

Gonference
98 North Europe/Ganada Pacific Freight

Gonference
99 New Zealand European Shipping

Associafion
100 Anglo Soviet Shipping Go. (Volgo

Bah Line)
101 Gonferenza Merci Messico

102 Egypt/Italy Freight Gonference
103 Japan/Latin America Fasthound

Freight Gonference



T a b l e  33 (continued)
1974 rges announced “ during the years 1972, 1973 and January-March

PART TWO: ا973 (مء««؛،«رمحء
andrateLiner ا

Surcharges

Reduced, cancelled or
incorporated in tariffNew  ٠٢  increased

Generalfreight rate
increases

Date ٠/  
implementation 

announcedName ofConference
Item
No.

20 % reduction of 
unspec. sureirarge

10.6 % €A F  Austraiia 
8.5% CAFNewZeaiand

22.66% incorporated in 
tariff

 Bunker incorporated % ؛
in tariff 

 unspec. charge % أ
canceiied 

! % unspec. charge 
canceiied

USS13.5/T Handi. in 
Chiiean ports

from 10€A F  to

10%

10%
n.a.

10%

22.6 %

n.a.
n.a.

10%

! ٥ %

10%

؟20 /FT Handl. in 
Chilean Ports

؟2.65 /T (unspec.
section) 

؟7.50 /T (unspee. 
section)

n.a.

n.a. Handl. 

n.a. Handl.

7% CAF

ا %م

10%

50$ 6.50/MT till؟ 
 ؟MT tdl/8.50 75؟

 ؟i0.50/MT till 100؟
14.50/MT more؟

than 1س؟

04 Japan/West Coast South America 1 April
Freight Conference

05 lapan/Mexico Freight Conference 1 April
06 Lines serving the trade hetween North 1 April

Continental Furope and Greece/ 
Lebanon/Syria

07 Conference of Moroeeo and Gibraltar 1 April
Steamship Companies

08 Lines serving the trade between Spain 1 April
and Italy

09 Eastern Canada/Australia/New 1 April
Zealand Conference 

UK/West Italy and Sicily Freight 2 April ل0
Agreement

11 European/South Pacific and Magellan 4 April
Conference (ESPM)

12 Mauritius Gutward Conference 4 April

13 North Continent/Spain Conference 9 Aprii
14 Aliheria Maritime Conferenee 9 April
South and South East African 9 April ل5

Conference
16 Atlantic Portugal Eastbound Freight 15 April

Conference
17 Conferenza Italo/Portogallo y vice 16 April

18 Conferenza Italia Algeria Morocco 16 April
(CITAMAR)

19 Entente de Fret Marseille Levant i 6 April
20 European/South Pacific and Magellan 17 Aprii

Conference (ESPM)
Assoeiation of West India Trans- 1 May ل2

Atlantic Steamship Lines (WITASS)
22 Assoeiation of West India Trans- 1 May

Atlantic Steamship Lines (WITASS)
23 Conférences en Trafic Sortie Ports 1 May

Dunkerque Boulogne et CDA
24 Drganisation du Trafic Méditerranée 1 May

Afrique de l’Ouest Marseille 
(OTRAMA)

25 Service Combiné Maroe Allemagne 1 May
26 Convention Italie Dceidentale Sicile 1 May

(Sectem Hambourg/Anvers)
27 Confinent West Africa Conference 1 May

(COWAC)
28 Shipping Lines serving the trade IM ay

Europe/Dceania
29 Europe/South and South East Africa !M ay

Conference
30 Europe/East African Conference 1 May
3! Lines serving the trade between !M ay

Marseille/Gibraltar
32 Trade hetween Mexico and Bremen/ ! May

Havre range of ports
33 Combi Fine in the trade between South 1 May

Atlantie/IISA and Europe
34 Italia West Africa Line ل May
35 Malaysia-Pacific Rate Agreement 1 May
36 Mediterranean North Pacific Coast 1 May

Freight Conference



Table 33 (continued)

and surcharges announced“ during the years 1972, 1973 and January-March 1974
. PART TWO: 1973 (continued)

Liner Ireight rate

Date ٠/  
implementation

Surcharges

Item
Name ofConference

Generalfreight rate Reduced, cancelled or
No. announced increases New ٠٢ محءءهجسمء«آ incorporated in tariff

137 Lines serving the Hamburg/Antwerp 
and Algeria

1 May 10 DM/per T

138 Aecordo Merci Tirreno levante 1 May 11% 11 % CAF ineorporated
(AMETILF) in tariff

139 Convemion to North Continem 1 May 2.5% 4 % tax per bill of !ading
caneelled

140 European South Pacifie and Magellan 4 May Handl. from $9 to $13.5ر
Conference (ESPM) T/F

141 North Continem Portugal Conference 6 May 5 DM/MT unspec.
(Southbound)

142 North Atlantic Westhound Conference 7 May ١٥%
143 UK/Spain Freight Association 7 May n.a. n.a. CAF ineorporated in

tariff
144 Conference of Malta and Alexandria 

Steamship Lines
11 May 5%  CAF

145 Associated Antwerp Lines 14 May 10% CAF
146 Canadian Norffi Atlantic Westbound 14 May n.a.

Freight Conference
147 Outward Cominent/Austrafia 

Conference
14 May n.a.

148 North Atlamie French Afiamic 14 May 10%
Freight Conference

149 North Atlantie Baltic Freight 14 May %هل
Conference

150 North Atlantic Mediterranean freight 16 May 10%
Conferenee

151 Emente de Fret Marseilie Levant 16 May 0 و%
152 European/South Paeific and Magellan 17 May $20/FT Handl. in

Conference (ESPM) Chilean ports
153 West Coast of Italy, Sicily and 17 May 10% CAF

10% CAF

10% CAF

from 10 to 5.5% CAF 

from 10 to 5.5% CAF

CAF ؛%

0 ل%

12.50%

13 % (for East and 
South Africa) 
12.5% (for West 
Afriea)

$1.5/1000 kg.pre-shpt.

CAF to 7%  from 6%
% unspee.

Adriatic Ports/North Atlantic

154 Mediterranean North Pacific Coast 17 May
Freight Conference

155 Marseille/North Atlantie USA Freight 17 May 10 %
Comerence

156 Spain/US Norffi Atlantic Westbound 20 May 10 %
Freight Conference

157 Mediterranean-Oulf Conference 21 May
158 North Atlantic/UK Conferenee 24 May 10 %
159 Calcutta East Coast of India and 27 May

Rangiadesh/USA Conference
160 India, Pakistan, Bangladesh, Ceyion 27 May

and Burma © u^ard Freight 
Conference

161 Lines securing the trade between New May
Zealand and United States

162 Fntente de ^ret Marseille-Mer Rouge 1 June
(sauf Djibouti)

163 American West Amiean Freight 1 June
Conference

164 Far East/East Africa Freight
Conferenee

165 Japan and Hong Kong/South Africa ٧٥٠
Shipping Conference

166 Conferenee of ©ibrahar and Morocco 1 June
Steamship Companies

167 Conferencia de Fletes Italo-Franeo 1 June 10%
EspafioH (COFIFE)

168 Italian West Africa Conference 1 June
169 Inter-American Freight Con^rence 1 June

Section A
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Table 33 (continued)

and surcharges announced ء during the years 19721973 ء and January-March 1974

PART TWO: 973ل (continued)

Liner freight rate

Surcharges

Reduced, cancelled or 
incorporated in tariffNew  ٠٢ increased

Generalfreight rate 
increases

Date ٠/  
implementation 

announcedN am e i
Item
No.

10 % for wood

12 %unspec.
10% CAF

GAF ؛%

7.24% GAF 

6 % GAF

; g a f
: g a f

7.5
7.5

7.5%  GAF
GAF for shipments to 

UK/Irish Republic 
from 1 2 % to 14%; 
Federal Republic of 
Germany, Relgium, 
Netherlands from 
24 % to 26 %; France 
from 21.5%  to 2 2%; 
Scandinavia from 
© % to 2 4 % ;^ p an  
from 24%  to 28%; 
Hong Kong from 
18% to 19% ;?hilip- 
pines from 14% to 
16%; Singapore and 
Malaysia from 18% 
to 2 0 %

7.5%  GAF

Bun^r cancelled

10%

10%

!٠%

!٠%

10%

n.a.

US^3/WM

10%

7%

1 June

1 June

1 June

1 June

1 June

1 June

1 June

1 June

1 June

4 June 
11 June

15 June

15 June

15 June 
15 June

18 June 
21 June

21 June

١؟  June 
25 June

25 June 

25 June

27 June

30 June 
1 Juiy

1 J u l^

Atlantic and Singapore, Malaya and 
Thailand Gonference 

Atlantic and Gulf ©donesia 
Gonference 

Mediterranean Ganada Westbound 
Freight Gonference 

Ganada/Mediterranean Freight 
Gonference 

Mediterranean/USA Great Fal،es 
Westbound Freight Gonference 

American Great Les/Mediterranean 
Eastbound Freight Gonference 

USA/South and South East African 
Gonference 

Gominent/Turkey/Gontinent 
Gonference (GONTURGON) 

Go^inent West Africa Gonfrrence 
(GOWAG)

Gibraltar and Moroeco Gonference 
India, Pakistan, Rangladesh, Ge^lon 

and Rurma 
UK/USA Gulf Westbound Freight 

Gonference 
Association of West India Trans- 

Atlantic Steamship Lines (WITASS) 
?acific Westbound Gonference 
North Adamic Westbound Freight 

Association 
Gompanies in Tra^c with Gibraltar 
Outward Gontinent, Australia 

Gonference 
Associated Gontinental Middle East 

Lines (AGMEL)
Gominem Red Sea Gonference 
Ethiopia OJibouti and Aden Gontinent 

Rates Agreement 
North Gominent/Aqaba Agreement 
Far Eastern Freight Gonfrrence- 
?hihppines/Europe Gonference;

Europe/Japan and Japan/Europe • 
Gomerence, Sabah, Rrunei and 
Sarawak Freight Gonference

ل7ه

171

172

173

174

175

176

177

178

179
180

181

182

183
184

185
186

187

189

190
191
to
194

Sudan/UK and Gontinent Freight 
Agreement 

Gontinent Israel Gontinem Gonference 
Rrazil/Europe/Rrazil Freight 

Gonference (Hamburg/Rordeaux- 
Brazil Section)

Gommunauté Tarifaire Gominent/Iles 
Canaries

195

196
197



T a b l e  33 (continued)

and surcharges announced“ during the years 1972, 1973 aud January-March 1974

PART TWO: 973ل (continued)

Liner

Surcharges

Reduced, cancelled or
incorporated in tariffNew  ٠٢  increased

implementationججإثإء«ءم؛ء ءاءآ
announcedName ofConference

Item
No.

CAF from 12 % to

to

CAF reduced from 
11.11% to 8% m the 
trade from Italy

8.24% to

! ٥ %

12 %

10-15%

6%

11.5% from 0.5ميأثم

10 % East Coast u s ,  
South America

$20/FT Haudl. for 
Chilean ports 

$17.5/FT Handl. for 
Chilean ports 

ا0 % CAF

 CAF from 10 ؛

4% CAF

CAF from 11.11 % to 
26.40% excepting 
traffic for Nacala and 
Portuguese Ports of 
East Africa which is 
increased from 
21.66% to 40.47% 
and traffic from Italy 

16% CAF

CAF from 7.5%  to 16% 

10% CAF

10% CAF

CAF from 
36.6% 

6 % CAF

6 % CAF 
6% CAF 
1.5% CAF

Entente Ports Français (sauf 1 July
Dunkerque) Djibouti 

North of Frazil and Amazonia/ 1 July 
Europe/North Frazil and Amazonia 

Brazil/Europe/Brazil Freight 1 July
Conference (U^Brazil)

Mediterranean Middle East 1 July
Conferen№ (MEDMECON)

UK/Israel, Israel/UK Shipping 1 July
Conference

Aceordo Noli Hrreno-Tunisia-Libya 1 July
Lines serving the trade between East 1 July

Coast of Mexico and Hamburg- 
Bordeaux range of ports 

Association of West India Trans- 1 July
Atlantic Steam Ship Lines 
(WITASS)

Inter-American Freight Conference 1 July

South Afriea Far East Freight 1 July
Conference

Joint Service France Israel 1 July
Atlantic and Gulf West Coast of South 2 July

America Freight Conference 
West Coast South America North- 2 July

hound Freight Confèrent 
“Lomera Lines” Joint Serviee between 2 July

London and Near East 
European South Pacific and Magehan 2 July

Conference (ESPM)
Assoeiated Continental Middle East 6 July

Line(ACMEE)
East African Conference Lines 6 July

6 July 

9 July

9 July 

9 July

10 July

16 July

16 July

16 July 
16 July 
16 July

200

201

202

204
205

209
210

211

212

213

214

215

216 Assoeiation of West India Trans-
Atlantic Steam Ship Lines 
(WITASS)

217 East African Conference Line

North Continent Aqaha Agreement ‘ 
Continent Red Sea Conferen№ 
Ethiopia, Djibouti, Aden Continent 

Rates Agreement 
Lines serving the Ro/Ro Trade 

between Felixstowe and Rotterdam/ 
Antwerp

Lines serving the trade between u ^  
and Sweden 

Dutward Continent Australia 
Conference 

European South Pacific and Magellan 
Conference (ESPM)

Coffiérence Centre Amérique 
Conférence Marehandises Mexique 
Assoeiation of West India Trans- 

Atlantic Steam Ship Lines 
(WITASS)

218
2i9

222

223

225

227
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January-March 1974 اس1 1973 ,1972
Table 33 اء«مءك>ا«رمحء

and surcharges announced“ dnrlng the years
PART TWO: 1973 (س««؛،«رمحء

Liner freight rate

ءهءسمههءم«ك
محءك«محءء , cancelled or

incorporated in tariffNew  ٠٢  increased

Date ٠/
»؛ما/أء«ء«أءهء*ه«

Name ofConferenceه«»ف«»محسم
Item
No.

AF Reduction€ % ٤ 
CAF Reduction ؛%

9+ ا ©% CAF

%!ل  CAF
3.76% CAF

C A F from lO % to l5%

C A F from l6 % to l8 %

CAF increased to 33 % 
from Federal Repub- 
lie of Germany, 
Relgium, Netberiands; 
29%  from Scandina- 
via; ^4% from Hong 
Kong; ^3 % from 
Korea; 2 م.5 % from 
Philippines; 25.5%  
from Singapore and 
Malaysia.

C AF16% fromHKand  
Irish Republic and 
31 % from Japan

10.34%  CAF 
incorporated in tariff

reduction CAF

1^.5% CAF 

20 DM /T Handi.

;CAF

m ll% to(>؛C ^ ^ f 

0% c؛ ^ f r ^ m l l 

5% Runner

16.4% to ٢  CAF ؛٢

CAF 11.11% to 

11.1 % from ؟ع

16 July

16 July 
16 July 
16 July

20 July
22 July
23 July 
23 July

27 July

27 July

1 August

1 August D .6 %
1 August 5 ئل% .
1 August 12.5%
1 August %مل
1 August n.a.

1 August n.a.

1 August

1 August

1 August D.5%
1 August 12%

1 August

1 August 10.34 ح

1 August 6 %

1 August 6 %

1 August 
1 August

1 August

6 August

7 August 

9 August

Traffic be№een Australia/New

Conferenza Cemro America 
Conferenza Merei Messico 
New Zealand European Shipping 

Association 
Itahan West African Conferenee 
Australian Conferences Lines 
Mauritius Gutward Conference 
Associated Antwerp Lines 
North Continent Aqaba Agreement ■ 

Continental Red Sea Conferenee 
Fthiopia ©jibomi and Aden 
Cominent Rates A^:eement 

Far Fastern Freight Conferenee- 
Japan/Europe-Europe/Japan 
Conferenee-Phiiippines/Europe 
Freigm Conferenee Sabah, Frunei 
and Sarawak Freight Conferenee

230
231

232
233
234
235

to

to

UK/Sudan Conference Lines 
North Continent Aqaba Agreemem 
Cominental Red Sea Conferenee 
Emente de Fret Marseihe Fevam 
West Coast of India Seyehelles-East 

Africa Conferenee 
Madras/Malaysia/Singapore 

Conferenee 
Cominemal Canadian Westbound 

Conference 
CNAN (Algerian Line in the trade 

between Algiers and Hamburg/ 
Amwerp)

Europe Canada Lakes Lines 
Inter-American Freight Conferenee 

(Rrazil/East Coast o f USA) 
Canadian Cominental Eastbound 

Freight Conference 
Shipping lines operating the serviee 

between London and Greek ports 
Conferenza Merei Messico

Conference Cemre Amérique

Conferenza Italia Algeria Morocco 
Conferenza Italo-Portogailo and vice 

versa
Continent West Afriea Conference 

(CGWAC)
Italy/Far East Conference

India, Pakistan and Ceylon Conferenee

Mediterranean Middle East 
Conference (MEDMECON)

246
247

^49

250

251
252

253

25؟

257

260



T a b l e  33 (continued)

1974 years 1972, 1973 and January-March ٥١٠ d “ during>؛and surcharges ^nnennc

PART TWO: 1973 (سء««؛؛رمحء

©пег freight rate

Surcharges

Reduced, cancelled or 
incorporated in tariffN w  ٠٢ increased

Generalfreight ٢٠؛ ،?
ة/مء ٠/

implementation
announcedName ٠/ Conference

Item
No.

.to  18%

n.a. CAP increased to 
23%

CAP from 6% to 10% 

7%  CAP

OAP from 17.5% to 

CAF^^from 17.5% to 

CAF^from 17.5% to

rednction آ

Rednetion €AF from 
18% to 13% 

Réduction OAF from

R ed^tion €A°^ from
23%ئ1و%

OAF from :

7.5 % Suez Oanal sur- 
charge incorporated in 
tariff

OAF from 21% to 18%

C A F fro m 2 1 % to  18% 
10% CAF 

incorporated in tariff

14.5%

13 August

13 August 
15 August

15 August

16 August 

16 August 

16 August

16 August

17 August

20 August 

20 August 

25 August

2%  Handl. 

5%Runkr 

CA^ from 8 % to

September $2.5/M^

September $2.5/M^

September Rate increase in two
1973 stages:
March 8 % on 1 Sept. 1973

1974 4%  on !M arch 1974
September 8.5%

September 7-و%
September % ١٠

Septemher 8%
September n.a.

September ١٠ %

September 5.2%
September

September 7.5%

September 20%
Sepmmber 10%
September 12%
September
September ١٠ %

September

September 10/15%
September 8.5%

Thailand/Europe Conference

Conference of Gihrahar and Morocco 
U ^M adeira and Canary Islands 

Conference 
Conference in T ra^c between UK and 

Finiand 
Conférence Centre Amérique

Conférence Marchandises Mexique

Association of West India Trans- 
Atlantic Steamship ©nes 
(WITASS)

©nes serving the trade between Europe 
and Rahamas 

Hapa^ ©oyd AG in the trade between 
Europe and Porto Rico/Yirgin 
Islands

Continental Red Sea Conference 

North Continent Aqaba Conference 

Thailand/Europe Conference

265

270

271

272

273 

774

275

276

277
to

281

Cominenml North Atlantic 
Westbound Freight Conference 

Seandinavian/Baltic/US North 
Atlantic Westbound Freight 
Conference 

^ar Eastern Freight Conferenee, 
Europe/Japan, Japan/Europe, 
Phihppines/Europe, Sabah, Brunei 
andSarawa^

Gutward Continent Australia 
Conference 

Thailand/Europe Conference 
UK/North Continent/Seychelles 

Conference 
Italy/Far East Conference 
The lines serving the trade between 

Antwerp and Finland 
North Atlantic/French Atiantic 

Freight Conference 
Conference Continem/Corsica 
Association of West fndia Trans- 

Atlantic Steamship ©nes (WITASS) 
Far Easmrn Freight Conference, 

Europe/Japan-Japan/Europe, 
Philippines/Europe, Sabah, Brunei 
and Sarawak Freight Conferences 

Conférence Centre Amérique 
East Canada Japan Freight Conference

295 ©ter-American Freight Conference
296 Conférence Marchandises Mexique
297 Conference de Fletes Jtalo-Franco

Espahola
298 Rio de la North of Brazil and

Amazonia/Europe Freight 
Conference

299 Accordo Merci Tirreno Levante
300 UK/Australia Conference

287

to

293
294



Table 33 (continued)

and surcharges announced “ during ĥe years 1972, 1973 and January-March 1974

PART TWO: 1973 (continued)

Liner freight rate

Surcharges

Reduced, cancelled or 
tariff ،؟«/٠٢^٠٢«//،?،؛؛New ٠٢ increased

Generalfreight ٠^^٢ 
increases

Date ٠/  
implementation 

announcedName ofConference
ItemN٠٠

n.a. Handi. in Chilean 
Ports

5 % Bunker cancelled

10% CAF incorporated 
in tariff 

10% CAF incorporated 
in tariff

11.11% CAF 
incorporated in tariff

incorporated in tariff

CAF increased from 
(...) to 1?%

11% CAF

10.78% CAF 

10.40 % CAF 

3.54% CAF
C ^  from 36.06% to 

CAF from 18% to 

2.4%  Reduction

.5 % reduction of 
unspec. surcharge 

.5%  reduction of 
unspec. surcharge

CAF reduced to 12 % 
for shipments from 
UK/Irish Republie, to 
29%  from Japan, and 
to 23 % from Singapore 
and Malaysia

CAF from 16.5% to

C A F from l8 % to 19% 
CAF from 18% to 19% 
C ^ ^ ^ m  13% to

CAF from 13 % to

CAF from 13 % to

C A F f^ m lO % to

CAF from 5 % to 7.5

ito 7.5%CAF from :

CA^ increased to
25.5 % from France

1 September 
I September

©%1
%مل

1 September 
1 Septemher

i©%

1 September 7%

1 September %ك

3 September i©%

3 September %©ل

1© September 

1© September

H .1 1 %

1© September 

1© Septemher

10 September

10 September

10 September 
12 September

16 September

18 September 
20 September n.a.

26 September

26 September
26 September
27 September

^7 September

27 September

28 September 

1 ©ctober

1 ©ctober 

1 ©etober

1 ©etober 

1 ©ctober

301 Agreement 9984 (HSA South)
302 West Coast of Jtaly and Sieily and

Adriatic ports
303 HS©ulf Rate Agreemeffi 9360
304 European Soutb Pacifie and Magellan

Conference
305 Continent North Atlantie Westbound

Conference
306 Conference of Malta ^nd Alexandria

Steamsbip Eines
307 Conference of Malta and Alexandria

Steamsbip Lines
308 Levant Conference

309 Conférenee de I’Est Africain
(Southbound)

310 Gentlemen’s Agreement fJK Continent
Leticia and Iquitos

311 East African Conference
(Northbound)

312 North of Brazil and Amazonia Europe
North of Brazil Amazonia 
Conference

313 East Afriean Conference (to East
Africa)

314 East African Conference (from East
Kfrica)

315 Europe East Africa Conference
316 ©utward Contffient/Austrafia

Conferenee
317 Association of West Jndia T ans-

Atlantic Steamship Lines (WUASS)
318 Fiji Conference Lines
3 9  Marseilles North Atlantie JJSA ل

Freight Conference
320 Association of West India Trans-

Atlantie Steamship Lines (WJTASS)
321 Conférence Centre Amérique
322 Conférence Marehandises Mexique
323 North Continent Aqaba Agreement

324 Continental Red Sea Conference

325 Ethiopia Djibouti and Aden Continent
Rates Agreement 

3^6 Associated Continental Middle East 
Eines

327 Transpacific Freight Conferenee of
Japan

328 Japan Atlantie and Gulf Ereight
Conference

329 Lines serving the trade hetween
Hamburg/Antwerp and Malta and 
Cyprus

ه33  Continent Turkey Continent
Conference (CDNTURCDN)

331 Far Eastern Freight Conference; Japan 
to Europe/Europe Japan Freight
334 Conference; Philippines Europe

Conference; Sabah, Brunei and 
Sarawak Conference
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T 33 (سء،ء’««رمحء able

1974 surcharges announced “ during ،he years 1972, 1973 and Jnuar^-March اما!ه
?٨^ TWO; 1973 (مء؛«ح«رمحء

Liner

ءءةممهءم«ك
Reduced, cancelled or 
incorporated in tariffNew ٠٢ increased

Generalfreight rate 
increases

Date ٠/  
implementation 

announcedName ofConference
Item
No.

CAF reduced from 11 ; 
to 9.20%

ÇAF increased to 
^5.5%

Bunker increased from 
5% to 7.5%

5 % CAF ineorporated 
into tariff

26%
n.a.

n.a.

from Europe ة7.5°  
to India, Fakistan,

Sri Lanka; D.50%  
from India, 
Fakistan, Bangla- 
desh to Europ؟ ; 
12.60 % from Sri 
Lanka to Europe 

15 % from Italy/ 
Jugoslavia to 
Fersian Oulf 

n.a.

CAF from 31.73% to

12.60% CAF for 
Seandinavia, Federal 
Republic of ©ermany, 
Neffierlands, Beigium, 
France and Fortugal

|إ2ءس,؛0 ء ق

7.5%  Bunker

22.5% CAF trade 
Hamburg/Bordeaux- 
Marseihes-Poland 
and West Coast of 
South America

5 % Bunker

7.5 % Bunker

7.5 % Bunker
CAF inereased to 31 % 

for shipments from 
Federal Republic of 
Oermany, Belgium 
and Netherlands

5 % Bunker

by weight or 
% per item W/M

20%

2.50%

Conf6renee des Frets pour l’Emr6me- !October
Orient et I’Indoehine; Conference 
des Charemes 

Italian West African Conference !October

Zurieh Agreemem of the Trade 
between Antwerp/Hamburg and 
Greece, Syria, Lebanon 

Continent Australia Conference 1 Oetober
O im  Service (Lomera Lines) serving 1 Oetober

the trade between London and East 
Medherranean 

UK/Spain Freight Association 1 Oetober
Red Sea and Gulf of Aden Agreemem 1 October
India/Pakistan and Bangladesh 1 Oetober

Conference; Sri Lanka/UK and 
Eire Conferenee; Sri Lanka 
Continental Conferenee

Mediterranean Middle East ! Oetober
Conference (MEOMECON)

UK/Eire Portugal Conferenee ! Oetober
East Coast o f India/West Asia 1 Oetoher

Conference
Outward Cominent Australia 1© October

Conferenee
East African Conference !© Oetoher

l!^/Lobito Conference 1© Oetober
13^/Austraha Conferenee 2© October

U^/Spain freight Association 22 October
Egypt Italy Freight Conference 27 October

1 November 

1 November

1 November

1 November

1 Novemher 

1 November

335

337

34©
341
342 
to 
344

345

346
347

349

35©
351

353

354 Association of West India Trans- ^9 October 
Atlamm Steamship Lines (WITASS)

355 European/South Paeiffe and Mageffan 29 Oetober 
Conferenee (ESPM)

Canadian North Atiantic Westbound 
Conferenee 

Service Commun Maroe-Affemagne 
Norffi Cominem Portugai 

Conference 
Portugal North Cominent 

Conference 
Liheria Maritime Conferenee 
Far Eastern Freight Conference, 

Europe/^apan-Japan/Europe, 
Philippines/Europe, Sabah, Brunei ■ 
and Sarawak Freight Conferences

Joim Service HSM and Head Line 
serving the trade Antwerp- 
Greenoc^Belfast

357

36©
361
to
364

365

?1



1972, 1973 and January-March 1974
ء؛«اه«رمحء T 33 (ه a b l e

and surcharges annnnnced * during the years
PART TWG: 1973 (لءسع«رمحس

Liner freight rate

Surcharges

٠٢ Reduced, cancelled 
tariff ا’ء»٠٢م٠هسم،اءممحء^ ١٧ ٠٢  increased

Generalfreight ٢٠جء
increases

implementation
announcedName ofConference

Item
No.

R u^er incorporated in 
tariff

1©% €AF

Bunker % أ

CAP increased ff-onr

5 % Bunker

CAP ©creased from 
19% to ^1.5% 

$1.20/T Bunker

3%  Bunker

7.5%  Bunker

15 % Bunker for Algeria 
and Tunisia, 12.5 % 
for Malta, 5 % for 
Israel 

5 % Bunker

$1.2©/T Bunker 
10% Bunker

5%  Bunker

5 % Bunker 
$1.20/T Bunker

Bunker increased from

4.5 % Bunker

Bunker increased from 

Bunked” increased°from 

$2/T Bunker 

4.5%Bunker 

3.5%  Bunker

4.5%  Bunker

. November 5 % Bunker 

November 20% ا

November 

. November 12 % 

November 

November

November ا

25 % meat and؛. 
milk products

366 Convemion Italie Gceidentaie Sicile
367 Confrrenza Italia-Portogallo et vice '

versa
368 Confrrenza Ralia-Algeria-Morocco
369 Mediterranean Canada Westbound

Conference
370 Brazil/Medifrrranean/BraziiPreig©

Confrrence
371 Trade N٥١٣ Zealand/Purope

372 Lines serving the trade Hamhurg/
Bremen to Sweden

373 Continental Red Sea Conference, 
to Pthiopia, Djibouti and Aden
375 Continent Rafrs Agreement,

North Continent Aqaba 
Agreement

376 Conferencia de Fletes I©lo-Franco- 1 November
Fspaffoia

377 Thailand Europe Conference 1 November

378 Association of West India Trans- 5 November
Atla©ic Steamship Lines (WITASS)

379 Conference Export-Import des Lignes 5 November
de Na^ îgation desservant Mada- 
gascar, }es Comores et l’Ile de la 
Réunion (CIMACGREM)

380 Conference of Gibraltar and Morocco 5 November
Steamship Companies

381 Lines serving the Trade be№een 5 November
Europe and Near East and North 
Africa

382 Lines serving the Trade between 5 November
Benelux and Irish Republic

383 Conférence Centre Amérique 12 November
384 Entente de Eret Marseille-Levant 12 November
385 UK Continent/Papeete and Noumea 12 November

Agreement
386 Lines serMng the Trade between 12 November

Lilbeck/Antwerp and Finland
387 Egypt-Ital^ Freight Confrrence 12 November
388 Mediterranean Middle East 12 November

Conference (MFOMECGN)
389 North Europe-Egypt-North Furope 13 November

Conference
390 Continental Red Sea Conference,
to Ethiopia OJibouti and Aden
392 Conffne© Rates Agreeme© 13 November

North Continent/Aqaba
Agreement

393 Cyprus Agreeme© in the Trade with 13 November
Europe

394 Co©©e© Turkey Continent 14 November
Conference

395 European So©h Paciffc and Magellan 14 November
Conference (ESPM)

396 E©e©e de Fret Ports Francis (sauf 15 November
Ounkerque) OJibouff

397 Grganisation du Traffe Méditerranée, 15 November
Afrique de l’Ouest, Marseiile 
(OTRAMA)

398 Conference France-OJibouti 15 November

72



T a b l e  33 (continued)
rges announced“ during the years 1972, 1973 and Jnuary-March 1974
PART TWO: 1973 (continued)

Liner freight rate

Surcharges

Reduced, سء ءء مههء//  
incorporated in tariffNew  ٠٢  increased

Generalfreight rate
pa te  ٠/  

implementation 
announcedName ofCot\ference

Item
No.

Bunker reduced hy i %

CAP reduced from

(CA^
i7 .5% to9 % )

5%  Bunker 
3.5 % Bunker

7 % Bunker

!5%  Bunker 

4.5 % Bunker

9%  Bunker 

4.4© % Bunker 

i5%  Bunker 

5 % Bunker

CAF reduced from 31 % 
to2© .5% ffir  
shipments from 
Federal Republic of 
©ermany, Netherlands 
and Belgium 

CAF reduced from

of

Bunker reduced by

CAF reduced to 18% 

CAF reduced to 6 %

5 % Bunker

Bunker 7%  (instead 
$^/WT)

Bunker 2.7 % to 4 ؛

5 % Bunker 
7 % Bunker

3.2 % Bunker

bunker 3 ؟ن

toBunker from 

5 %°^unker

5%  Bunker 

7 % Bunker

399 UK/Israel-Israel/UK Conference 15 November
,4©© Assoeiated Continental Middle Past 1© Novemher

Pines (ACMEP)
4©1 Lines serving the Trade Europe/North 18 Novemher

Ameriea
4©  ̂ Service Commun France-Portugal 19 Novemher
4©3 Lines serving the Trade Hamburg- 19 November

Tunisia
4©4 Accords Agenti Mar Rosso e Golfo di 19 November

Aden
4©5 Assoeiated Continental Middle East 19 November

Eines (ACMEL)
4©6 Continental Red Sea Conference, 19 November
to Ethiopia ©Jihouti and Aden
4©8 Continent Rates Agreement North

Continent/Aqaha Agreement 
4©9 River Plate/Mediterranean/Rfver 19 November

Plate Ereight Conference 
41© Brazil Mediterranean Brazil Freight 19 Novemher

Conference
411 Eines operating between Marseilles 19 November

and Malta
412 Levant Conference serving the Trade 19 November

hetw^n Greece and Turkey
413 Lines serving the Trade between UK/ 19 November

Irish Repuhlie and Portugal
414 Far Eastern Freight Conference, 19 November
to lapan-Europe/Europe-Iapan
417 Freight Conference, Philippines 

Freight Conference, Sabah Brunei 
and Sarawak Freight Conference

418 Lines serving the Trade between 19 November
Europe and Persian Gulf

419 Conference of Malta and Alexandria 19 November
Steamship Companies 

4̂ © Mediterranean Middle East 19 November
Conference (MEDMECON)

421 Member Lines of the “Service France 19 November

422 Conférence d’Afrique du Sud et du 2© November

4^3 Britain/Benelux Line • 2© November
424 Marseilles/North Atlantic USA 2© November

Freight Conference 
4^5 UK/Red Sea Freight Rate Agreement 21 November
426 European South Pacific and Magellan 22 Novemher

Conference (ESPM)
427 Thailand Europe Conference 23 November
428 East African Lines 26 November
429 Europe East African Conference 26 November
43© Brazil Europe Brazil Freight
to Conference,NorthofBrazil£urope 26 إ  November
431 North of Brazil Freight Conference
432 Brazil Europe Brazil Freight 26 November

Conference
433 North of Brazil and Amazonia/Europe 26 November

North of Brazil and Amazonia 
Freight Conference

434 Gentlemen’s Agreement Leticia/ 26 November
Iquitos

435 Mediterranean North Pacific Coast 26 November
Freight Conferenee
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T able 33 (continued)
and surcharges announced “ during the years 1972, 1973 and January-March 1974

PART TWO: 1973 (رمحء««-،؛«س
Liner freight rate

Surcharges

Reduced, cancelled or
incorporated in tariffN w  ٠٢  increased

Generalfreight rate
increasesName ofConference

Item
No.

3.2 % Bunker
£1 per :neasurenrem ton
£1.6© per weight ton

$4 per MT

Bunker inereased from 
3 % to 7 %

CAF 11 % homeward 
and 8 % outward 
cancelled

CAP reduced to ^3%
' ؛ - - ء - -

CAF reduced from

(shipmems from 
France, Federa! 
Repuhlic of Oermany, 
Belgium, Netherlands, 
Scandinavia and 
Portugal 

CAF reduetion of 6 % in 
the trade Bordeaux- 
Hamburg, Marseiffes, 
Poland, Oerman 
©emoeratic Republie 
and the Bahic (USSR)

7%

n.a.

7%

7%

7 ° /

1©%

18%
18%

3.5 % Bunker

3.5 % Bunker

3.5 % Bunker

7.5 % Bunker

28 November 
20 November

3© November 

3© November

3© November

1 ©ecember

1 ©eeember

1 December 
! December

! December

1 Decemher

1 Deeemher

! December

1 December 
1 December 
1 December 
1 December

I December

1 December

1 Deeember

December

December

December

Sri Lanka Comerence 
Canadian/North Atlantic Westhound 

freight Conference (Trade from 
UK/Eire)

Cominentai Canadian Wesffiound 
Freight Conferenee (Sector 
Hamburg-Bordeaux to Sector 
Boston-Hampton Roads) 

Conference imernationale 
Madagascar, les C olores, la 
Reunion et l’Ile Maurice 
(CIMACDREM) 

Brazil/Mediterranean/Brazil Freight 
Conference

Cominemal North Atlantic 
Westbound Freight Conferenee 

North Europe-Fgypt/North Europe 
Conferenee 

Rate Agreemem 9984 
Norه  Adamie Bahic Freight 

Conferenee 
North Atlantic French Atlantie 

Freight Conference 
Cominemal and Scandinavia Baltic 

Westbound South Atiantie 
Agreemem 

North Atlantic/UK Freight 
Conferenee 

Conference of Malta and Aiexandria 
Steamship Companies 

UK/River Plate Conference 
Europe/Argemina Freight Conferenee 
South Adamic Rate Agreement 
UK/West Africa Lines Joim Service 

(U ^ A L )
Associamd Centrai West Africa Lines 

(CEWAF)
Continent West Africa Conference 

(CDWAC)
Tariff Agreement Commem/Canary

Far Eastern Freight Conference, 
Japan/Europe and Europe/Japan 
Freight Conference, Phiiippines/ 
Europe Freight Conference, Sabah, 
Brunei and Sarawak Freight 
Comerence

• Afriea Conferenee Lines

436
437

438

44©

441

443
444

445

447

449
45©
451
45^

453

454

455

456 
to 
459

46©

Assoeiation of West India Trans- 
Atlantic Steamship Lines (WITASS)

461
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Table 33 (continued)
irges announced * during the years 1972, 1973 and January-March 1974

PART TWO: 1973 (continued)
rateLiner

Surcharges

Reduced, cancelled or 
incorporated in tariffNew  ٠٢ increased

implemeftatipn
announcedName ofConference

Item
No.

CAF from 26%  to 2 2 %

A F  from 26%  to 2 2 %

10% Bunker
3.5 % Bunker 
10 % Bunker

Bunker from (...) to

Bunker $2.50/FT 
3.5% Bunker

10% OAF 

$4/WT Bunker

5 % Bunker

6 % Bunker 

6 % Bunker

Bunker from 5 % to

5%  Bunker

2.7 % Bunker (to South 
Africa and Mozam- 
bique)

7 % Bunker

5%  Bunker

15 % Bunker 
Bunker from (...) to

Bunk؛ ؛  from 5 % to 7 %

$2.50/?T Bunker

15 % (between 
Atlantic/US Oulf 
and Baranquilla,

Santa-Marta)

t o 7 ‘OAF from

5 % Bunker (trade South 
America East Coast 
to USA)

15% Bunker (ports in 
the Hamburg- 
Antwerp sector and 
ports in Greece, s^ria, 
Lehanon)

1 Oecember 
1 December 
1 December

1 December

1 December

1 December 
1 December
1 December
2 December

١ December 

 December ا

! December 

 December ا

December ا
December ا

December ا

December ا 
December ؛

i Deeember

462 I©lian West Africa Conference
463 U^/Lobito Conference
464 Conferencia de Flefes I©lo-Franco-

Espafiola(CD?IFE)
465 Service Commun e©re le Cont©e© et

la Nouvelle-Zélande
466 Egypt freight Conference

467 Fiji Conference L©es
468 “8900” Lines in trade US-Persian Guif
469 Portuguese Jo©t Service
470 East Coast Colombia Conference

471 North Atlantic Mediterranean Freight

472 European South Paciffc and Magellan
Conference (ESPM)

473 Trade between London Greece/
Turkey

474 Assoeiation Maritime Nouvelle-
Zélande/Europe

475 Fiji Conference Lines
476 Conference des Lignes desservant 

l’Afrique du Sud et le Sud-Est (e©re
Walvis Bay et Beira)

477 Ente©e de Fret des Lignes de Naviga-
tion desservant Papeete et Nouméa 
au départ des ports européens

478 Conferenee Maritime Cont©ent-Corse
479 Brazil/Europe/Brazil^reig©

Conference (UK)
480 Portuguese lo i©  Service

3 December

3 December

3 December 
3 December

5 December

5 December

6 December 

8 December

10 December

481 Mediterranean Canada Wes©ound ■ 
to ^reig© Conference (MEDCAN)
482 and Canada Mediterranean 

Freight Co©erence
483 ThefradebeW eenU K and

Alexandria
484 Service France-Portugal
485 The trade between Bremen/Hamburg

and Denm©k/Sweden
486 UK River Plate and Europe/Arge©ina

Freight Conference
487 Canada/UK Eastbound Freight

Conference
488 Co©©ental Red Sea Co©erence, 
to North Cont©e©/Aqaba
490 Agreement, E©iop© DJibouff • 

and Aden Continent Rafes 
Agreeme© (EDACRA)

Freight Co©erence ب 491
“Section C” (Northbound)

492 Zurich Agreeme©
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T able 33 (continued)

and surcharges announced“ dnrffig the years 1972, 1973 and January-March 1974
PART TWO: 1973 ( ء،«مء>ا«رمحء

rateLiner

Surcharges

Reduction, cancelled or 
incorporated in tariffNew o r i

Generalfreight rate 
increasesName ofConference

Item
No.

CAP reduced to 18.50 % 
(trade from Itaiy);

CAF reduced to 
18.58 % (trade from 
British ports) CAF 
reduced to 28.53 % 
(trade from Scandina- 
vian and other 
Continental Furopean 
ports)

15 % Bunker 
10 % Bunker 
3.8 % Bunker (from 

British and ^candL 
navian ports)

CAF from 35.54 to 
28.53 %

5.5 % Bunker 
Bunker from 3.5 to

$4 /w ؛ ° Bunker 
5 % Bunker

Bunker from 6 % to

Bunker” inereased from 
(...) to H %

 Bunker % ل0
30 % Bunker

30% Bunker

6.7% Bunker

(Bunker from 4.5%  to

to

to

Bunker from $1.5 to

Bunker $8/FT

CAF reduced from (...) 
to 2 % (shipments 
between Bordeaux- 
Hamburg sector, 
Marseilles, Poland/ 
German Democratic 
Republic and the ports 
of Baltic (USSR))

Bunker from 3.2

Bunker°from $L2 
$4/T 

15% Bunker

7 % Bunker 
15% Bunker 
Bunker $3.5/T

Bunker $3/T

$3.5/T Bunker 
Bunker from 5F to 9F/T

10 December 
10 December 
10 Decemher

10%

493 Cyprus Agreement
494 Conferences Portugal and Spain
495 Dutward Continent/Australia

Conference

10 Deeember 
10 December

10 December 
10 December

10 December

10 December

10 December

10 December 
10 December

10 December

10 Deeember

10 December

10 December

10 December

12 December

12 December 
15 December 
15 December

15 December
15 December

16 December 

16 December

lapan/Furope Freight Conference 
Associated Continental Middle East 

Lffies (ACMEL)
Conferenza Centro Ameriea 
UK/Canada Islands and Madeira 

Conference 
Eiji Conference Lines

Service Commun entre le Continent et 
la Nouvelle-Zélande 

Outward/Contlnent/Australia 
Conference 

U ^ Spain  Freight Assoeiation 
Conferenza Itaha Portogallo 

(CITALPORT)
West Italy/Algeria and Morocco 

Freight Conference (CITAEMAR) 
Europe-Far East Conferences 
Continental Red Sea Conferenee, 

Ethiopia Djibouti and Aden 
Continent Rates Agreement 
(ADACRA); North Continent 
Aqaba Agreement 

UK/Red Sea Conference Lines

Conférence Ceffire Amérique

Mediterranean Middle East 
Conference (MEDMECON) 

Mauritius Outward Conference 
Comité de liaison  France-Maroc 
East Canada/Iapan Freight 

Conference 
Inter-American Freight Conference 
Sri Lanka/US Conference

Calcutta, East Coast o f India and 
Bangladesh-USA Conference 

Association of West India Trans- 
Atlantic Steamship Lines (WITASS)

10%

496
497

500

501

503
504

505

506
507 
to 
509

USA/Far East Conference 16 Deeember
Conférence “ Fret ” France/Antilles et 17 Deeember 

Guyane françaises 
US Atlantie and Gulf/West Coast o f 17 December 

Central America

520
521

522
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1972, 197$ and January-March 197 ه
Table 33 (continued) 

PART TWO: 1973 (concluded)
andrateL!ner

Surcharges

Reduction, cancelled ٠٢
incorporated in tariff^ ١٧ ٠٢  increased

Generalfreight ٢٠ ^
increases

implementation
announcedName ofConference

Item
No.

Bunker inereased from 
(...) to S2 (£0.85)/FT 
on all rates of freight 
— ^vestbound and 
eastbound 

Bunker % و{

Bunker ؛

to 4 %to CAF from

CAF reduced from (8 % 
to 'D ؛. % in the sector 
Bordeaux-Hamburg- 
h^arseilks, Spain- 
Fortugal and Foland

to

to

1.50% to

CAF reduced from 8ل % 
to 15.5 % (in the trade 
between Hamburg/ 
Bordeaux Range and 
the west coast of 
South America)

5 % (ports between 
US Atiantic and 
Gulf/?aeiffe Coast 
of Colombia)

13 % Bunker

Bunker $6.8 /و0ة سمسل ا  
or $6.18/m^

Bunker from 5.
1©%

Bunker from

?.5 '% bunker

Bunker from 
7.5% 

Bunker from ; 
7.50%

Bunker from $2 to 
$3/FT 

Bunker $5.25/m^ or 
$7.75/1000 Ulos 
(shipments from 
Bordeaux, Hamburg 
and Scandinavia to 
the ports in the sector 
Miaml-Boston) 

Bunker from 9F to 
13.50F/T

Association of West India Trans- 17 ©ecemher 
Atlantic Steamship Companies 
(WITASS)

5̂ 3

5^4 Continent Israel Cominent Conference 17 ©ecember 
(CONISCON)

525 Atlantieand Gulf West Coast of South 17 ©ecember 
America

Joim Serviee in the trade between 17 December 
France and fsrael 

River ?late/Mediterranean/River Fiate 19 Deeember 
Freight Conferenee 

West Coast Jndia and Pakistan/US 19 Deeember 
Conference

Assoeiated Continental and Middle 20 December 
East Lines (ACMEL)

Conference Magellan ^0 Deem her

Entente de Fret Marseiile/Mer Rouge 20 December 
(saufDjihouti)

Continem West Africa Conference ^0 Decemb^  
(CGWAC)

Assoeiated (Antral West Africa Lines 20 December 
(CFWAL)

Orgaffisation du Traffe Méditerranée 20 December 
Afrique de l’Ouest, Marseille 
(OTRAMA)

European/South Paeiffe and Magellan ^٥ December  
Conferenee (ESPM)

East Coast Colomhia Conferenee 24 December
Assoeiation of West India Trans- 31 December

Atlantie Steamship Lines (WITASS)
Continental North Atlantic 

Westbound Freight Conference;
Seandinavia Baltic/us North
Adamic Westbound Freight 31 ©ecember
Conference; u s  South Atlantie
North Europe Rate Agreemem
(Westbound)

France/Antilles and French Gu^^ana 31 ©«:ember
Conference

527

531

53^

533

534

535

537

؛٨
540

541

PART THREE: JANUARJ-MARCH 1974

Item
No. Name ٠/ Conference

مه ٠/ ء،
implementation

م«س««محءء
Generalfreight ٢٠؟،

ءه >ااج ٠٢ «،ء٢ه٠جء؛، ،سمس؟ءآ

Surcharges 

Reduction, cancelled or
^ in tariff ءسمهء«،محء أ’فآم

542 “Red-Med” Rate Agreement  Januar 1،؛
1974

10% (for shipments 
from all Red Sea
ports (exeept for 
Port Sudan) and 
those on the Gulf 
of Aden to Euro- 
pean Mediterra- 
nean ports)
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T able 33 (continued)

Liner freight rate changes and surcharges announced “ during the years 1972, 197J and Jannary-March 1974 

PART THREE: JANUARY-MARCH 1974 (س ء،«س««ر

Surcharges

٠٢ Reduction, cancelled
tariff »؛مسمهمسمهع،كمحء»New  ٠٢ increased

Generalfreight rate 
increases

Date ٠/  
implementation 

announcedName ٠/ Conference
Item
No.

2 0 % unspec. surcharge 
incorp. in tariff

13 % (from US to 
India
sub-continent) 

10 % (Europe/ 
Amazonia) 

n.a.

n.a.
ma.

25%

% ١٠
7%

20%

$4/T Bunker

8 % Bunker 
8 % Bunker

25 % Bunker 
n.a. Bunker

10% CAD incorporated 
in tariff

١٠%

20 % (between France 
and Tunisia

Bunker $3.5/FT 
Bunker $3/T

n.a. Bunker

0  shipments) %ل
between Sou©  
America and 
Atlantic Coast)

2.5 all W/M rates;؟ 
S4.00 for weight 

 rates up to ؟60; ؟5
for weight rafes 

60 and up to؟ over 
6 for weig©؟80; ؟

7 % for all unit 
rafes

10 % Bunker

؟4 /T Bunker 
5.5 % Bunker

7 % Bunker

1 January 
1 January

1 January

1 Januar؛?

1 January 
1 January

1 January 
1 January

1 January

1 January

1 January

1 January

1 January 
1 January

1 January 
1 January

1 January 
1 January

1 January

1 January

1 January 
1 January

1 January

January

January

Calcutta/Australia Conference 
©dia - Pakistan - Bangladesh - Sri 

Lanka-Burma Dutward Freight 
Conference 

Gentlemen’s Agreements Leticia/ 
Iquitos

Co©ine© Israel Co©ine© Conference 
(CGNISCDN)

J^nt Service France/lsrael/France 
U.K./Israel and Israel/U.K.

Conference 
L’E©e©e de Frets Marseille-Leva© 
L’E©e©e de Frets Marsei؛le-Mer 

Rouge (sauf Djibouti) 
Mediferranean/Canada Westbound 

Freight Conference 
Gulf/Europeati Freight Association 

(GEFA)
Freight Co©erence Marseilles-Nor© 

Atlantic U.S.A.
L’E©e©e de Frets Ports Francis 

Métropolitains sa©  Dunkerque) 
Djibouti 

Convention to North Co©©e©  
North Europe/U.S. and Canada 

Paciffc Freig© Conference 
U.s.-Canada-Furope Conference 
Europe-Hawaii-Europe Freight 

Conference 
L’E©e©e de Frets Marseille-Levant 
Brazil/Europe/Brazil Freig© 

Co©erence 
Canada Mediterranean F^eig© 

Conference 
Conferences Maritimes Médher- 

ranéennes-France-Tunis 
Canada-So©h Africa Rate Association 
U.S. Atlantic and Gulf Ports/Far East 

Conference 
Infer-American Freig© Conference 

(Canadian Area-Sectlon A)

North of Brazil and Amazonia/ 
Europe/North of Brazil Freig© 
Co©erence 

Rate Agreeme© No. 9988 (Co©©ent/ 
USGuJf)

January

1 January
7 January

8 January

543
544

547

551

552

553

554

555 

557

56ه

561

564

Conference of Malta and Alexandria 
Stedmship Companies 

Europe Paciffc Coast Rate Agreement 
Europe/©done$ia-lndonesia/Europe 

Co©erence .
Spain Portugal/U.S. East Coast 

Conference

57ه

571



Table 33 (continued)
s and surcharges announced“ dnring the years 1972, 1973 and January-March 1974؛
PART THREE: JANHAR¥-M AR€H 1974 (continued)

rateLiner

Surcharges

Reduction, cancelled ٠٢
incorporated in tariffNew  ٠٢  increased

Generalfreight ٢٠^
p a te  ٠/  

implementation 
announcedName ofConference

Item
No,

ظ

CAE reduced from 
to 7.5%

CAF from 26 to

14 January 15%

Runker from 
$5/?T

$3.10-$3.50/FT Eunker

Ranker $3.5©/FT 

$3.10-$3.50/FT Bunker

15 % (ports between 
U.S. Atlantie and 
Gulf/Chile)

15% (between 
North-Manche- 
Atlantie and 
Moroeco)

!٠%

i2.5% (U .S. Atlantic 
and Gulf Ports)

$5/FT (the trade 
hetween USA/ 
Canada and West 
Africa)

from 10 % to

(from U.K. 
and continental 
ports to ports In 
the sector between 
North of Rovuma 
River and Cape 
Guardafui)
depending ا-8.49$  
on the class of 
commodity and 
trade sector

10 آ

17.5%

10%

n.a.
CAF from 18 to 19% 
C A F f r o ^ l 6 to 18% 
CAF from 16 to 18%

$1/FT Bunker $1.5 to 
$2.5/LT 

5% CAF

10%

12.5%

79

572 Atlantic and Gulf/West Coast of
South America Conference

573 U.K./Canary Islands-Madelra 15 January
Conference

574 Inter-American Freight Conferenee 15 January
(Canadian Area-Sectlon A)

575 Atlantic and Gulf/West Coast of South 17 January
America

576 Condté de Liaison France-Maroc 1 February

577 Assoeiated Continental Middle East 1 February
Lines (ACMEL)

578 West Coast of India and Pakistan/ 1 February
U.S. Conferenee

579 U.S./East and South Africa Conference 1 FebruaiY
580 New Zealand European Shipping !February

Association
U.S./South and South East Africa !February

Conferenee
U.S./South and East Africa 1 Eehruary

Conference
The American West African *  1 February

Conference

581

584 Trade hetween Continental Europe/ 1 February
U.K. and West Paeific Islands

585 Red Sea and Gulf o f Aden Agents’ 1 February
Agreement

586 Canadian North Atlantic Westbound 18 February
Freight Conference 

587, Europe/East Africa Conference 25 February

Association of West India Trans- 1 March 
Atlantic Steamship Lines (WITASS)

589 Conférence Internationale Mada- 1 Mareh
gascar, les Comores> La Réunion 
et L’Ile Maurice (CIMACGREM)

590 Europe/Indonesia-Indonesia/Europe !M arch
Confèrent

591 Associated Continental and Middle 1 March
East Lines (ACMEL)

592 Serviee Contmun Germano-Marocain 1 March
593 Conferenza Merei Messico (...)
594 Continental Red Sea Conferenee (...)
595 North Continent Agreement (...)
596 New Zealand European Shipping (...)

Assoeiation
597 Aden Red Sea Ereight Rate Agreement (...)

598 U.K./Spain Freight Association (...)
599 West Coast of India-Mauritius (...)

Conferenee (...)



T ab le  33 ( ا،ه«ء«/رمحءمح
changes and surcharges announced" during the years 1972, 1973 and January-March 1974

PART THREE: JANUARY-MARCH 1974 ( ء«مء«/رمحءمح
Liner freight

Surcharges

Reduction, cancelled or
incorporated in tariffNew  ٠٢  increased

Generalfreight rate
increases

Date ٠/  
implementation 

announcedName ofConference
Item
N ٥.

CAP inereased from 
10.4 to 12.26%

7 % Bunker

n.a. Bunker 
Bunker 5؟ /FT 

(Minimum of $2.5 
B /L orP /R )

10% (between 
Europe and 
Indonesia)

10؛

2.5 for M rates or 
W/M rates; $4 for 
w  rates up to $60; 
$5forW rates over 
$60 and up to 
$80;$6forW rates 
over $80; 7% 
increase for 
contract ra^s, 
surcbarges and 
offier costs

West Coast of India/$eyebeiies-Ea$t 1 Marcb 
Africa Conference 

Far Eastern Freight Conference (...)

Fines serving the trade between 
Africa and Europe 

Western Itaiy North Atlantie 
Comerence (WINAC)

Fiji Conference Lines
European $outh Paeiffe and Mageffan 

Conference (ESPM)

Associated Continental Middle East 
Lines (ACMEL)

Continentai Europe/U.S.A. Gulf 
Westbound Rate Agreement

600

601

603

604
605

606

607

? (Paris), 1972 issues, and Journal pour le transport international اSource: For part one o f the table. Journal de la marine marchande ءء de la navigation с 
1972 issues; for parts two and three ة f  the tahle, the 1973 issues o f tl!e same Journals.

products in the trade, w ^e ؟eh to he s؟   sensitive to th؟ 
increase that shi^^ers doubted their ability to pass it 
on in the form of ^i§her c.؟.f. prices or to aceept any 
reduction in the f.o.b. price. In other trades the presehce 
of competition from non-conference iiners or from non- 
liner carriers helped shippers )o effectively resist increases 
in eonference freight rates.^°®

180. ^ n  important development with regard to the 
pricing of liner services oecurred in 1973. A collective 
agreement was eoncluded between the Malaysian ?aim 
Gil Producers Association and the Far Fastern Freight 
Gonference for the shipment of palm oil to Furopean 
destinations at agreed height rates to remain constant

two stages ؟tartiqg September 1, by stating that they will lo؟ k into  
the possihili^ of chartering vessëis and/or using n؟ n-؟ onferenee 
vessels (Journal pour le transport international (Basel), 34th year. 
No. 28 (13 July !973) and “Lloyd’s List” (London), 16 June 1973).

 The Singapore National Shippers’ Couneil has conclpded (ء)
؟wi)h 16 nop-confere ةreementوج c؛  line)s serving the trade f^ m  
Singapore to Europe, Japan and United States of America. The 
freight rates o f thë non-conference lines are stated to be on an 
average 39 per cent ]ower than those of the Far ؟ asterp Freight  
Conferenee in the European trade. (Singapore Trade ،مح»أ Industry 
(Singapore), Fehruary 1973.)

 In the Jppan/India — Pakistan — Persian Gulf trpdes, the ا؛مإ
respective eonferenee found itself unable to decide on fr؟ ight rate 
increases because of the existence of strong outside compétition. The 
tariff of the eonference has remained unchanged sinee Aprii 1979. 
Cf. Shipping ه»  Trade News (Tokyo), 23 ©ecember 1972 and مح
Japan Maritime Gazette (Tokyo), 9 Uetober 1973.

179. Increases in (he liner freigh! rafes met consider- 
able cppcsiticn frcm shippers in certain trades. It is too 
early to assess the effects which this opposition may have 
on conferences in the long run; in the short run, increased 
participation of non-conference lines became possible in 
rades hitherto served mainly by conference 11؛ ه.لمل € ة  
؟ esistanee was also marked in trades with well organized 
shippers €ouneiis,؛°  ̂ or where the trade, or particular

wo particular instances may be ei^d here. First, according؛“^؛ 
to a Fairplay report (Fairplay International Shipping Journal (Lon- 

don), vol. 244, No. 4644 (24 August 1972), p. 49) the Australian 
©airy Pppduce Board has seepred a firm prdposiiion of a 19 per 

reight rate cut from Grient Gverse^s Tine, which operates؟ cent 
ide the Australia-Northbound Shipping Conferenee, in the؟out 

pom Australia and Papua/^eA/Guinea to Philippines,؛ ade(؛ 
ong, China, Japan, and other Eastern ports. Thë same؛Hong R 
ted the case of the Australian Metal Trades Export Group؛source c 

being offered a 5 per cent reduetion beiow the existing conferencd 
rates from the sarne line for earrying its exports. Second, according 

s reports the Singapore Shipping Freight Booking Centre؟to pre 
seppred noh-conference tohnage to transport mainly shipments of 

-rubher at rates lower than the existing Far Eastern Freight Confer

rs’ Couneil refused to accept adjust-؛h i^ e؟Th^ Ausnaffan^( ءء، 
erving trades between Austraiia pnd؛ ipepts from ffve eonferences 

Asian countries because of monetary changes until these confer- 
ences provide detaiis of their ffnancial structure based on their 

accounting books (Fairplay International Shipping Journal (London,)
((.1973 vol. 247, No. 4681 (19 May 

l the National؟Copncii ap ’؛iap Rational Shipper؟b) T h e^ alay) 
Shippers’ Council o f Singapore redëted to the decision of the Far 
Fastern Freight Conference to raise freight rates by 12 per cent at



ed since the downward movement of freight rates started 
in December 1970. A re ia tive j rapid increase in the !aid- 
up tanker tonna§e did not lead to any rise in the freight 
index, alton^h it undonhtediy prevented the excess of 
tanker tonna§e relative to demand from !eadin§ to 
further falls in rates. At the end of June 1972 laid-up 
tonn^£e amounted to 2.4 mdlion dwt (2.^2 per cent) of 
the world tanker tonnage, as eompared with 0.96 million 
dwt (1 per eent) at the end of March 1972 and 0.8 million 
dwt (0.85 per cent) at the end of December 1971.

184. Rates reeovered during the second half of 1972 
and rose sharply durin§ the hrst six months of 1973, so 
that at the end of Jnne 1973 the index reached a level of 
268 as a§ainst 132 at the end of December 1972 and 76 
in June 1972. Gonditions in the tanker frei§ht market 
were farther strengthened durin§ the third quarter of
1973. The inereased world-wide demand for oil whieh 
had to be increasingly met by distant supplies plaeed a 
straiu on the available tanker fieet. Gonseqnently, at the 
end of September 1973, the tanker trip eharter freight 
rate index reaehed 346, ^nd climbed further to 390 at 
the eud of Detober 1973 without any indication that the 
trend was §oin§ to be reversed before the end of the year. 
However, at the be§innin£ of November, after the redne- 
tion in oil shipments and the embargo on shipments to 
eertain destinations, tanker freight rates fell sharply to 
levels which were oniy a fraction of the all time hi§h 
levels that had prevailed a few weeks earlier. Rates for 
large tankers dropped, almost overnight, from about 
Worldscale 420 to below 100 although relatively smaller 
vessels eontinued to en)oy rates at Worldscale 200-230. 
The downward movement of tanker freight rates was 
halted in mid-November but at levels which were about 
half of those in Detober. A t the end of December the 
tanker trip charter freight index stood at 216 as against 
390 at the end of D©ober 1973.

4. T he effect ©f  the m onetary  crisis

185. The year 1973 witnessed further and frequent 
monetary changes. Variations in exchange rates between 
currencies have an impaet on the costs and revenue for 
earriers. As far as cost^ are coneerned the impaet depeuds 
upon the extent to whieh a carrier’s eosts are incurred 
in the currency which has changed. The initial impact 
may dilf؟ r from the eventual impdet since the first ehange 
may be followed by devaluation or revaluation of other 
eurrencies, while for at least some cost items the ship- 
owner is able to switch his purchases to markets whieh 
have beeome relatively cheaper. His revenue, ou the 
other hand, depends first on whether the freight rates are 
quoted in the currency whieh has devalued or revalued, 
and, secondly, on the impact devaluation or revaluation 
has on the short-term demand for shipping services and 
on the freight market. With regard to the first point, the 
revenue of a shipping eompany is affected if the monetary 
change involves the eurrency in whieh the freight rates 
are quoted, unless the freight contracts in question 
contain safeguards linking the freight rate to a fixed 
value or rate of exchange. Wiم  regard to the second 
point, uncertainty created by a monetary erisis may tend 
to reduce confidence and to inhibit, particularly long- 
term, chartering activities. The deration of inae؛ivity is 
dependent more npon market conditions for commodities 
than on changes in currency parities. In this regard, the 
monetary crisis of 1973, occurring, as it did, at the time

during a pre-determined period.؛®̂  The agreement is the 
first of its kind and both the parties eoneerned hailed 
it as a demonstration of a modern approach to securing 
collective shipping services at a reasonable priee by 
aggregating cargoes, and as a milestone in the consult- 
ative proeess between the eonference and the trade body. 
It will be interesting to see whether similar agreements 
will he concluded in the same trade with regard to other 
basie eommodities—e.g. natural rubber, exported from 
Malaysia—or in other liner trades.

181. While welcoming any action that serves to 
reduee the level of freight rates borne by producers in 
developing countries, one must be aware of the possible 
dangers in the approach to freight rate bargaining on an 
individual produet basis. If the lower rate is based on 
redueed transport costs as a res©t, for example, of the 
aggregation of small parcels making it possible to reduce 
handling and other costs and to make better use of space, 
then there would appear to be no inherent difiicuhies in 
the approaeh and no dangers to shippers of other 
products. Where, however, the lower rate arises from the 
bargaining strength of one group of producers and is not 
accompanied by any reduction in costs, other sections 
of the over-ail trade, whieh are less well organized, are 
eertain to be asked to pay higher rates unless the shipping 
lines are prepared, or can be forced through competition, 
to aceept lower profit rates. It is, of course, perfectly 
valid for a eountry to decide that the interests of one 
group of shippers are paramount and to aecept that any 
redaction in freight rates enj'oyed by that group wifi, 
if necessary, have to be paid for by inereases spread over 
all other shippers. Df eourse, where there is competition 
the lower rates for a product or group of products need 
not result in increases for other cargoes, w h a t is essential 
is that the situation is fully analyzed and that the eonse- 
quences of product bargaining on rates where the profit؟ 
of shipping lines eannot be squeezed are fuliy realized.^®؟

182. Changes in respeet of tariffs and surcharges in 
1972 and 1973 may not he fully refieeted in the liner 
freight index compiled by the Ministry of Transport of 
the Federal Republie of Germany. These monthly freight 
indices, shown in table 32, indicated relative stability 
throughout most of 1972 but the average of 132 was 
higher than the 1971 annual average by six index points 
because of the number of inereases in rates whieh became 
effeetive at the beginning of 1972. In 1973 the inde^ rose 
further and reached 154 in December.

3. T a n k er  freight  rates

183. Developments in the tanker freight markets were 
qpeven in 1972. The freight rates of tanker trip eharters 
followed a downward movement between Jahuary and 
May and the monthly freight indiees (see table 32) reached 
the level of 55, which represented the lowest point record-

The same Malaysian ?aim Dil Producers Association has “؛٠ 
ian group for the move-؟§signed a two year cpntraet with a Norw 

n shipménts of palm oil؟me^t of one half of the totai of Ma!aysi 
ur^pe. A spokesmaii for the assodiation stated that the entry؟ to 

esulted in freight rates؟ pf the Norwegian gropp into the trade had 
(.1973 lly redhped (“©oyd’s List” (London), 1 June؟i؛n؟being suhst 

his may imply that the bre-determined period is of two-ye©؟
.duration

ion, “Consultation in shipping: seeond؟،See, in this conn ؛٠؛ 
hap. Ill4/78,) ؛.retariat” (TD/B/C؟؟report by the UNCTAD s

(.”(“Limitations of consultation



revalued currencies benefited under the same conditions. 
To a certain extent, this opposite situation also occurred 
in the latter part of the ^ear, when the United States 
dollar and also sterling recovered partly vis-d-vis other 
major currencies.

188. The mechanism of adjustment to devalnations 
of tariff currencies through the imposition of currency 
adjustment factors operates promptly. However, althongh 
the revaluation of a tariff cnrreney, e.g. the Deutschmark, 
should produce a negative currency adjustment factor, 
in practice, only one instance of a negative CAF occurred. 
This was in connexion with the Continent West Africa 
Conference’s northern seetion where the reduction was 
2.9 per cent.؛®®

C. The level of freight rates, 
laying up ami scrapping

189. In theory a ship will lay up in preference to 
operating if the level of freight rates is insufficient (o 
meet its operating costs less its costs of lay up. In 
practice decisions on lay up are seldom made on short- 
term considerations alone sinee other short-run alterna- 
tive courses of action are available to the shipowner. He 
may undertake a voyage In ballast to a better position, 
or have the ship surveyed for later operation or await, fully 
prepared for operation, for an improvemeffi in the freight 
market.

19©. There is a systematic relationship, both in the 
short run and in the long run, between changes in the 
level of freight rates and changes in the level 0؟  Uid-up 
tonnage. In a strong ff-elght market, the level of laid-up 
tonnage is generally low, while in a depressed freight 
market tl؟e level of laid-؟؟  tow age is high and it is 
dominated by high cost ships. The relationship for the 
period 1966-1972 is illustrdted ط  graphs 1 and 2 in 
which changes in the freight rate indices of dry eargo

of a strong markeh did not appear to have any noticeable 
adverse effeet on the freight markets, in contrast to the 
monetary crisis of 1971. ؛٠ ®

186. A monetary crisis may have similar effects on 
sffipbffildffig. The devaluation of the United States dollar 
relative to revalued currencies, e.g. the Japanese yen and 
Deutschmark should in principle improve the compara- 
tlve cost position of the United States shipyards relative 
t؟  Japa؟ e$e and German shipyards. Also, the immediate 
effect of the devaluation of the United States dollar on 
non-American shipyards having long-term credits repay- 
able in dollars has heen to inflict losses on these shipyards 
in so far as their curreneies have been revalued relative 
to the United States dollar.؟®؛ Finally, in the case of new 
tonnage on order, the prices of whieh are fixed in dollars 
without esealation or currency adjustment clauses, ship- 
owners stand to make a capital gain from the devaluation 
of the dollar. Against this, however, the monetary crisis 
posed problems to shipowners who had placed contracts 
in Deutschmarks or Japanese yen, with long-term credit 
repayable in United States dollars.

187. The devaluafion of the United States dollar in 
February 1973, followed by the further ءمح؛م ه/ ء  devalu- 
ation of this currency and also of sterling, implied reduc- 
tions, in terms of other major currencies which did not 
devalue, in the revenue of liner companies quoting their 
freight rates in these devalued mrrrencies. ^he extent to 
which losses were incurred depended very much on how 
 ООП liner companies could adjust conference rates qnoted؟
in dollars or sterling to the prevailing monetary situation. 
Dn the other hand, carrière quoting their freights in

؛٠؛  Seatrade (Colchester, ٧٠^ .) , vol. 3, No. 8 (August 1973).

a geueral discussion on the effect of the 1971 monetary ؟•Fo ®؛٠ 
1971 ,o f  maritime transport ء،ءك؛أماء r^ h ^ ra ^ rk ts ,  see؛ «isis in^the

Financial Times quoted a quar^rly report of Mullion 
qnd Co. Shipping thus: “M^ny contrats not completely finalized 

lollqr؛ have, pot surprisingly, collapsed and yards who hdd taken 
ed to maintain previously؛refu ؟,commitments haye, themseive 

caqses shipbufiding problems’, ؟isi؟qqoted prices.” ((‘Mopetqry c 
Financial Times (London), 6 April 1973, p. ؛1.

laid-up tonnage, 1972-1973
Table 34 

freight rates andRelat!o]]$hip

Dry cargo vesselstankers ■٠١؛

م«-محيهء
؛،٢^ مك/مء ،م««ا

ءءهءا“ ofworîtه

 Dry مء/؛،ء
voyage charter 

freight rate index 
1966 ^(July 1965-Jun

Laid-up 
tanker tonnage 

asapercetttage  
o f  world fleet*

Tankerfreight
/ءءه >؛عءمحا:

،»/(هه؛ءمحء = !٠٠
ءء ؤأي هويجإ 15 ;و
thereafter) “i  o f  quarter

1.67

1.ه

0.45
0.39
0.36

77
94

121
149
183
241

а9б

0.51
0.27
0.17
0.22

56
76
97

132

152

346
216

1972:
1st quarter 
2nd quarter 
3rd quarter 
4th quarter

1973:
1st quarter 
2nd quarter 
3rd quarffir 
4th quarter

.32 Sources: “ For freight ittdiee«, tabie 
te basis o؟s and dry cargo vessels published by ؟ه f iaid-pp tonnage for tan^e؛onrpiled on t؟ ,Laid-up tonnage ® 

dom and o f world tanber and dry eargo fieets published in Institute of؟United R in ؛ر،ة Chamber o f shipping o f
تيهء،مم؛ء؛،ءء ... (op. .).،؛، ءا «؛ Shipping Econom, ءء es



G r a p h

,1966-1972

=  100)Î-July ٠٠ل•■•**••••••• Norwegian Shipping News dry cargo voyage charter freight rate index (July ]
— — ٠  Laid-up cargo tonnage as a percentage o f world dry cargo fieet
— —  $crapped dry cargo tonnage as a  percentage o f world dry cargo fleet
— Chamber o f Shipping o f Ignited Kingdom dry cargo voyage charier freight rate index discontinued

since 1969 (1960 100 ء )

Sources: (à) Freight rate ء’«كءءمع ; Table 32,
iMid-up tonnage ratio: compiled by the UNCTAD secretariat on the basis o (ء) f data provided by the Chamber 

o f Shipping o^ the ؟  nited Ring^loifi regarding la!d-i؛^  tonnage (given by the source as o f آ1هآ  beginning o f each month
1 t^e basis o f >^orld fleet tonnage as publishedup to م?ؤأ   and as o f the end o f  each m onth from 1 1  onwards), and ف?

in Institute o f Shipping Lconomics, Shipping Statistics ... iop. cit.).
Scrapped tonnage ratio: comphed by the secretariat on the basis o (ء) f  scrapped tonnage and world fieet 

as published ل!أ Institute o f Shipping Economics, Shipping Statistics... (op. cit.).



G r a p h

e )The؛ scrapping؛of freight rate indices and laying-up and ء1966-1972,

1970 >l< 1871 >J-<-  1972 >-l[.<.- ,- 1965 kU 1967 >4-<—■ 1968 »!.<■ ■1!
Tanker freight rate index (^^©rld^eaic (100 =؛

٠— Тапкет freight Tat© inde^(Inta$©ai€ = 100)

—  Laid-up tanker tonnage as a percentage o f worid tanker fleet 

Scrapped tanker tonnage as a  percentage o f world tanker fleet

Sources: (٠) Freight rate index: Table 32.
(6) Laid-up tonnage r^ io : compiled by the UNCTAD secretariat on the basis o f data provided by the ^ a m b؟r 

of Shipping o f the United ^(ng^om^regarding laid-up tonnage (given by the source as o f the beginning o f each month 
up to 19707 and as o f the end o f each m onth froni 1 onw مح71 ard), and on the basis o f world fleet tonnage as published 
in Institute o fsh ipp ing  Economics, Shipping ك/م/؛ءءئءء ... iop. ء/ه).م

(с) Scrapped أآمء«جوم ٠̂ ^ : ’ compiled by the secretariat on the bas؛s o f scrapped tonnage and world fleet tonnage 
as published in In s titu é  o f Shipping Economics, Shipping ءك٠كعءءكئء٠ .. {op. cit.).

ه ء  relationship between changes in the level of scrapped 
tonnage and changes in freight rates is not as clear cnt 
as the one between changes in freight rates and laid-up 
tonnage, and the time lag (s longer, ft can be seen from 
the graphs that the level of strapped tonnage rose 
substa©iall)( when the laid-np tonnage in both categories 
of vessels went beyond the 1 per eent level.^®

٦٠٠ See Review م'،-ءجاء//»، ءء  transport, 1971 (op. cit.), para. 145, 
for a brief ?reseniation of the faetors whieh can explain this pattern.

and tanker voyage eharter are both shown on the right 
hand vertical axes and the eorresponding changes in the 
laid-up tonnage as a percentage of world tonnage on the 
left hand vertical axes, ^rom  the graphs, it can be observed 
that ehanges in the freight rate indiees of both tankers 
and dry cargo voyage charter are inversely related to their 
respective laid-up tonnages. Laid-up tonnage seems to 
respond to movements in freight rates with a short time 
lag/ The detailed short run relationship for 1972 and 
1973 is shown in table 34.

191. Ghanges in the levels of freight rates also have 
an impaet on the level of strapped tonnage. However,

84



commodities, 1963-1972
T a b l e  35

ÜBer 0؛ The ratio

1972

ء“>م ء'«ه /م Freight rate Сء

19711970196919681967196619651964RouteCommodity

1.6
22.1

12.6

Î

10.7
5.0

14.6
1.4

16.8

10.6

7.6
11.2
4.8

10.6
5.0

10.5

14.0°
33.2

12.1 ء
19.5 

2.4 ء

4.2'
7.4'
4.5

29.5
11.1
18.9

6.4

4.4
5.4

10.9

10.8

12.4
19.7

7.7
5.0
6.4
5.4

11.4

35.3
10.9
17.0
2.8
8.7
7.7 
6.2

7.5

13.0
33.2

14.6

4.6
8.0
4.9

Rubber Siugapore/Malaysia-Europe . . . . . .  7.5 8.0
Tiu Singapore/Malaysia-Europe . . . . . .  1.7 1.2
Copra Ebilippiues-Europe................ 9.6 11.0
Hemp Philippines-Europe................ 22.6 20.7
Jute East Pakistan-Europe. . . . . . . . . . . .  8.7 8.7
Sisal bemp East Africa-Europe................ 7.6 8.4
Cocoa beans Gbaua-Europe........................ 3.3 3.1
Coconut oil Sri Eanka-Europe ..........................  11.2 8.8
Tea Sri Lanka-Europe ........................... 5.8 6.5
Coffee Rrazil-Europe ..................................  6.5 4.9
Palm kernels Nigeria-Europe ..............................  7.8 9.5
Coffee Colombia (Atlantic ports)-Europe 5.1 4 .2 '
Cocoa beans Rrazil-Europe ..................................  6.4 8.6
Coffee Colombia (Paeiffe ports)-Europe ..  5.5 4.5 ‘

 .Freight rate includes Suez Canal varying surcharges, when applicable ؛
Whenever a  conversion o f freight r^tes to  other cn^encie^ has been necessary,this 
has b؟en based on currency parities, on_year-end parities as published in IM F 
statistics ٠٢ in United Nations, Monthly Bulletin o f  Statistics, voi. XXVII, N ٠٠ $ 
(August 1973).

٠ Annual freight rates were calculated ^y taking a weighted average o f various 
freight rates quoted during the year, weighted by their period o f duration.

Source: The Royal Netherlands Shipowners’ Association.
٠ c .i.f. prices were quot؟d for rubber, (London-RSSI), tin, copra, )‘ute (U؟ -pwc 

grade), sisal h؟ ^ p ,  cocoa beans (Ghana-Europe), palm kernels. For cocba beans 
(Brazil-Europe), coffeeJColombia-Europe), coffee (Brazil-Europe), unit values o f 
exports we ٢ق  quoted. Prices o f the remaining commodities are quoted on f.o.b. 
terms.

which data are given are the three commodities whose 
؟ rices dec lind  in 1972. As a result the ‘Treight ratios” 
^ r  these three commodities rose sharply i1972 ؟ . The 
other ten coinmodity trades are divide؟( inio three groups. 
In the case of jute, sisal hemp, tea, coffee (Brazil-Europe) 
and coffee (Dolombian Atlantic ports-Europe), the 
“freight ratios” decreased under the downward pressure 
exerted by higher prices. In  the case of rubber, tin and 
cocoa beans (Ghana-Europe), the “freight ratios” rose 
in 1972, showing that the freight rate increase was faster 
than the price increase and so more than counterbalancing 
the downward pressure on “freight ratios” exerted by 
rising prices. In two other cases, namely, coffee (€olom- 
bian ?acihc ports-Europe) and cocoa beans (Brazil- 
Europe), the “freight ratios” rem aned unchanged or 
increased marginally.

196. When taking the 1963-1972 period as a  whole, 
it can be observed from table 35 that the “freight ratios” 
fluctuated over the period, but with regard to 1© of the 
14 trade routes the “freight ratios” were higher in 1972 
than in 1963. The particular changes of “freight ratios” 
are shown below:

(Percentage)

Increase ءءم ءءهء^

Sisal b em p   +  138.2
C opra   ■f 130.2
?aim kernels  +  116.7
Rubber   +  105.3
Coeoa beans (from Brazil) . . . . . . . . . . . .  ■f 67.2
Ju re   +  44.8
T e a   +  4E4
Coconut oil     +  29.5
Cocoa beans (from Gbana) . . . . . . . . . .  +  18.2
Coffee (from Brazil)  +  3.1

Coffee (from Coiomibia (Pacific ports)) ! ! — 9
Coffee (from Coiombia (Atlantic ports)) —17.65

of selected commodities, 1963-1972
٠ .

192. Table 35 gives the “freight ratios” or the ratios 
of liner freight rates to export prices of 13 selected primary 
commodity trades from developing countries to conti- 
nental Enrope for the years 1963 to 1972. Eor one other 
commodity, similar data are presented up to ل97ه .

193. Between 197© and 1971, the freight ratios of all 
but one of the thirteen commodities under consideration 
increased as compared with the previous year. This 
situation arises from the generally opposite courses of 
freight ra ^ s  and export prices in 1971, a year in which 
sharp increases in hner freight ra ^ s  were introduced in 
a number of trades and all the eommodities listed in 
table 35 were affected withoffi exception. The freight rate 
increases recorded in 1972 range from 3.6 per cent in 
the ease of coconut oil in the Sri Lanka to Europe trade, 
to 26.4 per cent in the case of sisal hemp in the East 
Africa-Emope trade. A t the same time, ten of these 
commodity trades—namely, coeoa beans and coffee in 
the Brazil-Europe trade, rubber, palm kernels, coconut 
oil, copra, jute, tin and coffee in the Golombia Atlantie 
and ?acific ports-Enropean trade—sustained a decline in 
their export prices ranging from 5 per cent in the case of 
tin to 23.9 per cent in the case of cocoa beans. As a resu(t, 
the inereases recorded in the freight ratios between 197© 
and 1971 varied from 9.74 per cent in the case of sisal 
hemp shipped in the East Africa to Europe trade, to 
46.15 per cent in the case of coffee transported from 
Brazil to Enrope. In one commodity trade there has been 
a 3.16 per cent decrease of the freight ratio (tea in the 
route $ri Lanka-Europe), whereas in six cases an increase 
of 2© per cent and above was recorded.

194. The year 1972 witnessed increases in prices for 
1© of the 13 commodity trades included in table 35. 
Gopra, coconut oil and palm kernels in the trades for
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Chapter VI 

ESTIMATED GLOBAL COST OF SEA TRANSPORT

f.o.b. for exports. In  adjusting the import hgnres 
for th^se countries which )؟port imports as weli as exports 
on a f.o.b. basis, IM F adds 10 pe؛ eent to ahow for the 
eost of freight and insnrance.^^® Although there is no 
detahed explanation available about the way in which 
the !0 per cent estimate was made, it is understood that 
IM F found this percentage to be representative on the 
basis of the detailed freight and insurance information 
received from countries in connexion witht heir baiance- 
of-payments reports.

200. More reeently IM F has prepared ratios of the 
value of imports c.i.f. to imports f.o.b. (f.o.b./c.i.f. factors 
in IM F terminology) for individuai eonntries and has iu 
addition aggregated these into g؛ ographicai area averages 
and a world weighted average. For 1969, the most recent 
year for whieh complete information is avaiiabie, the 
؟ ،orld average ratio was 1.086 إإ /■ or, stated differentiy, 
freight and insn؟anee accounted ^ r  8.6 per cent of worid 
)mports f.o.b.^؟؛ Assnmipg that the akerage percentage 
inereased to 8.7 in 1970 ءأ ® one ean e s tim ai the total 
combined eost of freight and insmanee at $24,200 mil- 
lion لل /  and the cost of freight aione at about $ 2 0 0 0 ة,  mil- 
lion^^® in !970. It should, however, be recalled that the 
ratios develoم ed by IM F apply to total tra^e, not oniy 
seaborne trade, and that freight is not, therefore, simony- 
mous with sea transport cost. Gn the basis of several

'. 11. According 
trade and not

IMF/IBRD, Direction o f  Trade, ... (op. citl), 
to IMF the 16 per cent adinstntent refers to toi; 
only to seahornë trade.

Inforntation communicated to the secretariat by IMF.
A somewhat siprilar percentage, e.g. that “insurance and 

f؟cight on the trade of the world as a whffie apparently averages 
abouts per ؟ ent of the^aiue of trade”, is given by c .
The Economics o f Sea Transport (Gxford, Pergarnon Press, 1967), 
pp. 17-18. Howeve ,؟ ٥٠  detail؟ arc given as the ba؟is of this perceh; 
(age. The author also spates that three-quarters of the world trade 
is seaborne (ibid., p. 15).

According to IMF the estimated Weighted average ratio of 
(he value of impor؛s؟ .i.f. to imports f.o.b. for “industrial countries”  
increased from L678 in 1969 to 1.679 in 1970.

؛٧  Using worid exports f.o.b. of $^78,800 mihion as a substitute 
for imports f.o.b. as the latter is given on a c.i.f. basis.

-Using the generally accepted “rule of thumb” that merchan و“  
disc insqr؟ nce equals 1-2 p؟r cënt of the freight rate, the estimated 
cost of freight aione would fall between $23,700 million and $24,000 
million. It may be noted that according to provided
)0 the secretariat by the Governm؟nts of Australia an^ thë Ugited 
States of America, in؟u؟ance may for these two countries constitute  
^hout 3 per cent and 8 per cent of the freig)؟t costs respectively. 
For 35 c6untri؟s for which the IMF هم س/ ءء  o f Payments Yearbook 
gave separate i؟ f؟(؟ ation for freight (item 3.1) and merchandise  
insurance (item 3.^) insurance wa؟ about 5 per cént of freight (IMF, 
Bpance ofPayments Yearbook, vol. 22, وي-ؤءوثم 
These latter figures are, however, balance-of-payments figures and 
pot necessarily the actual cost of height and insurance as this 
is discussed in paragraph 202 below.

A. Introduction

!96. It has been indicated in an earüer DNGTAD 
report لل٠  that the impaet of the cost of sea transport 
on wor!d trade is feh in two directions. First, other 
ffiings being equal, the !ower the cos! of transporting 
goods by sea between one country and another, the 
greater wil! be the vo!ume of ocean-horne Internationa! 
frade. $econd!y, the vo!ume of trade between any two 
countries wil! depend, other things being equal, on the 
!eve! of the eosts invo!ved in carrying the goods concerned.

197. As far as the secretariat is aware, no detaded 
information is a t present avai!ab!e regarding the over-ah 
!eve! of sea transport eosts in relation to the volume and 
va!ue of the goods transported. It may be added that 
neither is information avai!ab!e regarding the over-al! 
va!ue of wor!d seaborne trade or, a!ternative!y, regarding 
what portion of world trade is seaborne. ^ h i!e  compte- 
hensive information for tota! wor!d trade is presented by 
value, the avaüable information for seaborne trade covers 
on!y the vo!ume and not the va!ue of such trade.^“

198. The purpose of this chapter is to summariz؟  
certain existing estimates regardinف the over-ah cost of 
sea transport, and through ahernative approaches to 
estimate the order of magnitude of the g!oba! cost of 
sea transport, exc!uding domestie coastal transport, in 

ل97ه . The estimate is attempted in absoffite terms as we!! 
as a proportion of the va!he of seahorne

В. E asting information

1. In t er na tio n al  M o netary  F u n o  estimate

199. In the wor!d and area summary tables of 
Direction ٠/ Trade, IM F presents information regarding 
world trade on a consistent c.i.f. basis for imports and

changes in shipping /٠ trade »،?٠« ١٧٠٢؛،/ ،?،^١٠٢ The impact“
.1 .TU/B/U.4/76), para) ”ء،ءمء 

For this chapter, information regarding world (rade was 
ofStatistics, ■»ء//«م؛ء taken primarily from uhited Nations, Monthly 

une 1972), table 52. The world tr^de data thus)6 ؛ .vol. XXVI, N o 
exclude the trade of China, Mongolia, democratic ?eopic’s Re- 

apd socialist ؟،Viet-^a ٠؛ public o f Korea, democratic Repqblic 
countries of Fastem Europe. As an alternative the following source 

 has been used: IMF/IBRD, Direction ٠/ Trade: Annual ا،/-كءوثم
Washington d .c .) ,  pp. 5-7, “Wor!d table”, part В. The coverage) 

-sically the same as the Monthly Bui؟of the (atter publication is h 
c}hdes Cuba; there are a!so minor؟ofStatistics except that it e ■»ء؛ء/ 

,differënces regarding minor territories 
In preparing (hese estimates the secretariat benefited from ء” 

elected Governments. The secretariat also؟ operation of€؟- the 
,consulted IMF regarding their estimates



purpose report both imports and exports f.o.b., several 
conhtries beport imports 0.1.هقلء  The respiting freight 
and/or transport hgures ^re not, therefore, comparabie 
from country to country without adjustment.^® ^edondly, 
aggregate hgures for transport (items 3 and 4 in the IM F 
ha!ance-of-payme؟ ts data) include not only freight, but 
also merchandise insurance, passenger fares, port expen- 
diture, as well as some other items as indicated in the 
IM F Balance ٠/  Payments Manual (tables IIIA and в 
and IV). It may also be mentioned that although these 
items are listed separately in the balance of payments 
for some countries, for other countries only a global 
transport hgure is given. T ird iy , the freight figures relate 
to the ha©nce-of-payments transactions only. The figures 
exclude, therefore, transactions between residents of the 
same country as these ؟؛re not normally recorded in the 
balance of payments,^® although they represent actual 
costs. The degree of “under-estimation” of freight on 
this point depends on whether the countries report 
imports f.o.b. or e.i.f. (exports are in all cases reported 
f.o.h. or f.a.s.) and whether the carriage is by national 
flag vessels, إ ر  vessels of the trading partner or by third 
flag carriers.^^؟

هم«ءء from the IM ه/ F 
gated in World Invisible؛

203. Total transport رج 
٠/  Payments Yearbook as

assumptions ٦٦® the above-mentioned total freight cost 
estimate was adjusted giving an indicative cost of sea 
transport of about $ 2 2 ,0 0 0  million in 1970 .

2. E s t im a t e  b y  t ^ e  G©m n it t £e  ©n  I n v is ib l e  E x p o r t s

2 0 1 . A recent report by the Gommittee on Invisible 
Exports in the United kingdom  ٦^٥ contains aggregate 
information regarding payments and receipts for tr^ns- 
port of 9 7  eountries on the basis of the IM F عمحء«ءء ٠ /  
Payments Yearbook, as well as separate information for 
each of the 25 major €0 ل لا0.$لأ س اآ  According to the report, 
1969 transport receipts for the 9 7  countries amounted 
to $ 2 1 ,5 0 0  million, and payments to $ 2 2 ,6 0 0  million for 
an average of about $ 2 2 ,0 0 0  million. Transport costs 
thus am ou^ed  to about 9 .2  per cent of the total trade 

■vaine (f.o.b.) for these countries. If  this ratio is applied 
to the world trade (exports f.o.b.) as defined in para- 
graph 197 above, total transport costs would be about

2 لاص1ا0ه.قةث 5 ,6 0 0$
2 0 2 . This approach is subjeet to three important 

11 ع0ةه.ققل لا جة  Firstly, although most countries for this

 Thirty-seven countries ac«onnt©§ for about 31 per cent of *ءء
the import value in ^ e  IMF همحم  -ofPaytnents Yearbook report ةء«
ed imports on a c.i.f. hasis.

٦٦؛  The distinction between freight and port expenditures is not 
clear ept and is considered further ip pa^^rpph 208 below. For 
 he halance-of-payments reporting the IMF guidelines are as؟
follows:

“Foth exports and imports should he entered at trpnsaptions 
values at a hnlform bophdary, namely, at the customs frontier of 
the export©^ country (f.o.b.). For imports, the exporting eoupt^ 
should generally be the country of first c o n s i^ e n t ,  as It (s 
defined belpw In the General Nbte to Table в  (paragraph 461). 
For countries unable to enter imports f.o.b., prbvlslon is made 
(or entering thep) e.i.f. [...] at the ؛ ustoms frontier of the i^por؛- 
ing country. Although “f.o.h.” stands for “free on hoard”/ this 
ted as ipcluding cost؟erm shou© not be ipterpr؛ ؟ 0أ  loading borne 
hy the internationai c؛irrier. $uch costs are included either (n 
item 3 of Table A as part of freight (for exports tranport؟d in 
dotpestic carriers and imports transported in foreign ca؟؟iers), 
or in item 4, other transportation, as part of port expenditure؟ 
(for exports transported inforeigncarriers and(niports frpnsported 
in do©estic carriers). The exclusion of ا0فطكه  cpsts home by 
the international cafrier from the f.o.b. value of merchandise 
is in accordance with the data from which external trade statistics 
are compiled, and is necessary for halance-of-payments purposps 
to avoid duplication betweeh the merehandis؛  hnd othér goods 
and services aceounts.”
$ee IMF, Balance o f  Payments Manual, third edition, ©ly 1961 

(Y^ashington D.C.), p. 4!.
It will, however, he noted later that the United Nations follows 

pslightly ؟ i؟ erent pppr^aeh on this poin( (see foot-no(eووا  below). 
For so©e information about the relptNe importancp of freight costs, 
port charges and inland freight for trahsatlantic genera؛ cargo 
shipments, see OECD, ءءم Freight Bates as Part o »ه f  Total Trans- 
port Costs (Paris), publication No. 24283/Oetober i968.

t !؛It should be note ء؛ل l^ t ip the cpse 0؟ imports being rpported 
f.o.b., IMF asks that the freight received by dome؟tie carriers on 
imports be rep^tpd as a pieiporandum ite^. This in(؟ rmpt؛on 
apjiears not to he inc؛uded in the Balance o f  Payments Yearbook, 
but is used hy IMF in reconeiling f.o.h. ahd c.i.f. values (IMF, 
س/هء جء  o f Payments Manual, op. ■ءء؛ ., pp. 71-72).

٦٦٦ Only if all countries reporte(؛ hot؛i imports apd export؟ f.o.h. 
and ©e tr؛ n$port was undertaken hy third fia^ carriers would ©ere 
be no under؛ stimate of freight cost. At the other extreme, if all 
countries reported hoth S p o rts  and exports f.o.h. and all imports 
were carried hy vessels of the importing country, there would be 
no balance-of-payments recording of freight costs.

ment would ©clpde thp fppights؛ljus؛jefore a؛ The freight figurp ٦٦٠ 
nati6nal transport, oyerland (rail and؟on difierent tpodes pf ©te 

e two first mo^es must؛؛he freight cost of t؟ .sea )؛road), air an 
will he poipted out later (see fooLnote ؟A ؟.therefore he deducte 

d f.o.h. at the frontier of the135©؛ below) exports should be repo 
ile؟er) w؟Y (includipg transport cost to thp hor؛exporting copnt 

e frontier of the importipg؛؛t 56؛ reported c.i.f. a؛ port$ should؛in 
uplly the casp and bearing in؛country. Assuming that this is ac 

mind ©at much of the overland trade is between adjacent countries, 
sumed that po cost of overland trans-؟؟ ty hp؛c؛mpi؛it might for s 

port needs to be deducted. The seeond adjustment mpntioned above 
oncerns the cost of a© transport. Uowever, this information is؛ 

led information availahie regarding©؛not readily ayailable, nor is de 
the value of airborne trade. Alfoough the absolute cost of air 

ignificantly higher than؟ transport per ton can hp assumed to be 
for sea transport, the unit valup of the airhorne trade will also be 
higher and it is therefore possible that the average transport cost as 
a percentage of the value may he approximately the sa©e for air- 

borne and seaborne trade. For laphn, the United Kingdom and 
the United States of America comb©ed, airhopne trade appears 

of their foreign trade by/value. ؛to have constituted ahout 12 per cpn 
it has heen asspmed that for the ؟For the purpose of this ehapte 

10 world as a whole airhorne trade may account for some 8 to 
p ahove assump-؟is of tl؟ue. On the ha؛of the world trade va ؛per cen 

n؛t of transport of seaborne trade would range hetwe؟Jions, the cp 
.$21,600 milhon and $22,i00 million 

World Invisible Trade: An analysis by the Economists Advisory °٦٦ 
published by the Gommittee on Invisihle Exports, London, ,م،،م م-ء

.1972 ©ly
 ٦٦٦ As against the 97 countrfe؟ included in World Invisible 7->ءمح ...

Yearbook, م«؛ءءءءء/ ء؟ءء مهم ،/ه ءء on the hasis of ؛l؟e ؛M؟ ء ■،.( .op) 
40 coun-إ covers ء /م(،ص'،ع ءك م'،؛ج Monthly Bulletin ه ء ءءء ('،«ا  the محء

Trade i65 /ءسم،'،ر« ٠ ع ء’ء ، torips and the IMF/IBRD؛tries or terr 
countries and territories ip its world table, part в (see foot-note i l l 
above). Uowever, the difference of coverage in terms of value of 
trade is substantially smaller. ©  i970, the f.o.b. value of exports 

ء/ه«هة ٠/ ء'ه/ء Trade on the basis pf the ي، «ئ'ي لإ  reported ip World ء
Yearbook accounted for 86 per cent of the value reported م،ء ءمة »  ءءء

.Trade /ح،م.ءء،ء'م« ٠ and ك'ص'،ءء ؛،،؛ ءء،ء«■ ٠/ ء ،//  in the Monthly ء
trade value refers to total trade خ© It should he noted ©at ٦٦٦ 

and not only to seahorne trade, and that the relative importance 
of transport costs would therefore he understated. Dn the other 
hand, ohe cannot necessarily assume that transport costs as reported 
for balance-of-payments purposes will eqpal the petual cost of sea 

.292 transport of seaborne trade as diseussed further in paragraph 
A discussion of sopie of the limitations of transportation ٦٦؛ 

nts are found in H. F. Karreman,5؟^reportings in the balance of pa 
Applied ,ي؛ء ءء ،،م ء ٠ Improving World Transportation ة ٢/ Methods 

1950-1953, National Bureau of Economic Researeh (Uhited ٠، 
(.961! ,v Jersey, Quinn and Boden؛©$tes). Technical paper !5 (Ne 
ه'،م« ءءءبمر 'ي  $ee a؛s. G. $thrmey^ British Shipping and World 0$ ء

.Fondon, The Athlone Press, 1962), pp. 4i5-418)



ON FREIOHT FACTORS1. E stimate

206. An earlier secretariat report developed a 
possible meffiodolog)، for estimating the average level of 
freight and insurance charges in the total import p^ce 
of specihc commodities. The report indicated that for 
selected trades and eommodities the average proportion 
accounted for by freight and insurance eharges in the 
c.i.f. vaffie of goods coirld be derived on the basis of 
information abont the length of a trade roffie and the 
f.o.b. valne of the goods carried. The report described 
inherent limitations in the available trade data and 
suggested that freight faetor funet)ons should be develop- 
ed separately for different types of commodities (bulk oil, 
bulk dry cargoes, liner type raw materials and mannfac- 
tured and semi-mannfactured goods). The report then 
wen! on to present preliminary results on the basis of 
a limited nnmber of primary commodities in a few 
trades for which the necessary trade data were available, 
including a tentative over-ah freight function.

207. Although recognizing the preliminary nature of 
the over-ah freight function, particffiarly on account of 
the limited size of the sample and because it included 
only one of four bro؟ d commodity types mentioned 
above, it was attempted to see what results the function 
would give if applied to global trade data. However, on 
the basis of certain assumptions regarding the average 
uni! value of seaborne trade and average distances 
the result was that freight and insurance should on this 
basis be around 29 to 31 per cent of the trade value. 
These hgures are clearly much too high, thus indicating 
the importance of the above-mentioned limitations.؛®̂ 
Gonsequently, this approach has been dropped.

2 . E stim a te  b ased  o n  a d ju s tm e n t
DF INTERNATIDNAU TRADE DATA

208. A second approaeh was designed to arrive a! a 
global estimate on the basis of over-ah trade statisties 
which, in eontrast to trade hgures in balance-of-payments

قلءمحع<7 ® wih therefore on the one hand overstate sea 
transport costs by including insnranee, passenger fares, 
port expenditures and other, but on the other hand, as 
mentioned above, understate these eosts by excluding 
freight payments between residents of the same country. 
It is no! known to what extent these two factors offset 
eachother.

204. In an effort to overcome some of these compHca- 
tions, the secretariat selected from the Balance ٠/  Pay- 
ments Yearbook countries which reported imports f.o.b., 
listed freight (item 3.1) separately and at the same time 
had no important merchant marine. Eor 12 countries ؛ءء  
meeting these criteria, fr؟ ight payments equalled 9.3 per 
eent of the f.o.b. value of imports. Although the number 
of eountries thus covered is very smah and their share 
of world trade stih smaller, it is interesting to note that 
the resulting freight percentage is almost identical to the 
transport cost percentage indicated in paragraph 201 
above.

estimatesNew

205. In view of the limitations of the above balance- 
of-payments information and the lack of other detailed 
global estimates, it was found necessary to consider 
ahernative methods of estimating the global cost of sea 
transport. Three separate approaches wih be considéré() 
in th^ following sub-sections. They are estimates based 
on {a) freight factors; (ء) adjpstment of international 
trade data; and (ء) speeihc information eohected from 
selected countries. However, before eonsidering these 
approaches, menti^p should he made of another global 
eStimate for 1964.هقل  Gn the basis of gross earnings of 
eleven shipowning countries which aceounted for 51 per 
cent of the world fleet, it has been estimated that the 
gross earnings of the world merchant fleet in international 
trade was $11,400 million in 1964.؛®؛

The estimation o f  freight factors: ^relim in^  report by the“ ؛ءء 
(.4/47.UNCTAD secrétariat” (TD/h/C 

Eor this purpose it was assumed that the average value of ءءء 
seaborue trade was $85 per ton and that the average distance was 

riyed fro^ the4,500/5,000؟ miles. The average unit value was d 
f.o.b. ekport value of world trade in the United Nations Monthly 

n (he same؟fro ؟trad ؟aborn؟f  s؟ ofStatistics, the tonnages ،■»ءج//«م 
ding/unloading of sociaiist coun-؟rage io؟source, e^luding the av 

uming that 75 per؛for consistency, and as ؟tries of Eastern Europ 
,cent of worid trade values were seaborne 

may ؟The limitation due to the nature of the initial sampl ءء* 
5)4/7.d out in TD/B/C؟be of particuia( importanee. As was p<5int ؟her 

and other secretariat reports (partieu^riy “Ocean shipping apd 
ng countries” )study prepaid  by the؛p)؟ates and deve؟ peight 

Economist Intelligence uhit, Eopdon), in Proceedings o f  the United 
,٧ .Nations Conference on Trade and Development, First Session, vol 

Financing and Invisibles: Institutional ArrangernetUs (United Nations 
 pubheatfon. Sales No. 64.fEB.15), p. 212, and Freight markets مح«ه

United Nations publication,) م/م-محءء؛ا،-ا/ءء the level and structure 
Sales No. E.69.II.D.13 and TD/B/C.4/38/^ev.l/€orr.f)), the rela- 

a transpor( epst w(lf vary signiflcan(ly from؟tive importance of s 
country to country (this will be indicated in paragraph 218 bel^w) 

,affy from coiiimodity to commodity. Generally؟and evën more drasti 
ea transport cost wiil tend to constitute a/significanfly highep potion؟ 

for relatively low value primary commodities, particuiariy for heavy 
ue senii-manufac-؛lgh/va؛ bulk commbdities, than for the relp(iyely 

tured and manufactured goods. This point is shown in annex X 
garding freight €(rst؟rhation r؟shed info؛us publ؟whkh presents vari 

as per cent of the unit value for selected commodihes. Aithough these 
are taken frem diflerent sources and cover different time periods, 

y  clearly show the grea( difference whieh may exist between؟th
,different types o f commodities

f. foot-note 120 above. WdrldInvisible Trade was concerned€ ءءإ 
with balanee of payments and receipts, and not with transport 

re in؟f؟ch. The discussion is ther؟nsho)t e^sts as s؟eosts or sea tr 
no way a critieisnl of this report but on!y an attempt to explain the 

,limitations of sueh data for our purpose 
The 12 eountries are: Gosta Rica, Dominiean Republie, ؛ءء 

Eeuador, Ethiopia, Fi)i, Haiti, Honduras, Jamaica, Republie of 
.Korea, Nicaragua, Fataguay, and Sierra Leone 

sselt, The Controversy oyer the Division o f Labour؟Dag Tr ٠*/ 
eareh,؟in International Seaborne Transport (fnsthute for Shipping Re 

f؟ term “gross earnings ؟s th$؟he author u24. ؟ l؟Bergen), pp. 6 an 
the world s merehant fleet” rather than “eost of sea transport”. 

aliy ineluded non-f(eight؟)^asi؟He points out that the data used ((C 
rent ways (he es^mate؟itenls and as they were eomputed ip diff 

de flgpre.؟it؟g؛lered as a ropgh orde( of m؟should only be ebnsi 
nings in this case inclpde earnings؟It wouid also appear that gross ea 

ay therefore slightly.؟e n؟from passenger transport and the flgu 
,overstate the sea freight cost of international trade 

This estimate wouid represent 7.1 per cent of world im pôts ؛ءء 
 e.i.f. an(i 7.5 per ؟ent of world exports Lo.b. A ؛nore appropriât؟

is no( ؟de but thi؟Would be the yalue of seaborne (r ' '
1970 r ton in؟average freight p ؟avaiiable. If one assumes that th 

was the same as in 1964, the estimated total eost of sea transport 
 in 1970 would be $19,000 million. It is ]ik؟iy, hهwe١؛أو, that sue؛

an extrapolation would distort (he aetual silhation^ This is parti- 
culariy so as several offsetting factors will haye affected the av- 

 erage freight per ton, e.g. ine؟ases in liner freight ra(es, (nerease)؛
in cost items for bulk earriers and tankers, the closure of 
the Suez Ganal and inceased average distanees fer tauker and bulk 
trades on the one hand, an^ the trepd to larger and more econo- 

,mieal tankers and bulk carriers on the other

91



Table 36
Estimation of seaborne traJe value 1970, 

(In millions o f  dollars)

Exports
(f.o.b.)

Imports

3,300 ء8,800

(87,349) ’('85,760)

207,540° 19,!45ل

3,797“

191,541211,337

Trade value ء  
Deduct estimated vaiue ©f non- 
seaborne trade of countries listed in 
$eetion$ 1 and 3 of annex X I . . . .

Estimated value of seaborne trade . .  
Adjustment of seaborne imports f.o.b. 
to imports e.i.f. for tbe countries 
listed in note ٠. ٠ . . . . . . . . . . ه  . . . . . . .

Estimated value of seaborne trade . .

سك-ءء ا .• TJiis table summarizes information presented in annex XI below.
“ D ata !delude trade (!) irrespective o f the mode o f transport used for its 

earria^e ؛وو  exciudin^ the trade d f soeialist eountries o f Eastern Europe and Asia.
® Im port data for th؟ following countries are reported f.o.b.. Australia, 

Bermuda, Canada, Dominican ^ p u b lie ,  Malawi, Netherlands Antilles, New 
Hebrides, New Guinea and ?appa, Paraguay, Republic o f South Africa, Southern 
Rhodesia, Venezuela, Virgin Isiands, United States o f America and Zambia.

N ء ot inciu^ing freight and insurance eosts in tbe ease o f trade o f tbe countries 
{isted in note ء  above.

“ In  the case o f Australia and Canada the adjustment made to  convert import 
values f.o.b. to  c.i.f. does not include insurance costs.

$20,000 exports f.o.b. and a derJved difference of about 
mibion or $19,500 million after deduction of estimated

insurance costs؟®؛.
211. It should be emphasized that the hgure of 

$19,500 million (representing 10.2 per cent of the esti- 
mated value of seaborne exports f.o.b. and 9.2 per cent 
of the imports c.i.f.) can at best be considered only as 
an order of magnitude estimate of the cost of sea trans- 

port. This is because the figure has been derived from 
kind ؟published trade data which have Imitations of th 

s of indi-؟lying a seri؟p208, ؟ ntioned in paragraph؟m 
vidual adjustments based on Information of differing 
degrees of comprehensiveness. To a great extent the 
adjustments were made on the basis of specific infor- 
nation provided to the UNCTAD secretariat by coun- 
tries referred to in annex XI•. These data may not corre- 

spond with the data recorded for the respective countries 
in the United Nations Monthly Bulletin o f  Statistics with 
regard to timing and coverage. Tor example, it is not 
known to what extent this information excludes or does 
not exclude trade with socialist countries of Eastern 
Europe and Asia. If, and to the extent that, such trade 
is included, there will be no absolute comparability 

/٠ between the original data of the Monthly Bulletin 
s.؟Statistics and the data provided by individual countri 

Eurthermore, it is likely that in the case of countries for 
which specific informalion on their seaborne trade was 
not available, the adjustments for non-seaborne trade 
may have been excessive in so far as it was assumed that 

11 the trade with the adjacent countries was overland.ف 

For these reasons, and because of the likelihood that 
 the actual freight and ins؟ra؟ce costs آم the develop^؟؛

countries listed in section 2 of anne^ XI are substantially 
 higher than the 10 per cent used to adjust their import trad؟

values from f.o.b/ to c.i.f., it is likely that the derived 
figure of $19,500 million nnder-estimates the actual

,global cost of sea transport

■ cent ot the freight

reports, are generally given on a c.i.f. basis for imports 
If international trade statistics .؛®®ahd f.o.b. for exports 

had been consistently reported on this basis and if all 
trade was seaborne, then the difference between the two 

represent the cost of sea (؛l؟؟)glohal figures would id 
Evep on these assumptions, ؛ء®.transport ^nd insurance 

differences conld arise as a result of:
(à ) The time lag hetween recording exports and

;imports
country of ؟The different ways of identifying th (ة) 

origin and destination, taking into account the complice- 
tions introduced by middle-men trade;

 The different procedures of customs v (c)؟lu^ti؟؟
adopted by the partner countries, e.g. the use of official
or declared values.

209. The 1970 tr^de data in the United Nations 
Monthly Bulletin o f  Statistics indicated world imports of 

$293,3(30 million and exports of $278,800 million, leaving 
a balance of $14,500 mifiion. The following qualifications 
need to be noted in connexion with these data: 

le with the socialist countries of؟tra ؟(a) They exclud
;Eastern Enrope and Asia 

s listed in؟The import trade data for (5 countri (ء) 
note b  of table 36 and accounting for abont 22 per cent 

.;of world trade are reported f.o.b. rather than c.i.f 
The data include all trade of the countries listed (ء) 

Statistics, /٠ in the United Nations Monthly Bulletin 
irrespective of mode of transport. 

s؟of $tatisti ؟Complete adjustment of the Monthly Eufieti 
data shown above in order to arrive at estimates of the 
order of magnitude of total world seaborne imports 
c.i.f. and world seaborne exports f.o.b. would require 

d11؟؟؟ the three poipts n^enti؟ specific data fnlly covering 
above. As data regarding the seaborne trade of socialist 
countries of Eastern Europe and Asia are not available, 
an attempt was made to make adjustments with respect

ء . and ء only to points
210. The adjustments as shown in annex XI below 

basically involved ^edncting from the original trade 
valne of non-seaborne trade and ؛!figures the estimate 

ance؟su؟adding the estimated cost of sea transport and i 
in the case of the countries reporting imports f.o.b. as 
summarized in table 36. These adjustments resulted in 
an estimated value of about $211,000 million for seaborne 
imports c.i.f. and about $191,000 million from seaborne

 ت Insurance costs assumed to be about آءء
costs (cf. para. 200 above).

؛ءء  As pointed out in TD/E/G.4/47, th© ؟ffi(istical interpretation  
of tbese cbncepts may vqry somewhat, particularly regarding loa؛i- 
ing a؟ d (hé possibl؟  use of f.a.s. ins؛ead of f.q.b.
Referehce is made, in tbis connexion, to the following quotation 
from the Yearbook ٠/  International Trade Statistics, 1969 (United 
Nations publication, $ales No. E.7EXVII.5), p. 6:

“ Valuation. At its fifteenth session in 1953 the Economie and 
Social Uouneil, taking the view that trqde statistics must refiect 
economic realiiies, recommended that th© governments of mem- 
her States of the United Nations, wherever possible, use transac- 
tion values in the compilation of their nqtlonql statistics of ex؟ern- 
al trade or, when national practices are based qn other valuations, 
endeavour to provide su^plemeqtary statistical data based on 
transaction valiie^. In the éase of imports, th© transaction value 
is th© value at whieh the goods were purchased by th؟  importer 
plus the cost of transportation apd insqrapce to the frontier of 
the importing country (a c.i.f. valuatioq). In the cas؟  of export؟ 
the transaction value is the value at which the goods ^ere sold 
by the exporter iqcluding tl؟e cost of traqsportati؟ n and in؛ura؟ ce 
to bring Ihe goods on to the transporting v؟ hicle at the frontier 
of the exporting country (a f.o.b. valuation).”
؛ءء  See, however, the preceding foot-note.
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ه ( the c.i.f. value of seaborne imports (ahout 12.1 per 
cent of the estimatefi f.o.b. value) and the sea transport 
cost of exports for 8.7 per cent of the f.o.b. value of 
exports (8 per eent of the estimated c.i.f. value). Alto- 
^elher, the cost of sea transport represented 10.6 per cent 
of the f.o.b. value and 9.6 per eent of the e.i.f. value.

216. It should be noted that so far as exports are 
concerned, table 36 does not include the majority of 
deveآopinج cou©ries whose exports consist mainly of 
primary commodities or relatively low value semi- 
manufactures. For this reason, and in view of the data 
included in annex X, it is considered that the h^ure of 
8.7 per cent for exports si^nihcantly understates the 
over-all cost of sea transport.

217. Gonsequently, before one can use these per- 
centa^es in estimating the global sea transport eost of 
world seaborne trade one needs to consider briefiy 
whether the sample from whieh they are derived is likely 
to be representadve. T r e e  interrelated points are worth 
noting in this eonnexion: (a) the signihcant difference in 
relative transport eosts of seaborne imports and exports; 
ة) ) the great variations from eountry to eountry; and 
 the larger coverage for imports. These are discussed (ء)
further in the following paragraphs.

218. Regarding the difference between the relative sea 
transport costs it should be recalled that the average sea 
transport cost for imports was about 12.1 per cent while 
that for exports 8.7 per cent of the estimated f.o.b. values. 
The major reason for the significantly higher relative sea 
transport cost for imports is that the countries included 
in table 37 account for the bulk of world seahorne 
imports of primary commodities which have a relatively 
h i ^  transport cdst in relation to their values (for 
example, these eountries account for most of the world 
seaborne imports of petroleum, iron ore, coal, phosphate

3. Estimate base© o n  ine©rm ation
FOR SELECTEO ©OUNTRIES

212. A final approach was to collect information for 
selected countries dnd aggregate these into global esti- 
mates of the cost of sea transport and the value of sea- 
borne trade ٦®® respectively. This approaeh, therefore, 
relied heavily on the eo-operation of the governments of 
the cou©ries concerned.

؟ .213 if؟een governments were asked to provide 
 :eparate information for 1969 and/or 197fi regarding؟
(«) over-all sea transport cost of seaborne imports; 
ء) ) over-all sea transport cost of seaborne exports;
(c) the value of seaboric imports (preferably c.i.f.); 
id) the value of seaborne exports (f.o.h.).
They were also asked for a brief explanation regarding 
the basis for these figures. These countries accounted for 
npproximateiy 67 per cent of the world imports and 
72 per cent of worid exports in 197©.

214. Gomplete information was received from seven 
countries and in three eases informatioh was provided 
regarding sea transport eosts of imports only. The other 
countries which were approached indicated that infor- 
mation regarding the cost of seaborne trade was not 
available. The countries which provided information 
aceoupted for approximately 48 per cent of world sea- 
borne imports hut for oniy 36 per cent of world seaborne 
exports as indicated in table 36 and annex XI.

215. The resulting information is summarized in 
table 36. For the responding countries as a whole, the 
sea transport eost of imports accounted for 1©.8 per cent

also used ؛The information for the value of seabome trade ل 
for the adiustments ط ?aras. 210 and 211 above.

37 T a b l e

970! ,tra№?ort cost as a percentage of seaborne trade values of seleeted countries
(and percentages وء’ها،/ء«ء،،، Millions o f  dollars)

Sea transport cost 
as percentage 

o f  seaborne trade valuesSeaborne tradeI transport cost

ExportsImports
Exports
(f.o.b.)

Imports
ExportsImportsCountry

(cent •ءءم) 
14.2 2.

3.7

7.1

18.2

10.1

8.7

10.8
10.9

10.7 
17.6 
11.2
9.1

6.9

10.8

(Millions ofdollars equivalent)

4,205“ (4,593)“"، 
2,849 ' 2,670'

17,065
(6,286) ١ 
1,201 

16,723

69,157

15,246
17,062

1,196
18,775
27,261

446

1,220

219“
1,078 د

6,042 102,2

Argentina ...............................  141
Australia...................................  451“
Brazil .......................................  309
Franee.......................................  869
Germany,

Federal Republie o f . ٠. . . .  1,626
Jap an .......................................  2,997
Netherlands . . . . . . . . . . . . . .  837
Ne(vZealand . . . . . . . . . . . .  109“
United Kngdom . . . . . . . . . .  1,817
United States of America . .  1,878

T o rA L  11,034

s o fSources: Seaborne ^ra^e: figures taken from Annex XI, exee^t for Brazil where they are estimated on th e !
t by the Government o f Brazil.
3asis o f information communicated to the secretariat by the respective

per cent for imports and 97.5 per cent for 

portion of United Kingdom ships cleared ا

rne trade and to tal trade (100 

>by United Kingdom ships an ؟

information communicated to  the secretary 
Sea transport cost: compiled on the 

Governments.
٠ Average 1969/70 and 1970/71.
.Figures not included in total ء

٠ ؟ stim ate based on quantity o f seabc

د  Estimate based on freight for exoort 
with cargo, thus assumin{



of about $23,000 million ؛٠؛  in 1970. It should, however, 
be emphasized that the basis on whieh the individual 
countries collect their data may vary and that the 
individual figures in tahie 37 may therefore include some 
approximations. Similarly, it should be recalled that the 
estimate is based on information for selected countries, 
aithough these aceount for a very substantia! part of 
world trade.

D. Concluding remarks

222. The main estimates ؛٠ ® regarding the cost of sea 
transport which have been presented in this chapter wer؟ ; 
{a) $19,500 million based on adjusted international trade 
statistics;(22,000$ (ء  million derived from IM F f.o.b./c.i.f. 
factors; (c) $^3,000 miliion based on information for 
selected countries.
These estimates are reasonably close to each other bnt 
may, if anything, understate the transport cost of sea- 
borne trade as a resuh of a possible under-estimation of 
the value of ؟uch trade, ؟ ajdcularly in the case of the 
estimate based on adjusted international trade statistics. 
The secretariat believes that the higher figure of $23,000 
million is the more realistic, particularly ؟ s this is based 
on specific information concerning costs of sea transport^ 
It m^y be recalled, however, that this estimate is hased 
on information of differing degrees of accuracy and on 
a large nnmber of assumptions.

Table 38
Sea transport cost of United States seaborne trade, 1970

(Millions ءممح«ه«ء،رءءكا ممح/ه//ءه-ء ءءم

Seaborne 
transport 

Seaborne costas
transport percentage

cost o f  trade

f.o.b) ^؛٢٠ Seaborne

Per centValue

 7.9 ه
17.8°

7.5 

٠ 15.7
8 ء . 0

م ل0ل
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1,301
1,104

2,485

I. Imports
L i n e r s . . . . . . . . . .  17,073 67.8
Tramps . . . . . . . .  5,357 21.3
T a n k e r s . . . . . . . .  2,764 10.9

TorAL 25,194 100.0
مه-ءء 11. ار،

L i n e r s . . . . . . . . . .  16,446 67.1
T r a m p s . . . . . . . .  7,041 28.8
T a n k e r s . . . . . . . .  1,001 4.1

TorAL 24,488 100.0

Information communicated to the secretariat by the Government o^ the ;م،،هك،أ ء
United States ofA m eriea. 

basically reflect the internationally applicable ء ؟ه  The “ ؛]ner sea transport بم
sts o f United States flner؟ ^؟tin^؟r  op؟!iner conference tari® ; The hi§h 

companies are ^enerafly eompensated thr8u^h subsidies.
.* Tramp freight rates are not suhsidized in the United States 

Imports by tankers mostiy refer to  erude ofl, while exports ^enerafly refer to ء
,oil products

 ؛٠؛ Applying the 10.8 per eent figure te th© e؟timqted value إه
of ؟seaherné imports c.i.f. o f $211,337 million yiould give a COS 

nillion. Although serious800^,2$ $23,000 ؟ million or approximately 
ent figure؟ r؟reservations have been mad© above regarding the 8.7 p 

notéd that if this ؟ay h؟it I ؛$,t eost of expor؛-o؟(or the sea nans 
ed value of seaborne exports؟figure were applied to th© estima 

$17,000 1 million, this would give a cost o f about9ل,4ق$! f.o.b. o f
.million

It should be recalled that world trade as used in this chapter ؛ءء 
excludes th© trad© of China, Mongolia, Denrocratic ?eqple’s Re- 

public of Korea, Demqeratie Republic of Viet-Nam and socialist
,countries of Eastern Europe

rock, bauxite, s©ftwG©d and TubbeT, and other commod- 
ities for which the sea transport eosts represent a signifi- 
cantly higher share than the average share recounted for 
by these costs in commodity values in the aggregate). 
On the other hand, primary commodities account (or a 
relatively small portion of the combined exports of the 
eo^ntries included in the table 37. Of the countries 
whose exports are included in the table, Argentina, Brazil 
and New Zealand are the only countries in whieh exports 
of primary eommodities account for a significant portion 
of the total exports, and in eaeh of these cases the jelative 
sea transport cost is significantly higher than the average 
of 8.7 per cent.؛®® The same applies in the case of the 
United $tates of America which, although it is the 
biggest exporting conntry of manufactures, also has an 
important export trade of primary commodities.

219. Regarding the differences between countries, it 
may be noted that the country with by far the highest 
relative import transport cost is ^ p a n , which imports 
very substantial quantities of low value primary commo- 
dities from relatively distant sources, whereas the United 
$tates of Ameriea, which shows the lowest percentage, 
 s self-sufficient for several primary commodities and؛
imports other primary commodities from relatively nearby 
sources. On the export side, the country with the highest 
relative transport cost is New Zealand, which exports 
substantial quantities of meat and dairy products over 
long distances in vessels with reefer capachy, whereas the 
United Kingdom and Japan, which have the lowest 
؟tive export transport cost, primarily export rela(iv؟]؟) ly 
^igh-value manufactured goods. In the case of the 
United $tates ofAmeriea, which is an important exporter 
of primary commodities as well as of manufactured 
products, the percentage of export transport eost is also 
relatively high.

22©. It was noted in paragraph 214 above that the 
coverage of the information regarding imports was 
significantly broader than that relating to exports. One 
of the reasons is that three countries were able to provide 
fnll information relating to imports only. One of the 
countries for whieh information is available regarding 
imports hut not regarding exports is Australia, a major 
exporter of primary commodities. It may be conelnded 
that the exports covered by table 36 are not equally 
representative of world seaborne exports and that there- 
fore the relative cost of the sea transport of these exports 
cannot be used without reservation in arriving at the 
global estimate.

221. Applying the 10.8 ؛٠٠  per cent figure indicated 
in paragraph 215 and tahle 36 0آ  the estimated value of 
seaborne trade (imports c.i.f.) as indicated in paragraph 
211 and table 36 woffid give a global eost of sea transport

Annex X  provides some information regarding freight eosts ؛ءء 
as a percentage of trade vaines of selected commodities. Information 

nporting؟regarding the restive importance of certain exporting or i 
countries in th© seahorne trade of bnlk commodities is indicated in 

Bulk /٠/ ^٠٢؛؟ Feamley and Egers Uhartering Co. Ltd., Trades 
Carriers, 1970 (Oslo) and OECO, Maritime Transport, 1970, مح«ه

(.aris)? ء'مء the /٠ a Review 
omeivhat؟ If anything, the import saqiple may include a ؛٠٠ 

higher than average portion of primary commodities and a some- 
e of؟$he c؟ products than is ؛!what lower portion 6f manufaclure 

the world séabome trade as a whole. However, any distortion in 
iUe tendency for those devel-؟light be offset by a pos؟ this respect 

oping countries not covered ifi table 36 to import somewhat lower 
value manufactured goods with a higher than average relative trans-

,port cost



224. Although the main purpose of this chapter has 
been to derive a global e s tim ai of the cost of sea trans- 
port, the wide differences between eountries and the general 
tendency for the cost of sea transport to constitute a higher 
percentage of the value of the exports from developing 
countries as a group should no! be overlookd. This is of 
particular importance, as earlier UNCTAD studies have 
indicated that the developing eountries tend to bear the 
freight costs of both their exports and their imports.؛ ®̂

143 jh t markets ه»  the level and structure affreight rates مح
(United Nations publication, Sales No. E.69.II.D.13 and TD/B/ 
C.4/38/Rev.l/Corr.l), pprticnlarl)t paras. 229-252, and Shipping in 
the seventies: Report by the secretariat ٠/  UNCTAD (United Nations 
pnbikation. Sales NO.E.72.1ED.15), part one, para. 27.

223. As was seen from table 37 and annex X, the 
relative eost varies significantly from couffiry to country, 
depending mainly on the composition of the trade, 
and even more markedly from commodity to com- 
modhy. This is also shown in table 38 whieh coffiains 
information regarding the absolute and relative cos! of 
sea transport for United States imports and exports by 
vessel type. As already pointed out in paragraph 218, 
the eost of sea transport tends to be highest for the 
primary commodities and fo) countries whieh pri؛na؟ily 
export sueh commodities. Hence, for the developing 
couffiries as a group the implication is that sea transport 
cos! will tend to account for a higher percentage of 
their export values than the global average indicated 
above.
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Chapter VII 

OTHER TOPICS

shipping operators 0؛ devise effective methods of regu- 
lating the snpply of tonnage and curtailing price com- 
petition. Two or three big consortia can take action to 
restrict competition more easily than the relatively large 
number of break-hulk operators in conventional liner 
trades eould do. It appears that possibilhies for mono- 
polisdc action in liner trades have tended to increase 
rather than to decline in highly containerized trades.

229. Co-operation among liner operators to régula© 
the supply of tonnage through pooling and other device؟ 
is a current eharacteristie in the containerized trades and 
also in conventional liner services where operators have 
entered into such agreements.^^® So long as the purpose 
of such devices is to keep operating costs as low as 
possible by, for example, avoiding the dupheation of 
services, bunehing of vessels in ports on cerlain day؟ of 
each month or secuting better utilization of ships’ time 
and carrying capacity, they ean be regarded favourably؛ 
provided that the economic benefits derived are refieeted 
in the level of liner freight rates. It does not appear that 
nsers of liner services are satisfied that this occurs in 
practice.

230. As was indicated in chapter V, increases in liner 
freight ra©s have met with increasing resistance on the 
part of the users of iiner services. This resistance may in 
its turn exert greater pressure on liner operators to look, 
more than in the ؟ ast, into the question of rationalization 
of services and increased management effcieney as a 
means of keeping their operating eosts under co^roI. 
Both govermhents and private interests, particularly in 
developing countries, have beeome increasingly aware 
that for such pressure to become effective, there is an 
urgent need to strengthen م eir negotiating power as users 
of liner services. To this end greater efforts must be m a ^  
effectively to organize and opera© shippers’ bodies.^^^ 
The developments referred to above, if co©inued and 
strengthened, could lead to a new era in which the 
organization of adequate and rationalized liner services 
is de©rmined Joindy by suppliers and users of such 
services, and these are provided at a cost which would 
satisfy both the carriers, as commercial undertakings, and 
the shippers.

231. One development which may become increasing- 
ly important is the renewed interest of governments 
in policies directed towards ensuring that an ©cre^؟ing 
propordon of their own trade is transpor©d on their 
own fiag vessels. The efforts now being made in this 
direction are probably comparable to those made in the 
1950s and early 1960s. These policies are pursued 
through the adoption of cargo sharing formulas or

A. Insti©tional developments In world shipping

1. G eneral

225. In rece^  years the world shipping industry has 
been in a continuous process of change.؛‘'•‘’• This has 
occurred under the infiuence of two major factors. The 
first is the technological revolution which is taking place. 
This is in response to the need in the major developed 
maritime countries to reduce the amount of iabour used 
on ships and on shore per ton of cargo carried and 
handled. The second fae؛or is the vital role which the 
carriage of raw materials and oil from distant sources 
plays in the operation of large-scale basic industries in 
developed market-economy countries.

226. Unitization of cargoes in all its forms has been 
expanding as a means for cuffing down labour costs and 
increasing efficiency of ffansport operaffons through 
speeding up the turn-round of ships. It seems, however, 
that the early foreeasts whieh envisaged the eomple© 
disappearance of conventional liner vesseis from the 
major containerized trade rou©s were rather unrealistic. 
It inay be that a new generaffon of composite cargo liners 
will be called upon to cope wiffi these transport require- 
meffis.

227. There are indications that, whenever there has 
been a situation of possible tonnage over-capacity in 
trades whieh have been extensively containerized and/or 
served by barge carrying and roll-on/roll-off vessels, the 
©nd؟ncy has been for the operators to devise methods 
which would strengthen their ̂ ower to control the market. 
Shipping eonsortia, container pooling agreements and 
opposition to the entry of additional tonnage are methods 
used to stabilize and coffirol the market.؛ ®̂

228. In the initial stages of containerization, fears were 
expressed that, because the direct cargo handling eosts 
of unitized eargo were a much smaller part of total 
operational costs than in break-hulk operations, the 
incentive for rate cuffing would be increased and ffiere 
was a danger of the price-regulaffng machinery of the 
shipping conferences breaking down in the face of 
nnder-utiiization of capacity in the liner ffades. Curreffi 
developments in containerized trades have dispelled such 
fears and tend rather to confirm that, as the number of 
ships and shipping operators required to satisfy a given 
level of demand for transport in a particular tr^de 
becomes smaller, it beeomes relatively easier for the

.Ibid ءم،
paras. 254-258 below.

٦٠٠ See in ©Is ؟ onnexlon Shipping in the seventies ... (op 
and Unitization ٠/ «£٠٠٢̂ • Report by the secretariat ٠/  UNC 
(United Nations publication, Sales No. E.71.II.D.2).

٦٠؛  ^or ©r©er intomtation, see paras. 235-253 below.



recognized, negotiations could be understaken with a 
view to solving them. It appears that the establishment 
of common policies for EEC eouffiries in facing the 
pressure for ea؟go sharing in !fades to and from develop- 

ing oountries has high priority، in these consultations, 
?ress reports suggest that uo concrete progress had been 
made a! the tim؟ of preparing this Review (end 1973).

2. P a r t ic u l a r  e x a m p l e s  u f  in s t it u t io n a l

DEVELURM ENTS

(a) C o n s o r t ia ,  p o o l in g  a g r e e m e n ts  
a n d j o i n t  s e r v ic e s

(i) N o r th  A t la n t i c  c o n ta in e r  p o o l in g  a g r e e m e n t

2 3 5 . In November 1971 seven eontainership com- 
panics, which operate 7 0  per cent of the N orth Atlantic 
liner capacity, pedtioired the United States federal 
Maritime Commission (FMC) for authority to establish 
a revenue pooling plan. A deeision on this application is 
still pending (December 197 3 ), although it has gained 
the support of the United States Maritime Administra- 
tion. Under the proposed agreemeffi the seven companies 
would divide freight revenue received in the North 
Atlantic coffiainer trade in pre-determined shares. The 
agreement, which covers United States ports north of 
Cape Hatteras, would generally set eoffiainer quotas and 
fix ports of call for the seven containership companies. 
The declared objective of the N orth Atlantic pooling 
agreemeffi is to alleviate the over-tonnage of coffiainer 
capacity in that trade. The agreement was supported by 
six European Governments (Belgium, France, the Eederal 
Republie of Germauy, the Netherlands, Sweden and the 
United Kingdom) in a joint a id e - m é m o ir e  transmitted to 
the United States Government.؟؛®

2 3 6 . Supporters of the pool agreement point out that 
adequate competition to the pool members will exist 
b؟cause of: (a) the growing cohtainer shipping oapaeity 
of non-pool member companies; (ة ) the capacity of 
containership companies serving ports in areas adjacent 
to the pool agreement ports (i.e., us Gulf and Canadian 
ports); (ء) continuing competition among pool members 
(hemselves since only one third of tlieir shipping capacity 
is covered by the ag؟؟ement; and ( d )  the impact of rising 
air cargo capacity.؟؛®

2 3 7 . The main opposition to the proposal comes from 
the Justice and T r^ sp o r t Departihenjs of the United 
States of America and interested liner operators and port 
iffierests. The two government departments seem to 
oppose the proposed pool on the grounds that it is a 
monopolistic deviee which if adopted would lead to high 
rates and a reduetion in the total service available in the 
N orth Atlantic trade. Gther opposition has been met 
from some port authorities of Uhited States East Goast 
ports and labour unions of the areas served by these ports 
stated that the vessel schedules proposed by the pool 
agreement members wou!؛I not provide adequate shipping 
service to their ports.؟؛^ At Ihe time of drafting this

pment of؟vel؟ents. In respone to the d؟bilatera) agreer 
has been a corresponding ihterest in ؟sharing ther ؟earg 

formulation of retaliatory measures on the part of ؟th
 other governments®^؛.

2 3 2. In the bulk eargo trades, there has been an 
 important change in the character of the markets®^؛,

no longer a.s competitive as they were in the و  which ءء
is a strong tendency for the major ؟rently, ther؟u؟ .past 

the demand for tonnage for the transport of )he 0؟ part 
major bulk cargoes—e.g. oil, iron ore, coal—to be brought 
under the eontrol of relatively few iarge industrial con- 

cerps as a m e a n  to ensure smooth and stable transport 
at low cost. At the same time these firms control a 
substantial part of the supply of tonnage in the form of 
integrated fieets or tonnage operated under long-term 

angements. The practice of not publishing؟charter pr 
duces theةf  chapter transactions r؟ details of the majority 

extent of competition ih the market because it eliminates 
f  a fully competitive market,؟ basic requisites ؟one of th 

namely, free aecess to informatioir. As a result, with 
egard to certain groups of bulk commodities, the؟ 
uyers of shipping services are plaeed in a teehnieally؛ 

favourable position in the hulk cargo freight markets 
which enables them to exercise a long-term pressure on 
the costs of maritime ffansport. This process eonstitntes 
an important change in the traditional institutional 
arrangements with regard to the transport of the major 

argoes. As a result transport costs for these com-؛ ؟bul 
nrodjties have become mueh more stable than in the past. 
Fprther, freight rates have heeome cost oriented heeause 

f  the intensive competition between ship operators a^d؟ 
of the major users of bulk shipping, ؛the eh^rtering policie 

 rather than mقrket oriented as in the past®؟؛.
CurreR developments in maritime transport call 2مي 3 

for bigger, better designed and highly sophisticated 
vdssels such as ULCC, liquefied gas carriers, big container 

The acqui- .؛؟؛ips and other types of unit load carriers؛s 
sition of such vessels requires large sums of capita! which 
are increasingly beyond the means of individual ship- 
owners. The tendency is for banks, financial in stitu tion, 
and the public to be involved in capita! partieipation, 
thus changing the pattern of the real owffei-ship in the
shipping business. 

ter the enlargement of the membership of2؟ 3 4. A c, available information suggests that confideffiial؟E 
talks have begun in Brussels betweep officials of the nine 
member countries to explore the possibilities for a 
common shipping policy of the Commuffity. In the initial 
stages the purpose of the consultations is to see to what 
extent there is agreemeffi between the EEC member 
Governments. Once the points of disagreemeffi are

The text of the joint aide-mémoire is re^rod^ced in Container 
News (New York), ^ol. 7, N ٠٠ 4 (April 1972), p. 31.

ءءإ  Journalpour le transport international (Basel), 33rd year, 12 
December 1972.

.Ibid *ى

259-264 .ifie information on the subject, see paras؟For $pe ءب، 
low. For an historical review of bilateral arrangements on econo-؟b 

.4/113.mic co-operation in merchant shipping, see TD/B/G 
The strnetnre and economic characteristics o f the bnlk freight ®؛٠ 

markets have he؟n discnssed in Freight markets and the /ء،ءا/ ٠؛،«
 structure affreight rates (pp. م).،مح

ion of this topic in connexion with the transport^؟For a discn إ ؛م 
Report by the •̂٠/ ؛٢٠« ٠٢ of iron ^•e, see The maritime transport 

UNCTAD secretariat (United Nations publication. Sales N o.
.E.74.II.D.4), chap. V 

For example, 74.6 per cent o f the tanker tonnage on order at ؛؛؛ 
dwt and above 1 2م,©ههه July 1973 belonged to the size group of 

Bulk Fleet, /،٣٠٢؛ .,(cf. Feamley apd Egers Chartering Co. Ltd
3.1 July 1973 (Oslo)). On the other hand, liquefied gas carriers of 

million grt were on order by 3© September 1973 (cf. Lloyd’s Register 
1973 ,ofShipping: Merchant Shipbuilding Return for Third Quarter

(.London)
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(v)x C o n ta în e r s h ip  c o n s o r t ia  a n d  j o i n t  s e r v ic e  o p e r a t io n s

241. The formation of consortia continues as a 
dominant eharaeteristie of container transport. Also, 
joint service operations tend to be increasingly used in 
container operations. Several new organizational group- 
ings were reported dnring the year, most of which were 
mffitinational in character.

242. On the Fnrope-Far East trade, Scanservice (a 
consortium of Scandinavian members) was joined by 
Koninklijke Nederlandse Eloyd (Nedlloyd) to form (he 
ScanDutdh service, fn the same trade, a French shipping 
company became a member of the “Trio” group composed 
of ^panese and European members.

243. Five Japanese shipping lines (Mitsui-OSK Eines, 
Japan Eine, Yamashita-Shinnihon, Nippon Yusep K is h a  
and Kawasaki Kisen Kaisha) inaugurated a joint con- 
tainership trade in August 1972 •between Japan and the 
United States East Ooast. Seven full-cellular vessels are 
planned for the trade by April 1973. The five operators 
have jointly filed a proposal for a space eharter agreement 
with fhe United S ^tes federal Maritime Commission.؛ ®®

244. Jn late 1972, a container serviee between the 
Far East and Europe was commenced by the “Mediter- 
ranean Club”, a group composed of two Japanese and 
four Western European operators. Jnitially, fopr ships 
are assigned to the trade, with si^ vessels of 1,300- 
container capacity each planned for 1974.؛®°

245. The Maersk Line of Denmark and Kawasaki 
Kisen Kaisha (K-Line) of Japan are reported to be 
planning a jointly operated container servie؟  between 
the Far East and Europe. Three coffiainer s^jps are on 
order with service planned to begin in 1974.؛®؛

^46. The Johnson Line and $canstar, which had 
formeriy operated independently in the Europe-West 
Coast of the United States route, combined their service 
in la te l9 7 1 ®®؛.

(vi) R a t io n a l i z a t io n  s c h e m e s  in  c o n v e n t io n a l  l in e r  s e r v ic e s  
in  th e  F a r  E a s t^ ^ ^

247. Three major Japanese liner operators (NYK 
Line, “K ” Line and Mitsui OSK Lind) are currently 
studying rationalization measures for their conventional 
Uner services in various trades. These measures include 
a study of the advisability of setting up a joint serviee and 
booking cargo office in the Japan/Eangkok ronte on the 
pattern of a similar arrangement already existing in the 
Japan/$aigon route. R tionalization measures have also 
been partially introduced in the Central American and 
Carribean sea routes and talks are envisaged with the 
United States Federal Maritime Commission with regard 
to the United $tates/Japan trade route.

24$. The Jndonesia-Japan/Japan-Jn؛!onesia freight 
Conference has decided to adopt a pool system for one 
year, commencing 1 December 1973. Unde the agreement 
 cached, the hauling shares of Japanese and Jndonesian•؛
lines have been set at 41.5 per cent each, while that of 
the Maersk line, a third fiag، carrier in the trade, has been

R view  the confiicting attitudes of the government 
departments and agencies in the United States have not 
been resolved.

(ii) J a p a n -N o r th  A m e r ic a  t r a d e s

23$. A study made jointly by the Japanese Govern- 
ment and six Japanese shipping lines stated that the 
increasing numbef of containérships being introduced in 
the Japan-North America West Coast routes would 
further aggravate the over-tonnage situation already in 
existence. The study projected containership capacity to 
be over-tonnaged dn these routes at least to 197 ؤ.ل ®® 
According to ة  press report, in recognition of container 
over-capacity in the N orth ?acific trades, shipping com- 
panies from Japan, the United States of America and 
other countries made plans in the latter part of 1972 to 
prepare a joint freight pooling scheme. The d؟؟ lared aim 
d f fhe podiing arrangffient would be to stabilize freight 
rates.؛®®

(iii) C o - o p e r a t io n  a m o n g  N o r th  A t la n t i c  C o n fe r e n c e s ^ ^ ’’

239. Eour conferences engaged in the North Atlantic 
trades have submitted what has been referred to as a 
“talking agreement” to the United States federal M؟ ri- 
time Commission (EMC) for approval. The four copfer- 
ences in question are: N orth Atlantic/United Kingdom 
Ereight Conference, Canada/United Kingdom Freight 
Conference, N orth Atlantic Westbound Freight Asso- 
ciation and Canadian N orth Atlantic Westbound Freight 
Association. Under the proposed agreement, which other 
conferences can join, the questions to be discussed are 
mainly concerned with competition. In this regard, the 
m ain concern has been the question of shipments of 
American cargo diverted to Canadian ports and of 
Canadian cargo to American ports. According to the 
sources, the Canada/Continental Eastbonnd and West- 
bound Conference and the Canada/United Kingdom 
Freight Conference intend to merge.

(iv) S h ip p in g  p o o l s  o f  G e r m a n  D e m o c r a t i c  R e p u b l ic ,
P o la n d  a n d  U n io n  ٠/  S o v ie t  S o c ia l i s t  R e p u b l ic
/ ء«لمم ®®

24©. A shipping pool initially operated hetween 
Baltic and West African ports by German Demoerat^ 
Republic and Eohsh lines was joined in 1972 by USSR 
lines. The jointly operated service under the name 
UN IAFRIKA has been successful to an extent that has 
encouraged similar developments in other trades served 
by lines of socialist countries of Eastern Enrope. Lines 
of the German Democratic Repnblie and of ?oland are 
now running jointly the Ealtamérika (to Latin America), 
Cubalco (to Cuba) and Ealtafrika (to East Africa) 
services and the lines of these countries are likely to be 
joined by lines of the USSR. Integration of this kind is 
stated to be designed to enable the lines concerned to 
hold their own in these particular liner trades.

(.1972 Colchester, u .^ .), vol. 2, No. 8 (August) ؛ءء ر،ح،ا-ءمحه 
Supple- م،  ؛٠٠ Shipping and 7>ءمحه News (Tokyo) and Maritime مء

.1972 ment: Shipping and Trade News (Tokyo), 29 July 
(1972 Seatrade (Colchester, U.K.), vol. 2, No. 8 (August ؛٠؛

(.1972 No. 11 (Novemher ,؛ه؛ممح and 
.1972 Novemher №،•،؛ءء ,.؛

.Tokyo), various issues) ءممم ؛؛ ؛٠® Japan Maritime ء

؛ءء  International Freighting Weekly (London), No. 143 (29 
November 1972).

؛ءء  Shipping and Trade News (Tokyo), 4 Uetober 1972.
ء ؛أ  Journal pour le ■ءممءص-ءي؛  international (Basel), 34th year. 

No. 28 (13 Jufy 1973).
؛ءء  Information from “Lloyd’s Tist” (Eondon), 12 July 1972,

٢٠ 2.



effect from 1 January 1973. Each of the participants will, 
according to the report, provide seven bui^ carriers to the 
pool, bringing the total of the eombined fieet to 14 vessels. 
This level of operation will be reached by mid-1974, 
when the new pool is expected to be operating 14 vessels 
aggregating sohre 360,000 dwt in the parcel commodity 
trades, pardcularly in the ?acihe.^’  ̂ According to the 
sonree, the Norwegian group, which has been operadng 
a pool of open-hatch geared ^4,000/29,000 dwt bulk 
carriers prior to entering into the new eommon venture 
with the Greek firm, has been making significant inroads 
into the liner trades. Gommodities and cargoes whieh 
are either not suited to eontainerization, or physically 
or economically impracficable for conventional liner and 
shelterdeck tonnage to liff, are being successfully dealt 
with by sophistieated parcel bulker operators.

(b) M a r i t i m e  a g r e e m e n ts  b e tw e e n  G o v e r n m e n ts

(i) M a r i t i m e  a g r e e m e n t  b e tw e e n  th e  U n i te d  S t a t e s  ٠/  
A m e r ic a  a n d  th e  U n io n  ٠/  S o v i e t  S o c ia i i s t  R e p u b l ic s

254. In Gctober 1972, a maritime agreement was 
signed by the United States of America and ؟ he USSR 
which provides, in te r  a l ia , that the national-fiag vessels 
of each eountry will have the oppor©nity to carry not 
less than one ؛^ird of all cargoes moving between the 
two conntries.؛’  ̂The maritime agreement, which remains 
in force until 1975, applies to 1لة  liner and bnlk-cargo 
ocean-borne commerce between the two countries (except 
the carriage of liquefied naffiral gas), ineluding the large 
shipments of grain and other agricultural commodities 
sold during the year by the United States to the USSR. 
Thus the agreement represents one of the largest (in 
cargo tonnage) cargo allocation arrangements ever 
coneluded at a governmental level.

(ii) T h e  U n i te d  S t a t e s  F e d e r a l  M a r i t i m e  C o m m is s io n  
s tu d ie s  r u le s  ، ٠  c o u n te r  d is c r im in a t io n  a g a in s t  U n i te d  
S t a t e s  s h ip s

255. The Federal Maritime Gommission, having noted 
“a general proliferation of discriminatory laws, edicts and 
sophisticated schemes whi؟h  ma  be adverse to us ب٢
shipping and foreign trade interests” is undertaking “to 
clarify the procedq؟؟ s it wifi follow to meet and counter 
sueh conditions”.^؟‘'■ The ©xt of proposed regulations 
(Docket No. 72-62) sets out to adjust or meet eonditions 
unfavourable to shipping in the foreign trade of the 
United Sta©s. The proposed new regulaffons will be 
subject to the usual rffie-hraking proceedings in whieh all 
interested persons may partieipa©.^؟®

(iii) I n d ia - E g y p t  b i l a t e r a l  s h ip p in g  a g r e e m e n t ٦؟  ®
256. According to press reports, India and Egypt 

have signed a bilateral shipping agreement designed to

٦٦٦ Seatrade (Colchester, U.K.), vol. 3, No. 3 (March 1973).
٦٦٦ United States of America, Department of Commerce, Marl- 

time Administration, press release o f 14 Detoher 1972.
٦٦؛  Congressional Information Bureau (Washington D.C.), vol. 76,

٦٦٠ Statement b؛( the Chairman of the Federal Maritime Comn؟©- 
sion as announced by the Commission, press release of 14 December 
1972 (Trupp 383-4013 - NR 72-25).

تل. ه/؛ محء
٦٦® See Indian Shipping: Journai o f Indian National Shipowners’ 

Association (Bombay), vol. XXV, No. 2 (February 1973), p. 5.

fi^ed at 17 per eent. The pool excludes ferfflizers, rice, 
cement, copra, manganese ore and logs. Similar freight 
pools are being worked out in the trades between Japan 
and Latin American countries; Japan and India/Eakistan/ 
?ersian Gulf countries; and Japan/West Australia.

(vii) J o in t  p la n n in g  a g r e e m e n t  b e tw e e n  U n i te d  S t a t e s  a n d  
B r a z i l ia n  l in e s

249. This agreement, which has been approved by the 
Federal Maritime Gommission, supplements previous 
pool and equal access agreements, by providing for Jo©t 
planning and research in the field of cpffiainer ships, 
^®^.onventional ships and heavy-lift ships:؛

(viii) O th e r  r e le v a n t  d e v e lo p m e n ts

مه25  A reeommendaffon on a common African ship- 
ping policy to be incorporated in the OAU African 
Deelaration on Go-operation, Development and Eco- 
nomic Independence ^Add(s Ababa, 25 May 1973) ؛®® 
was approved by African heads of State in May 1973. 
It stated that African countries should take steps to 
establish consortia of Africah shipping companies which 
wonld enable them to opera© with greater efficiency, 
share the use of terminal and main©nance facilities, 
explore in common the possibilities for African exports 
and infiuence the level of ff-eight ra©s in ocean and coastal

©كه0ة.ل®®
251. The Gompafila Naviera Marasia of Spain 

eommenced a monthly service between Australia and 
Spanish ports in 1972 as a  non-conference operator af©r 
a prior application for membersffip to the Australia/ 
Europe Gonference had been rejected. A subsequent 
application for membership has also been refused. It is 
claimed by the company ffiat

“With the advent of fully containerized eonferenee 
services, cargo to and from Australia and Europe was 
consolidated in a few norffi European por© thereby 
depriving importers and exporters of a direct Iffik with 
many other pprts, particularly in the Mediterranean 
and Spain.” ®٦؟
252. Applications for■ membership were also turned 

down by the Indonesia-Japan/Japan-Indonesia shipping 
eonferenee. The announcement of this conference’s 
decisiou to establish a pool in its ©ade^®® coincided with 
i© decision to turn down applicaffon؟ for entry by two 
independeffi operators in the trade.^®® It is in©resting 
to note in this regard a subsequent press reporr suggesting 
that the Indonesia-Japan/Japan-Indonesia Freight Gon- 
ferenee is considering a plan to abolish the special freight 
ra©s being applied on certain prodnc© and to apply 
normal ©riff rates instead. I t has also been explained 
that the conference is eonsidering this change in its freight 
rate policy becaq؟؟ eompethion from outside has 
decreased

253. A pool of parcel bulk carriers has been formed 
between aNorwegifln group and a Greek eompany, with

٦٠٠ Journalpour le transport international (Basel), 34© year. N e. ; 
(21 September 1973).

٦؛®  OAU document CM/ST.12 (XXI).
٦®® Seatrade (Colcbester, U.K.), vol. 3, No. 6 (lune 1973). 
٦٠٦ Journal ٠/  Commerce (LNe^pool), 6 July 1973.
٦®® See para. 248 above.
٦®® Japan Maritime Gazette (Tokyo), 15 October 1973.
31 ,. ٦٦٠ /اه-مح  Dctober 1973.



performance, loading rates and cargo handling; negotia- 
tions and agreements with shipowners and shipping Iffies 
on ؟reight rates, surcharges, adequacy, frequency ^nd 
efficiency of shipping services and re la^d  matters, either 
on its own behalf or on behalf of shippers, with a view 
to reducing shippers’ costs and obtaining the be؟t 
freight rates and terms for the ؟ ^(riage of goods; researeh 
on shipping and freight rates.؛®؛

260. According to initial plans a National Shippers’ 
Gouneil of Japan wih be inaugurated in January 1974. 
The Council is to he composed of the Couneil of Ah 
Japan F^porters’ Assoeiatidn (CAJFA) and other ؟hip- 
pers’ organizations. The project has, for some tirne, be؟n 
hnder study by an a d  h o c  group, the members of which, 
however, are divided as to how large the projected council 
should be and what policies are to be followed. Never- 
theless, ah parties agreed that the new Council would 
be even more resourcefnl and powerful than CAJFA, 
which is curreffily the main negotiating hody vis-h-vis 
shipping eonferences and whieh, it is claimed, has a؟hiev؟d 
a great deal more than other shippers’ organizations in 
Japan and abroad in terms of concessions won from 
freight conferences.؛ ®®

261. In Aenezuela, the terms of a decree dated 
18 July 1973 give the Venezuelan Government the closest 
possible control over ah the country’s maritime affiairs, 
including shipping and fprwar^ing, sale and purchas ؟ ؟ f 
ships and th ة  training of merchant marine persopnel. It 
is ؛tipulated that ah imports and expotts made by any 
national, $tate or mufficipal public entity whatsoeve؟, 
autonomons institute, goverument enterprise and ah 
companies in which tl^e Government has invested di؟؟ct!y 
or through government eredit organizations shah b؟ 
transported by government-owned ships or vessels owned 
by companies in which the Government has a controlling 
share.؛®®

262. In Getober 1973, the Committee on Merchaffi 
Shipping of the United States House of Representatives 
begah public hearings on legal propositions aimed at 
reserving a certain percentage of oil imports into the 
United States to ta k e r s  hying the Uffited States hag 
and huilt in the United States. According to press 
reports ؛ ®̂ there are no less thap 32 snch pr؟ po؟[tions 
signed by a substantial numher of members of the House 
of Representatives, while similar propositions have also 
heen labled in the Senate. $uch hearings may or may 
not lead to the enactment of speeihc legislation and it is 
worth noting in this connexion that the representative 
of the Admiffistration when testifying befor^ the Com- 
mittee dedlared that the Government prefers to pursue 
its subsidies programme to expand the United States 
tanker tonnage ra)her than the proposed cargo reservation 
scheme.

263. In November 1973, the Government of the 
Uffited kingdom  submitted to ?arhameffi a Mer؟hant 
Shipping Bill in whieh, in te r  a l ia ,  powers are sought to 
meet hag discrimination and other action by foreign 
Governments where United Kingdom shipping or trade

be an instrument of mutual eo-operation in the held of 
shipping with a view to assisting the trade and shipping 
of the )wo developing countries. Under the agreement, 
the Indian and Fgyptia^ lines are effiitled for carriage 
by their respective heets to 4© per cent of the trade 
emanating from each of the eountries, the balanee of 
20 per cent beffig open for third hag carriers.

(iv) M a r i t i m e  a g r e e m e n t  b e tw e e n  A lg e r ia  a n d  U n io n  ٠/  
S o v i e t  S o c ia l i s t  R e p u b l ic s

257. A maritime agreemeffi providing for equal 
sharing of cargo was signed between Algeria and the 
USSR on 18 April 1973. The Algerian Government, when 
pressing for this agreement, eited as an example their 
1967 agreement with France which in 1972 was renewed 
for a further five year period. The main purpose of that 
agreement is to reserve for French and Algerian shipping 
operators an equal share in the trade between the two 
countries (exeludffig oil) and it put an end to the old 
monopoly for the French hag in the trade between Algeria 
and France which had existed since the time when the 
trade was considered to be a coastal trade.؛®®

(v) M a r i t i m e  a g r e e m e n ts  b e tw e e n  S w e d e n  a n d  th e  U S S R  
a n d  D e n m a r k  a n d  th e  U S S R

258. The two agreements provide for freedom of the 
seas and do not include specihc stipulations with regard 
to participation in the trade of the countries concerned. 
However, according to press reports,؛®® the two $candi- 
navian eountries agreed to receive letters from the 
Governmeffi of the USSR in which the latter* maintains 
its right to sidetrack “free competition” if eireumstances 
make this necessary.

(c) F r e ig h t  b o o k in g  c e n tr e s  a n d  s h ip p e r s ’ c o u n c i ls ;
A c t io n  b y  G o v e r n m e n ts

259. The Sri Fanka Gentral Freight Booking Gffice ؛ء®  
which had functioned under the aegis of the country’s 
Shippers’ Gouncil sffice 1971 has been replaced by law 
by the Central Freight Bureau, which is a statutory 
governm e^ body,؛®® The Central Freight Bureau will 
be the sole authority to negotiate freight rates and it is 
thoughr that this will strengthen the negotiating position 
of the country, since it is expeeted that the Bureau wih 
handle ah Sri Lanka exports by sea. Ah existing loyalty 
arrangemeffis between individual shippers and shipping 
eonferences have been declared null and void with 
effect from 1 September 1973, the date on which the 
Ceffiral Freight Bureau came into operation. Among 
the objectives of the Bureau are: the ^hoeatio^ of 
freight spaee on any vessel for goods shipped from 
Sri Lanka to any destination; the aggregation of goods 
shipped to enshre économie loads on vessels calling 
at Sri Lanka; rationalizatibn of ealls and the avail- 
ability of vessels; attainment of efficieffi and regular 
services for the shipment of goods; fostering the develop- 
ment of the national merchant heet; improving port

(.1973 Seatrade (Colchester, U.K.), vol. 3, No. 16 (October ءء، 
.1973 Trade News (Tokyo), 13 August ه»  ،ءء Shipping مح

 ،ءء As reported in Fairplay «/ءءء-ءس'،م/؛،« Shipping سم،،مر،«ا/
.6 .97 (3© August 1973), p4ة .London), vol. 248, No) 

aérienne س؛ؤ،ءءء'س» de la ءء marine marchande ٠/ Journal de هةء 
5©47 .No ,ممح؛هء ?(aris), vol. 249, No. 47©2 (4 October 1973), and

(.1973 25 Oetober)

،®® Journal de la ءه«ء«؛-ء  marchande ءء de /،، navigation aérienne 
(Paris), No. ^784 (26 April 1973), p. ل002م  

هح-ءمحه ء ء؛ ®، (Colchester, U.K.), vol. 3, No. 4 (Aprh 1973).
 ee, in this connexion, “Central freight Booklpg^ffice, Sri$ ء®،

Lapka: Report prepared for the UNCTAU secretariat” (TU/B/C.4/

.Lloyd’s List” (London), 8 Septenther 1973“ ذرة،
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been recently pointed ont n a report issued by tbe 
Eeonomic Developtnent Committee for the Movement of 
Exports in the uh ited  Kingdom.؛®® This indicates that, 
at least for the foreseeable ffrture, there will be a contins- 
ing role for brea^-bnl^ carriers.

269. There appears also to be a substantial demand 
for shipping services which are fie^ible enough for the 
user not to be compelled to adopt standardized forms 
of packing, particularly when the nse of such forms does 
not lea^ to cost sayings for the nser. The Cutting 
down of frequency of services which occurs when large 
containerships replace smaller break-bulk carriers, COU- 
pled with the fact that fully containerized services are 
maintained only between a relatively small number of 
central ports, seems to have acted as a check on the 
willingness of a number of shippers to see their cargoes 
moving on container ships.

2?©. In addition to cellular container ships, there are 
a number of other types of unit load carriers. “Multi- 
purpose” vessels are constructed to carry a range of 
cargoes, such as containers, vehicles, palletized, break- 
bulk or bqlk cargoes. The use of multi-purpose vessels 
provides shipowners with wide fie^ibiiity in ؛neeting the 
varying operating needs of different trade routes. “Earge 
carry(؟ g vess؟ ls” ؟urrently in service (LASH and Sea Bee) 
are lift-on/iift-off type vessels. While they have been 
designed primarily to car؟y barges, vessels of this type 
are eapab e of serving as full or part containerships and 
in tlris sense may be classed as multi-purpose ships, 
“^oll-on/roll-off vessels” for cars, traihs dnd roll-on 
container nnits have become a traditional unitized trans- 
port mover. Dperating initially on short-sea routes, roll- 
on/roll-off vessels have been extending their services into 
deep-sea routes, such as Europe-North America, Aus- 
tralia-North America, Australia-Japan and Australia- 
Europe. €urrent growth in the use of roil-on/roll-off 
vessels is occurring in cases where vessels are able to 
carry roll-on/roil-off freight units, either wholly or in 
addition to such other cargo as passenger cars and lift-on 
containers.

271. In thi؟  connexion (h؟  announcement in May 
؛٠٥ 1973  that the members of the United Kingdom/West 
Afric؟  Li^er Joint Service have been studying for some 
time the future requirements of the service in this trade, 
and have decided that the immediate needs of the trade 
require a coi؟ bination type vessel ^ble to serve a variety 
of ports without heavy investmen( in new complex 
terminal installations, is of interest.؛®؛

272. Einally, mention must be made of the pallet- 
based system. These are an alternative form of cargo 
unitization, providing substantial saving of cargo handling 
costs as compared with break-bffik operations and with- 
out the heavy capital requirements—for ships and port 
facilities—of container-based systems. These features of 
pallet-based systems make them attractive to developing 
countries. In addition to the use of pallets strapped with 
cargoes, a basic feature of the pdliet-based system is 
horizontal movement of the pallets aboard ship by the

interests are affected, or where required to meet the 
United Kingdom’s international obligations. Under the 
proposed legislation orders can be made to ohtain 
information, to régula(^ the carriage of goods, to levy 
charges for ships, to refuse admittance of sffips to United 
Kingdom ports, and to approve or disapprove agree- 
ments.؛®®

264. The Ministry of Transport in Japan is planning 
to conduct a survey on legislative measures being taken 
by European eountries to cope with the policy measures 
adopted by other countries 0أ  have their cargoes trans- 
ported aboard their national fiag vessels.؛®® It is repor(ed 
m this context that Japan, too, may consider taking 
relevant legislative measures, depending on the cireum- 
stances.

B. Unitization

1. U n it  t r a n s p o r t

265. Unit cargo transport services in ocean shipping 
are offered by a variety of different vessel types. Data 
abont the unit load carrying fieet by vessel types and 
carrying capacity is complete. However it is apparent 
that lift-on/iift-off cefinlar container ships make up the 
largest gronp. These vessels are specially constructed or 
adapted for the carriage of containers with fixed vertical 
cellular guide installations and other container handling 
features. “Full” container ships devote all or a prepon- 
derance of their cubic capacity to the carriage of con- 
tainers. “?a rt” containerships have only a portion of their 
capacity specially fitted for containers.؟®؛

266. Although “full” containerships have proved 
successfnl in specific trades, containerization cannot cover 
all transport needs in any trade and other nnit load 
transport systems such as barge-varrying vessels, ro l(o ؟ / 
roll-off and muiti-pnrpose ships have a clear role. It is 
becoming increasingly accepted, however, that, depending 
on the particular needs of each trade, the a p p lic a tif  of 
the appropriate unit load system can achieve benefits in 
the form of savings in transport costs and efficiency in 
the operation of transport systems.

267. I t is worth noting in this eontext that complaints 
have been voiced by shippers that there are large segments 
of world trade covering commodities whieh container 
ship operators wish to containerize, but which can be 
containerized only at higher total costs to the eargo 
owner.؛®® This implies that, although containerization 
may he generally in the interest ofcontainer ship operators, 
it may well not always be in the interest of the owner of 
the cargo. This point is particularly relevant for develop- 
ing countries which are very mnch concerned in keeping 
the transport costs for thUr exports as low as possible, 
partieularly because these countries have to bear almost 
the entire incidence of transport costs.

26$. The continuing existence of a substantial volume 
of loose general cargo to be moved aronnd the world has

/٠ As reported iu a leading article of Journal ءءء  Commerce 
(Eiverpool), 14 June 1973.

؛٠٠  Journal ٠/  Commerce (Liverpool), 39 May 1973.
؛ء؛  Comrnenting on this deeision, the مر«ا«-ه/ ٠ /  Commerce 

(Liverpool) felt that although containers in thenrselves are not new 
(o th؟ African continent, in general a؟ d in West Affica ط  particular, 
it will probably be a long time before a fully cellular serviee is 
economically feasible.

؛٠؟  “Lloyds List” (London), 3 November إ973م
؛ءء  Japan Maritime ءممم » ء  (Tokyo), 2 November 1973.
ء ؛أ  Variation in definition and terminology exists among orgaffi- 

zatioqs concerned with ca؛a(og؟ ing container vessels or coqipiiiqg 
container statistics. The definitions used herein are those given in 
United kingdom. National ?arts Uouncil, N ational Parts Council 

مح//«آءء « (London), No. 2 (Summer 1972).
؛٠٠  Journal ،>/ Commerce (Liverpool), 16 May 1973.
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vessels and pallet ships, will he required, together with 
conve©ional, but modernized, break-buik vesseis to 
adequately serve the transport demands of worid ©ade 
in non-bulk commodities.

2 . G r o w t h  i n  ©n it  t r a n s f o r t

275. The growth in the number and capacity of the 
several types of unit transport since the mid-1960s, as 
refieeted in da© compiled by the National ?orts ؟ ouncil 
(London) in summer 1972, is shown in table 39.ةول  To©! 
eontaiuereapacity of all iift-on/lift-off vessels was expected 
to e؟؟ eed 500,00؟  twenty-foot con©iners by the beginning 
of 1973, more than double the capacity of only two years 
earlier. A slowing of this rapid growth was expected 
dnring 1973, and for the end of the year a total capacity 
of 600,000 twenty-foot containers was projected. The 
©ble shows that full and part eontainerships provide Just 
under two thirds of total eontainer carrying capacity, 
compared with about 75 per ее© at the beginning of 
(970. Since the order book for co©aine؟ships is declining, 
further reduetions in their share of total container 
capapity are expee©d. The number of muhi-pnrpose 
vessels with co©a©er carriage capability, however, is 
elearly increasing. These vessels now provide abo©  30 
per ее© of total eontainer lift eapachy. Barge carriers 
are the most reee© and fastest growing sector in unit sea 
transport. Dnr(ng 1972 the first two Sea Bee barge 
carriers entered service to Join the nine LASH-type 
vessels already in ppera(ion. B؟ rge earriers in operatidn 
and on order in mid-1972 totalled 18 vessels, ranging in 
size © о т  2,500 dwt to 43,000 dwt and having an aggregate 
tonnage of 570,000 Their contribution to unit
load transport cannot be properly refieeted by reference 
only to their container capacity as shown in table 39.

276. The growing numbers of roll-on/roll-off vessels 
during t©s period of enormous expansion of container 
services indiea© that a competitive role exists for this 
vessel type. Most of the Ro/Ro vessels are less than 
سم,5  dwt and opera© in the short-sea routes. However, 
as noted in paragraph 270 above, they are now expanding 
their services i©o deep-sea ©ades. An example of this 
©end is provided by the introduction of five 21,500 dwt

use of forklift trueks, replacing the ©aditional vertical 
movement by ship- or shore-based cranes. Yessel con- 
versions to pallet-based systems are relative(y (nexpe©ive, 
requiripg the installation of sideport؟ and fiush tween- 
decks.^®^ Ballet elevators may also be installed. Ahhough 
pallets constitu© a cheap and efficient methqd of u؟ i(izing 
cargo, they do not appear to be particularly suitable for 
‘ transport. However, in ©ades where the sea
leg is ffie dominaht one in the transport chain, or for port 
to port movemeu(, palletization can be attractive as a 
cheap alternative form of unitization.

273. In  rece© years more than 100 vessels have been 
eonverted to horizontal operation؟  ̂ The Shipping Gor- 
poration of India and (he Ilni(ed Kingdom-West ^ fric؟  
Lines are reported to be considering the conversion of 
large numbers of conventional liner-cargo vessels to 
horizo©al movement.^®® An all-pallet ship was expected 
to put in at Galcutta in September 1973 to take a ful( 
cargo of tea. A heavy increase in pailetiza(ion is expected 
iu India for the 1973/74 export season on the grounds that 
the method saves handling time and also ensures proper 
treatme© of the product.^®^ This growing interest in 
pallet-based systems reflects the inab(l(ty of lin؟ r trades 
involving developing countries to ©ilize containers, as 
illustrated by the trade patterns of Australia^ In the year 
ending 30 Lune 1972, about 20 per ce© of Australia’s 
liner-type cargoes wer؟  loaded or discharged in devel- 
oping doim©ies. Less than 3 per cent of this ^argo was 
containerized. By contrast, about 40 per eent of the mnch 
©rger liner cargo trade with dei،eloped coun©ies was 
shipped in containers.^®®

274. The evo!©ion of unit load transport sys©ms is 
" but it is too early to draw firm conclnsions

as to how and when the situation wifi settle down. 
International seaborne ©ade is not homogeneous enough 
to be served by only one transport or handling sys©m. 
Whatever the proponents of the one or the other system 
say, ffiere is enough evidence and experience to ؟u؟ ges( 
thgt for the immediate futnre the variety of unit load 
transport systems available, including multi-purpose type

٦٠® Full details are given in anne^ XII, from which table 39 is 
derived.

٦٠٦ World Ships on Order: Supplement ،٠ Fairplay International 
Shipping Journal (London), No. 32 (24 August وإ?ق ).

٦٠٦ See “€onvertfog general cargo ships to handle u^it؛؛ed carg^: 
report by the UNCTAD secretariat” (TD/B/C.4/101). R o / R o  vessels 
can also provide horizonta] pahet movement.

٦٠® Seatrade (Colehester, U.K.), vol. 2, No. 12 (December 19?^).
٦٠٠ Journal ،̂>«٢ le transport international (Basel), 34th year. 

No. 2 7 (6  luiy 1973).
٦٠؛  Overseas Shipping Cargo: October 1972 ،٠ December /9 /2 , 

published by the Cominonwealth Bure؛(؟ of Census and Statistics,  
Canberra, Australia (reference No. 14.19).

39 Table

Container capacity of main types of lift-on/lift-off vessels in operation on (or due to come into operation 
^ by) 1 !969, !و7ة !973, !974 u a r ^  of

(In terms ٠/ foot-20 ا،؛«مء،’«ء«ر

Percen-

sZe1974

Percen-
tage^ ٠٢،?1973

Percen-

share1972shareVessel type

مك3!م 58.6 182,322 54.2 295,491 56.5 332,222 55.4 , •• •
Bartcontainershfos . . . .  17,777 29.7 44,848 13.4 51,739 9.9 54,157 9.9
Multi-purpose ships . . . .  17,765 29.7 98,754 29.4 151,859 29.9 179,783 39.9
Barge-carrying vessels.. . .  — — 19,299 3.9 24,999 4.6 33,639 5.6

199 336,124 199 523,989 199 599,792 199Total

Source: United Kingdom» Nntion^l Ports Council, National ء٠٢عء  Council Bulletin (London), No. 2 (Summer 1972).
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although 15 shipping lines were represented. In 1973 
about 60 per cent of the liner trade between Japan and 
Western Furope was contaffierized. Container ships made 
on average 11.5 sailings a moffih from Japan with total 
monthN container capacity of 23,050 coffiaffiers. In 
addition there are on an average 23 sailings a month of 
combined break-hullr/contaffierships and conventional 
vessels with a monthly container capacity of 3,250 and 
a break-bulk cargo capacity of 137,000 metric freight 
tons.؛®®

280. The growth in the number of ports providing 
coffiainer services in the deep-sea trades is indieated in 
table 41. Between 1968 and 1973 the total number of 
ports in overseas areas served by container trades from 
N orth America ffi^reased from 154 to 194. Tatin America 
experienced the largest gain during the pe^od in number 
of ports served, and this area now has the largest number 
of ports served by container service in the deep-sea 
trades to N orth America. In other areas, notably Norffiern 
Furope and the Mediterranean, there are many ports 
which handle eont^inerized cargo ط  the short-sea trades 
offiy.

4  G r o w th  in  volum e  0?  UNITIZEO CARGO

281. The volume of containerized cargo transpor^d 
in ocean shipping trades has inereased rapidly in recent 
years. The growth has been most rapid in the deep-sea 
tad es , although coastwise and shorLsea trades appareffily 
continue to account for the largest shares of total sea 
movemeffi of coffiaiuerized eargo.

282. The busiest deep-sea container trade route is 
the N orth Atlantic trade between N orth America and the 
United Kngdom -Gontinental Northern Furope. The 
combined inbound and outbound United States portion 
of this traffic, as reported in table 42, doubled each year 
between 1968 and 197 ه . The table also shows the rapid 
growth of commercial coffiainerized cargo in the United 
States ?acihc C oast-^ar Fast trade, which inereased

1968 and 1972

Table 4©

Nn^h^r of container line operators, deep !

.Far Fastern Freight Conference, Annual Report, 1972 ءءء

Table 41

Forts served by container-carrying steanrship companies 
1 the trades from the United states of America, 1968,1972 and 1973

(United States Atlantic مح«ه G ulf Coasts, the Great Lakes 
(the Pacific Coast مح«و

Number ٠هم/٢كء  served

ءءءم،ء'م» -"ص- ه»؛ 1968 1972 مق/ول

F uropc................................................... 47 آ ء 56
Latin America (including Caribbean) 56 73 74
Near Fast ........................................... 9 10 10
Africa ................................................... 11 18 18
O ^ania................................................... 7 9 و
Hawaii .................................................... 4 4 4
Far Fast (including Indian Oeean).. 2© 23 23

T o t a l !54 193 194

/م'ءء ءهمجمه Number ام

1972Trading areas

Source: Container News (New York) (from monthly listings). 
٠ U p to  June 1973.

Inter-hemisphere
North America-Past محء،مء ،

(45) 33 (37) 33 .................................................... Fnrope
(6) 6 (5) 5 ................................................ Near Fast
(6) 6 (4) 4 ........................................................A frica

(2)^ 18 (16) 12   “F arF ast
(12) 8 (3) 3   ceania©

North America-West Coast
(6) 4 (5) 5 .................................................... Furope
(1) { -............................................................A frica
Far Fast ء   ل3 (17) 17 (21)
(3)! 11 (5) 3 .................................................... Oceania
(I) 1 — .٠ . . . . .٠. ٠ . . . . . .  Purope-Latin America

Intra-hemisphere- Western 
،  North America-East صء،مء 

(37 )  37  (19 )  19  . . . . . . . . . . . . . . . . . . ^FatinAmerica
(4) 4 (3) 3 . . . . . . . . . . North America-Pacific Coast

Latin A^nerica،
Intra-hemisphere-Eastern 

(4) 2 ){( 1 ........................................................A frica

(II) 2 (1) 1 .................................................... Oceania
(9) 3 (1) 1 . . . . . . . . . . . . . . . . . . . . . . همهر،ء؛«ه م-« ءء

٢٠؟ »^ ; UNCTAD secretariat, ء ءلههء أ«ه هظ!  published data.
“ Figures in parentheses represent number o f Erms (consortia members p!us 

inaepenaents).
،  rneiuding United States C u!f and G reat Lakes.
٠ ^e iud ing  )ndian Oeean.
■* Including Caribbean.

Ro/Ro vessels into the Furope/Anstruiiu trade, com- 
mencing in late 1972.

3. G r g w th  of ggntainer  trao e  routes

277. Table 40 shows the number of coffiainer line 
operators serving the main deep-sea contaffier routes in 
)he years 1 6 ؟8  and 1972. The table also shows the change 
in the number of hrms (members of consortia plus inde- 
pendent hrms) participating in each of these )outes.

278. In the early years of the expanion  of deep-sea 
container services, the largest number of eoffiainer 
operators consisffid of those serving the North Ame^ea- 
Furope, N orth America-Far Fast aud N orth Ameriea- 
؛ atin America tradiug areas. Between 1968 and 1972, 
the pum ber of operators in ffiose trade routes continued 
to iucrease and these areas remain the most heavily 
concentrated routes.

 During the four-year period, the most rapid ث279
growth occurred in the trades Fhrope-Far Fast, Furore- 
Oeeapia and Japan-Dceania. In 1 6 8 ؤ  there were ohiy 
two firms operating in ffiese three trades. By 1972 the 
number had increased to 15, 11 and 9 firms respectively. 
These operators are generally organized into a few 
consortia ط  each case; for example, in the Furope-Far 
Fast trade there were only three operators in 1972,
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5. U se o f  d iffe r e n t  u n it  l o a d  systemsT a b l e  42

285. The extent to which e^ch of the major nnit 
load systems is used Yaries from trade to trade! This is 
shown in tabie 44. It can be observed from the table that 
the supply of tonnage tends to be more varied in the 
trades to and from the United States ٨۴ America than in 
other trades. Another remark also can be made—the 
variation in the snpply of tonnage is greater in trades 
where the number of operators tends to be close to the 
total number of lines in the trade.

Containerized commercial cargo: United States 
inbound and outbound — main trades, 1968-1970

(Thousands o flong »م،  رء

1970

5,3022,703
1,207

1968

253

United States North Atlantic/United 
Kingdom-Continent . . . . . . . . . . . .

United States Pacific/Far East . . . .

UNCTAD training courses
Source: United States o f America, Departm ent o f Commerce, Maritime 

Administration, Foreign Oceanbortte Trade_of the United States: Containerized 
Cargo ٠« Selected Trade Routes— Calendar Year 1970 (Washington D.C.).

1. Sec o n d  tr^in in o  odurse in  sh ipping
EGONOM IGS A N D  M ANAGEM ENT

286. This training course on shipping economics ^nd 
management was held in Geneva between 2 July and 
23 November 1973. It was given in Erench and was 
hnanced by U N D ?, like the first training course organized 
in 1 ءلم و71ق  Twenty-seven participants from 17 developing 
countries in Africa, Asia, the €aribbean and the Middle 
East attended the course.

287. The candidates were chosen by their respective 
governments from middle-management positions in ship- 
ping enterprises and government administrations; all had 
several years of professional e^perienee in maritime 
transport and most had a university education in econ- 
omics or law. Immediate application of the knowledge 
acquired was expec^d, as the vast majority of the par- 
tieipants subsequently returned to shipping careers, 
whether to their former posts or to new fonctions.

288. The training course began with 14 weeks of 
lectures and seminars in Geneva covering analysis of 
international trade patterns; the organization and object- 
ives of shipping companies; the choice, acquisition and 
financing of ships and investment and profitability 
analysis; chartering; port economics; labour questions;

Review ٠/ maritime transport, 1971 (op. cit.)199؛ gg
.39-245

tons to 1.8 mifiion tons between 1968 and 25,©ه©ه from 
197.© Total United States inbound and outbound com- 

mercial container cargo amounted to 9.5 mifiion tons in 
197,© or about 19 per cent of total commercial liner

cargo.
ner and roll-on/roll-off goods traffic؟)ont283؟ ؟. Th 

statistics of the United ^ n g d o m  distinguish between 
near-sea, short-sea, deep-sea and coastwise trades. 
Between 1967 and 1971 the Unjted Kingdom’s total 
foreign and coastwise movement of loaded container and 

i 6 to 19 mifiion tons per؟roll-on cargoes increased (ro 
annum. The deep-sea trades have experienced the most 
rapid growth in container/Ro/Ro traffic, increasing five- 

fold between 1967 and 1971 The near- and short-sea 
Europe and the Mediter- ؟trades (i.e. trade with !(eland 

accounted for the majority (63 per cent) of total ؟(ranea 
argoes in 1971, the deep-sea trades؟ ontainer/Ro/Ro؟ 

cent. These ؛stwise trade for 18 pe؟؟d c؟(or 19 per cent a
.43 data are shown in table

284. Gf the United Kingdom’s 19 million tons of 
inbound and outbound container and roll-on/roll-off 

million tons (66 per cem) moved in ا97س1؛ 12خم traffic in 
iners, 5.1 mifiiop tops (27 per cent) consisted of؟nt؟c 

wheeled pnits and 1.3 mifiion tdns (7 per cent) were 
roll-on/ ؟the؟ and ؟port car؟r by import/e؟accoupted f 

roll-off services not associated with road vehicles or
.trailers

T a b l e  43
container and roll-on/roll-off ^oods traffic o£ tbe United Kingdom, 

inbound and outbonnd, 1967-1971
(Thousands o f  tons)

1971*1970*

3,254 3,447

1967

Foreign trade
Near-and s h o r t - s e a 5, 338 8,582 10,791 11,9
D eep-sea  ?09 1,250 2 568 35
Unallocated . . . . . . . . . . . . . . . .  238 — — -

Total foreign . . . . . . . . . . . . . . . .  4,137 6,285 9,832 13,359 , 15,5
Coastwise 2,605 1,890 . . . . . . . . . . . . . . ؛ا-ءمحه 

Total foreign and coastwise . . . .  6,027 8,890
2,909

2,741 16,613 19,001

Source: United Kingdom, National Ports Uouneil, Container ه«ه ام-ا-/ه » port statistics, ؟ ٠٢ «، Britain, 1972 
،London).

<؛Including 1.3 mdüon tons 1971 and I midi ء  ̂ tons each for 1970 and 1969 of import/export eats and other 
roll-on/roll-off services not associated ^^ith road vehicles or trailers and not previously reported.

٠ Ireland, Enrope and M editerranean.
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Type composition of «mit load system tonnage in selective trad(
(Vessels in service and ٠» order ٠٢ planned as ءه mid-1973)

Table 44

Number ٠/ *
Operators Lines

Multi-
purpose

Bulk!
container

ships

Container!
pallet
ships

Semi-
containerships

Roll-on!
roll-off

carrying
vesselscontainershipsTrade

19

؛ث

16

10

25

2010

17

16

22
11

34
10

11
4

1

10

16

EastjUnited States-Pacific سم؟،ء
 m service

on order/planned . . . . . . . . . . .
Far Eastj United States-Atlantic

 m service
on order/planned . . . . . . . . . . .

Far Eastj West Europe
 in service

on order/planned . . . . . . . . . . .
Far East/Mediterranean

Japan-Australia

United StatesjAtlantic- West 
٢٠٣^»

United StatesjAtlantic- 
Mediterranean

!ت!تت'  ؛morfOT/piarineii'!تت!ت!
٢٠٣£» United StatesjGulf- West

'ا 'س " 'pianne«i؟/Mde؟on
United StatesjAustralia-New 

Zealand

;!’.';!.‘;.’'.'!.'.X /p ia n n e d؟M 
٠٢؛«^ Lakes-West ءممسم«ء

'.’.’.’.'.’.’.’.’'.ت . 'e^pianne(i؟©Si؛
Europe-Australia

 in service
on order/p!anned . . . . . . . . . . . .

UnitedStatesjAtlanticjGulf-Indiaj 
PakistanjRed Sea

.’ .’ ! ٠‘ ! pianned؟/w io© e

Source: Compiled ^ o m  Maritime Day Supplement, 1973: Shipping and Trade News (^ 0 متكل0).
٠ The figures given here are no t comparable with those shown in table 40 because o l th e  different basis o f the compilation used.

2 . T h e  UNCTAD/SIDA p o r t  t ra in in g  courses

مهو2  In keeping with the needs of developing coun- 
tries to huve personnel trained in the economies and 
management of ports, IINGTAD held its hrst port 
manageme© training course in Gothenburg, Sweden؛ 
from 3 July to 8 September 1972. The course was hnanced 
by the Swedish !©ernaffonal Development Agency 
(SIDA) and organized in conjunction with the Ghalmers 
Universi^ of Technology and the Gothenburg ?o rt 
Authority. The course was designed for twe©y-hve 
seffior management personnel, and seventeen candidates 
from developiug countries in Afriea and eight from

maritime law and insurance; government shippipg policies؛ 
These leetures were given by UNGTAD officials and 
ontside experts from Belgian, ?reneh and Swiss shipping 
enterprises, professional organizations and national 
administrations coneerned with maritime transport.

289. The training course also ineluded six weeks 
training in ?ranсe. Thanks to the aetive co-operation 
of the French Secrétariat général de la Marine marehande 
and of the varions host enterprises and administrations 
in France, UNGTAD trainees were offered two différé© 
three-week periods with shipping compa©es engaged in 
a wide variety o f trades, with shipping brokers, ط  the 
major ports and in the national administration itself.
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of identifying the bottlenecks to higher berth thronghont 
will be described and there will be opportunity for 
discussion of the application of these methods inpardeular 
ports. The seminars will also fficlude guidance on the 
performance indieators whieh it is necessary to reeord 
for the efficient management of ports.

D. Air transport

2 9 6 . Table 4 5  illusffaffis the trend in air freight 
volume for the period 1 9 6 2 -1 9 7 2  and the trend in air 
freight operating revenues for the period 1 9 6 2 -1 9 7 1 . 
During the period 1 9 6 2 -1 9 7 2 , the average annual inerease 
in the freight volume has been about 17.1 pereent. The 
percentage increase during 19 7 2  was nearly 15 per eent, 
significantly higher than that of nearly 10 per cent 
recorded in 1971 or that of 7 .2  per cent reeorded in 1970 .

2 9 7 . The year-to-year average pereentage inerease in 
air freight traffic is higher than the corresponding rate 
of increase in passenger and mail traffic over the ؟ ،hole 
period, 1 9 6 2 -1 7م ق2  The comparative figures arc: ؛٠٠

Per cent

Cargo ton-kilometres   17.1
Passenger-kilometres   13.5
Mail ton-kilometres   12.4
Total tomkiiometres   14.1

2 9 8 . A comparison of ffie year-to-year perceffiage 
change of freight volume in ton-kilometres with that of 
freight operating revenue per ton-kilometre, shows that 
any change in freight operating revenue per tomkilpmetre 
resulted in a more than proportionate change in the 
freight volume. In other words, the demand for air 
transport is relatively elastic. As table 4 5  shows, air 
freight operating revenues have progressively decreased, 
per ton-kilometre, from 2 1 .6  ceffis 1962 ط  to 1 6 .7  cents

world air transport: international )٠ Development“ ه  ^٥٠ Based تا
٢+  and domestic scheduled traffic, 1962-1972” in lATA, ٣٠٢؛،/ ؛
.1 1972 (Geneva, August 1973), No. 17, part ,ء،سمآ«سمممء؛ك،؛ء؛،ء؛،ءه

the Middle Fast developing couffiries were invited to 
attend it.

2 9 1 . A  seeond course in port managemeffi Gaining, 
also financed by $IDA, was held in Algiers from 15 
Dctober to 14 December 1 9 7 3 . The course was given in 
French and was attended by twenty-two p artic ip a is  
from seventeen countries.

2 9 2 . A third course, again financed by $IDA, will 
be held in 197 4  in Gothenburg and its organization wifi be 
similar to that of the first course.

2 9 3 . The objective of the courses has been to make 
participants capable of recognizing the major organiz- 
ational and operational problems of their own ports and 
of suggesting practical and economic so liio n s  to them. 
Fmphasis was also placed on the technological develpp- 
mehts taking place in shipping, and the way in which 
ports in developing countries can adapt to sueh changes. 
After a short introduction to transportation economies, 
the courses covered four main subjects: port adminis- 
tration, port planning, port economics and port oper- 
ations. In the time available, it was not expec^d that the 
p artic ip a is  would beeome expert in the many subjects 
whieh the course covered. R th e r ,  the objeet was to 
iiro d u c e  managers to new teehniques and their applica- 
tions, and to endourage them to develop their knowledge 
on their reffirn to their own countries.

3. B e r t h  t h r o u g h p u t  s e m in a r s

2 9 4 . A new training venture, aud one whieh it is 
hoped wifi encourage im plem eiation of the resufis of 
DNCTAD’s ports research, is the organizatiou of short 
seminars on specific topics. The first of these was a two- 
week seminar held in Singapore from 3 to 13 Deeember 
1973 , e i i t le d  “Systematic Methods of Improving Berth 
T h ro u g h p i”. ?Ians are nnder way to hold a further 
four such seminars ط  different locations in developing 
eouffiries during 1974 .

2 9 5 . These seminars are designed for senior man- 
agement personnel with responsibility for port operation؟ 
and the speedy turn-ronnd of ships in ports and they wifi 
be conducted in Fnglish, Freneh and Spanish. Methods

45 Table

2?Trends !n air freight vnlume and in air freight operating revenues, f962-f9
ئ member ه؛ك؛رءء ٠ +ء ،/م«؛/>ءء /م م (ءك/ء،محأ؛«محء ء،سممم؛؛م«ء ءء

Freight operating revenues

Per ton-kilometre 
(United States Percentagi

cents) change

Total revenue

(Millions
ofdollars)

Freight volume

Percentage
change

Ton-kilometres
(million)Year

-5 .7
+0.5

- 3 .4
- 2 .9
-6.6
+2.4

21.6 598 17.4 2,776 ...٠. . . . . .9 6 2
21.7 675 2.3 1 3,110 . . . . . .٠٠..9 6 3
20.5 772 20.9 3,760 . . . . . . . . . .9 6 4
18.8 904 27.7 4,800 . . . . . . . . . .9 6 5
18.5 1,052 18.8 5,700 . . . . . . . . . .9 6 6
17.9 1,167 14.6 6,530 . . . . . . . . . .9 6 7
17.3 1,371 21.3 7,920 . . . . . . . . . .9 6 8

16.7 1,746 7.2 10,460 . . . . . . . . . .9 7 0
17.1 1,964 9.8 11,490 . . . . . . . . . .9 7 1

. 13,2س 14.9 . . . . . . . . .9 7 2

مك«ءءآ .• lATA, World A ir Transport1972 , ؛،«،ء،أدءا ء  (Geneva, August 1973), No. 17.
٠ Domestic and inte™at!onal seEeduled services; m aior exclusions: USSR and China.
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Table 46
cargo traffic, Norffi Atlantic, 1968-1971Growth o£ container and ;

Air cargo 
North Atlantic route . 

(thousand metric tons) ١١

__ Container cargo 
Total United States! 

United Kingdom-Continent 
(thousand long tons) ٠

1؛ىئث>
(11%) + 458

. 1?,م9 . . . . . . . . . . . . .1 9 6 8
8أ 0 )+ 3,078   1969
7؛ 2 )+ 5,307   1970

 1 9 7 1

Sources: “ United States ٠٢ America, Department o f Commerce, Maritime 
Administration, Foreign Oceanborne Trade o f  the United States: Containerized 
Cargo ٠» Selected Trade Routes— Calendar Year م/ول  (Washington ة.ة.ر .

* lATA, World Air Transport 1972 , هع؛،ءء ؛، ء  (Geneva, A u g u s t وا?رل .

on the proposed N orth Atlantic container pool agree- 
ment.®°® ^ s in g  air cargo capacity( was cited as a factor 
of increasing competitive importance to container move- 
ments on the North Atlantic.®؛’“'■ The resurgence of air 
cargo traffic in 1972 (see tahle 45) appears to support 
this latter view.

January March M ay August

195 510 1,000 1,680
1,506 1,850 2,000 (estimated)

rage annual unit 
per cent dnring

in 1971. Thein 197 ه , but rose

£• Land

303. Increasing use was made during 1972 and 1973 
of “land h؟idges”, that is of overland transport linl؛ing 
two legs of an ocean journey to and from each end of 
a land mass, or linking the end of an ocean jonrney with 
(h؟  destination of cargoes across a land mass (mini land 
bridge), the carriage of cargoes across sea and land 
being on a through rate basis. Two principal factors have 
eneomaged the development of land bridges. Gne faetor 
is the containerization of cargoes, which reduces the 
costs and d؟ lays of the muhiple cargo handlings involved. 
The other faetor is the existence of through railway sys- 
terns which allow for a greater number of ’ to 
be moved on scheduled time. Land bridges using road 
transport are a(s؟  in operation, but owing to the great 
pumber of vehicles and drivers required are as yet of 
limited capacity.

304. $ i^ if i؟ ant devel؟ pn؟ents occurred during 1973 
with regard to the two major land bridges in international 
trade, i.e. the Siberian Land bridge and the United 
States land bridge, both used in the trade to and from 
the Ear East.

(a) The Siberian land bridge

3 5 و . The trpns-Siberiaipland bridge, serving container 
traffic between Japan and Europe, has made considerable 
progress in 1973 as shown by the figures given below, of 
the movement of eontainers: ءم®

1972
1973

٠̂® See paras. 235-237 ahcve.
مم®  Journal pour le transport international (Basel), 33rd year, 

12 December 1972.
ope, in term^ of 29-foot؟In outward trade from Japan to £u ءم®  

contaipers. Cf. Shipping and Trade N ews (Tokyo), 16 July 1973 and 
Journal pour le transport ،■« ؛مء«س؛م،«ر / (fiasel), ق4ه  ye^ . No. 35 
(31 Au§irst 1973).

freight revenue decrease o( abont 3.4 per cent dnring 
this period was accompanied by an average y؟arly ip؟rease 
of about 17 per cent in ton-kilometre freight traffic.

299. The incentive to exploit the relative elasticity of 
demand for air freight is seen in recent rating develop- 
ments. Low bulk rates have already been operating, to 
a limited extent, in the N orth Atlantic routes. In February 
1973 Seaboard World, an all cargo airline, was successful 
in its applications to the United States Givil Aeronautic؟ 
Board ^ d  the Government of Federal Republic of 
Germany to introduce simultapeously with Lufthansa a 
bulk rate for consignments of 30 tons upwards on its 
services between the Federal Republic of Germany and 
the United States of America. Subsequently, with the 
approval of the Fr؟nch Government, r؟duced rates for 
15 and 30 ton loads were introduced between France 
and the United States of America. Since then, both Air 
France and KLM have introduced bulk rates on their 
respective transatlantic services؛ Seaboard World also 
' reduced rates for bulk shipments between the 
United States of America and the United Kingdom in 
the spring of 1973.®°؛

300. A great deal of the cargo moved by air is nnitized, 
and containers are increasingly used. The ability to intro- 
duce the unit load system in air freight operations has been 
facilitated by the advent into passenger service of ^ide- 
bodied aircraft which have significant cargo capabilities, 
during  the last three years—i.e. 1970-1972-for whicl؟ 
data are available, in the N orth Atlantic where many of 
these new aircraft operate, the cargo carried by passenger 
fiights increased from 163,623 tons to 2 ( 0 9 4 آ,  tons, i.e. 
by 57.1 per cent, whereas the cprgo pprried ip cargo fiights 
décreasdd from 241,545 tons in 1970 to 229,466 tons in 
1971, and recovered to 244,362 tons in 1972, which 
represents a net increase of only 1.5 per cent.

301. In 1970 air freight operating revenues from 
sehedffied services amounted to 10.4 per cent of total 
operating revenues of scheduled ser^ic^s, although freight 
amounted for 22 per cent of total (passengers, freight 
and mail) ton-kildmetres performed. w؛ien eprrled in 
a “ ‘ passenger-؟ argo aircraft, (he freight cpn-
tributes to the payment of overheads without giving rise 
to substantial direct costs. A t the existing freight rate 
schedules, all-eargo planes of the Boeing 707 size must 
operate the high load factors to be profitable. In  early 
1972 Lufthansa Airlines put into service the first commer- 
cial jumbo-jet cargo aircraft (a ؟ oeing 747G/F). Th؟ 
company reports that, compared with a 60 per cen( loa؛l 
factdr rdqnired for break-even operations, the pireraf( 
experi؟ncéd actnal loa^ factors of 71 percen t westbound 
and 52.4 per c؟p t eastbound during its first six months 
of ©perations.®°®

302. Much of the growth of air freight traffic was 
experienced before th؟  advent of containe؟ shipments by 
sea in the late 1960s. The comparison in table 46 suggests 
that the rapid growth in the ocean carriage of containers 
in recent yéars may have contributed to (he lower growth 
rates of air cargo traffic in 1970 and 1971. ؟ he ppposite 
view was expressed in testimony to the Upi(e؛l Btates 
Federal Maritime Gommission in connexion with hearings

fight”,®“؛ “Cheap hulk rates plan sparks Atlantic ah с 
ه«آك«ءء'مح  Times (London), 26 April 1973, p. 4.

/٠ The Journal ®م®  Commerce (New York), 4 December t972.
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With this goods are transposed by raii ĉ؟ oss ffie United 
States and ?aeifie coast ^orts are nsed.®°®

308. The mini iand bridge has been the subject of a 
fierce dispuffi. ft has been under fire, particuiariy from 
ports on the Atiantic coast of the United States, the 
Uouncil of North Atlantic Shipping Associations and the 
international Tongshoremeffs Association. In a subse- 
quent acfion, a federal court in ?hiladelphia issued an 
injunction against the mini bridge service until the 
Federal Maritime Commission could consider the ease, 
but it suhsequeffily revoked this injunction. In early 
September 1973, the Uommission announced its iffient 
to approve the Far Fast shipping conferenee agreement, 
which would extend the géographie seope of the confer- 
ence to include inland points in the United States of 
America and iffiand points in Japan and other couffiries 
in the Far Fast. The agreement would establish point-to- 
point, port-to-port, and point-to-port rates from or via 
United States Atlantic and Gulf ports, in addition to 
preseffily established port-to-port rates. In addition to 
these provisions, the agreement allows the conference to 
enffir into intermod^l arrangements with carriers of other 
transport ipodes and to adopt a uffiform bill of lading 
therefor.®°®

(c) O th e r  la n d  b r id g e s

309. The continuing closure of the Suez Canal has 
encouraged the use of two road laud bridges in the Middle 
Fast. One passes through Israel, linking the port of Filat, 
on the Gulf of Aqaba, to Ashdod aud Haifa on the 
Mediterranean. The offier land bridge is that passing 
through Fgypt, connecting by road the port of Adabiya, 
15 kilometres south of the town of Suez on the Red Sea, 
to the Mediterranean port of Alexandria. The transit 
time on both of these lahd bridges is considerably shor^r 
ffian that taken by shipmeffis via the Cape of Good Hope.

Japanse export circles are not expecting the average 
volume of 2,000 units a month readhed in the summer 
of 1973 to shrink drastically during the winter of 1973/74 
as happened during the winters of 1971/72 and 1972/73. 
Regular container shipmeffis are eurreffily being made, 
or are planned, also to and from other places in the Far 
Fast, sometimes with transhipmeffi in Japan. Gn the 
Furopean side of the land bridge, feeder services are 
being instituted, on a seheduled hasis, to Iran, Raly and 
Spain, apart from deliveries to main destinations in 
Western Furope. It is elaimed that this trans-Siberian 
land hridge shortens the transit time from Western 
Furope to Japa^ by up to fiReen days.®؛؛®

306. Japanse exporters seem to be particularly 
anxious to make indreasiug use of the SiheRau land 
hridge, beeause of the continuously rising eosts of oeean 
transport on the routes served by the Far Fas^rn Freight 
СоПегепсе. Transport costs via the land bridge are 
claimed to be lower, while at the same time a shorter 
transit time is offered.

(b) T h e  U n i te d  S t a t e s  l a n d  b r id g e

307. A major land bridge is operated by rail between 
ports on the east coast and ports on the west coast of 
the United States of America. It is used for cargoes 
moving between Furope aud Japan and aeeording to 
press reports it shortens the sea transit time to Japan 
by seven days as compared with shipment via the ?anama 
€anal.®°® The United States rail land bridge is used 
increasingly ^Iso by cargoes destined to points on the 
east and west coasts of the country and originating in 
Japan and Furope respectively. More reeently a mini 
la^d bridge has emerged to serve goods nioving between 
the Atlantic eoast of ه € United States and the Far Fast.

ء؛«مم«'ءء ,”Railroads extol mini-landbridge“ ؟ءء م • News (Net^ 
York), vol. 7, No. 8 (August 1972), p. 10.

 ,Congressional Information Bureau (Washington D.C.), vol. 77 ء؛مق
No. 174 (7 September 1973), p. 1.

/٠ Journal ءءأ? ,”ontainer Irivestment؛؛ USSR Boosts“ ءم®  Com- 
-اس ءء  (New York), 4 Uecemher )972, p. 25a.

أم®  “Seatrain offering its ‘land hridge’ service”, ءممءك-ءمحه (ء0ا -
ches^r, ٧٠^٠ ), vol. 2, No. 4 (April !972), p. 45.

T a b l e  47
Development of the world cruise ffeet,* 1961-1973

Lost or scrapped
New buildings 

delivered
Existingfleet 
(1 January)

grtNumberNumbergrtNumberYear

28 349 
114 941 
66 345 
11317 
47 580 
D 812  
33 154

16 923 
102 826 
57 003

146 418 
19 334

25 320 
65 697

18416 
89 005 
71921

1 398 047 
1 302 440

■أ
969 406 1 
462 408 1 
641 394 1 
278 473 1

961   65

963   62

966 .......................................  58
967 .......................................  61

970 .......................................  62
971 .......................................  62
972 .......................................  65
973 .......................................  74

.1 July 1973), table ,ءءاء ««؛،/٠٢^ 1973 (ه$1م أد؛«ن ,، L,. ٠٢٠٢؛،،ء td .٠€ ^eг$ GEarterinءSource; Fearnley and F 
Fearnley and Egers define a cruise shin as an ocean-going passenger yessel over 5,00p grt with insignificant ٠ 

g n^^re than two days on hoard, berries,؟g passengers' spendi؛؟r^ki-؟and suitable to  cater for holiday ^؟€cargo sp 
been extensive^ ؟v؟t te r h؟areexcludedunless the  l ا9وبpilgriin ships, troop carriers and passenger vessels built b e fo re 
,refitted aft^r 19^0. Passenger vessels registered in Socialist countries o f Eastern Europe are also excluded
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Table 48
distribution of the world cruise ^eet, 1972 and 197^

Potential annual

1972 197319731972

Number
ofberths

19731972

grt

19731972

Number
ofvesselsCountry

19731972

19
17

14
11
23

24 
14

24

18

4,938,780
1,887,270

777,150
1,512,390

912,450
1,929,180

827,970
916,740

1,045,440
287,430

1,179,750
207,240

81,840

5,673,360
1,438,470
1,278,420
1,253,340

853,380
1,587,630

, . s s
557,700
287,100
567,600

326,040

5,719
2,355

2,765

2,509
2,778

871
3,575

17,192

3,874

4,811
2,102
3,114
1,690

870
1,720

411,547
173,926
81,502

135,518
110,615
142,127
87,977

9إ077

98,137
11,302
5,812

466,900
133,526
123,369
112,249
»0,615
103,078
82,184
73,774
62,077
49,235
46,207

31,427
,ا394,64ل 1,473,369 47,104 50,011 15,544,320 16,503,630

United Kingdom ...................................  17 1 6 ( - 1 )
Norway ...................................................  7 9 (+ 2 )
United States o f America . . . . . . . . . .  8 5 ( —3)
Ita iy ..................................................  6 7 ( + l )
France..............................................  4 4 ( —)
G reece..............................................  6 1 0 (+ 4 )
Federal Kepuhlie of Germany . . . . . .  4 5 ( + l )
Liberia .................................................... 5 5 ( —)
Netherlands ...........................................  2 4 (+ 2 )
Sweden ............................................ 2 2 (—)
Fanama .................................................... 2 4 (+ 2 )
Yugoslavia......................................  — 2 (+ 2 )
Ganada .................................................... 2 1 (—1)

T o^ ^  65 74

Chartering C ؛ o . اا،ا ., World Cruise Fleet, January 1972 (Oslo), a n d هء;مح ., January 1973.Source:

be seen from tbe ©ble that in terms of tonnage, 66.2 per 
cent of the cruising capaciy is offered by only five 
counties, namely the United ^n g d o m , Norway, Greece, 
Italy and France. It is worth adding, however, that the 
average age of the eruising tonnage under the Gree^ and 
Italian fiags is above 15 years. A t present 36.4 per cent 
of the total eruise tonnage belongs to the age gro^p of 
15 years and above, while only 1$.5 per cent of the 
tonnage has an average age of less than 1 ه  years, 
ineluding the Norwegian tonnage whieh has an average 
age of only two years.

313. Fhe demand for leisure activities has a high 
income elasticity and the demandfor holiday cruises should 
not be an exception. If the economic expansion which has 
taken plaee in the last 20 years continues, the long-term 
outlook for cruising should be favourable ahhough the 
total demand for berths may be infinenced by the cost 
of construedon of new tonnage which will be needed 
sooner or later, in view of the age of the existing fieet. 
The success of the cruise operators depends to a large 
extent on a number of faetors including effective market- 
ing strategy, a discussion of which was given in the 
1971 Review.^^^

310. Ahhough a land bridge in the strict sense of 
the term is not involved, it is worth mentioning here that, 
to reduce transit time, eargoes from Europe to the west 
coast of the United $ta©s of America af©r crossing the 
Atlantic by ship have heen air freigh©d across North 
Ameriea ih a Joint operafion betweeh European shipping 
lines and a United States airline.^^®

F. World cruise fieet

311. Table 4? shows the development of the world 
cruise fieet for the period 1961 to 19?3. It can be seen 
from the ©ble that over this 13-y؟ar period, the world 
cruise fieet increased from 65 vessels totalling 1.3 million 
grt in 1961 to 74 vessels totalling 1.5 milhon grt in 1973. 
The ©ble also shows that there have been qualitative 
changes from year to year in the fieet. These changes 
were caused by the yearly deliveries of new buildings 
and the withdrawals of lost and scrapped tonnage.

312. The fiag distribution of the world cruise fieet for 
1973 as compared with 1972 is given in table 4$. It can

See Review ofmaritime transport, 1971 {pp. cit.), paras. 217-2
٦٦٠ R. F. Gibney, “California Irere we come”, Seatrade (Col- 

Chester, U.K.), vol. 2, N o. 9), Septemher 1972, p. 41.
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The notes against each item in th؟  list ؛n؟lude a bri؟f  description, but no attempt is made at 
a qualitative assessment or critical review of the publications listed.
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“?re-investment studies in shipping as a form of assistance to 
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“?ossibilities to adapt socialist planning methods to the pro- 
gramming of shipping and ports expansion by the developing 
countries” by Dr. z . Pelczynski;
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on Shipping has worked since its foundation” by Dr. w . R. 
Malinowski;
“Main themes of the UNCTAD research studies” by Dr. s. G. 
$turmey.

E. R. Hardy Ivamy, Payne مح«ه Ivamy’s Carriage م/ ءمحسم  by Sea, 
9th ed. (London, Lutterworths, 1972).

In recent years considerable changes have 0№urred ط  the law 
relating to the carriage of goods by sea. One of the principal 
developments has been the enactment of the (Rritish) Carriage of 
Goods by Sea Aet, 1971, which repeals the Carriage of Goods by 
Sea Act, 19^4. In the ninth edition of “Payne and Ivamy” impor- 
tam provisions given in the new Aet have been added to the text. 
The coments now inelude an expanded section on “time charter 
parties” in ehapter 2; a number of recent Canadian and Uffited 
States decisions on bills of lading in chapter 3; an extension of 
ehapter 7 on “exclusion and limitation of a ship-owner’s liability” 
and of Chapter 1© on “demurrage and damages for detention”. 
Chapter 13 on “carriage of goods by hovercraft” is a new chapter, 
concerning The Hovereraft Aet, 1968, and the Hovercraft (Civd 
Liability) Order, 1971.

R. B. Oram and c . c . R. Baker, The Efficient Port (Oxford, Perga- 
mon Press, 1971).

In this book, the authors have tried to set out conditions prevail- 
ing in the major ports of the world. Attention has been foeus؟d, 
however, on British ports, particularly London. Suggestions for 
the improvemem of cargo handling in small ports are also men- 
tioned/ In the last two chapters, an attempt has been made to 
present some of the latest thinking on the port of the future.

Planning Research Corporation, Transoceanic Cargo Study, 3 vol- 
umes, prepared for the United States Department of Transpor- 
tation (Los Angeles, 1971).

This study in three voiumes is “to provide the Departmem ؟ f 
Transportation and other Gov^Dtment agencies with a reasonably 
aecur^e look into the future posture of U.S. International Cargo 
Transportation”.

Volume I bears the title “Forecasting Model and Data Base”. 
The results of the study are presented here together with the th؟e؟ 
methods used in making forecasts of United States commercial 
trade with foreign trading partners for the period 197©-1980.

Volume II is eoncerned with distribution costs and productivities 
of transoeeanic transport technologies. Here main considerations 
have been given to B-747F/L-500 type jumbo cargo aircraft for

1972

I. Bird, Seaports and Seaport Terminals (London, Hutehinson 
University Library, 1971).

This book is a world-wide study of seaports both as “through” 
gateways and as bases for large-scale seaboard industries. Written 
by a geographer, the book discusses port approaehes and instal- 
lations, specialized berths and containers, hinterlands and fore- 
lands, ports and planning. Examples from ail five continents have 
been used to illustrai these discussions.

Bremen Fconomic Research Institute, Container Pacilities مح«ه Traffic 
in 71 Ports ٠/  the ٣٠٢/^  mid-year 1970 (Bremen, 1971).

This book consists of a collection of facts and figures of 
container facilities and traffie based on the result of a survey 
made in 197© by the Bremen Economic Research Institute. 
$eventy-one ports of the world, exeluding ports of eountries with 
centrally planned economies, have been entered in this compi- 
iation. The compilation not only gives a description of container 
facilities and traffic around the middie of 197© but also deals 
with future deveiopment plans particularly in the container trafile 
of the North Atlantie.

P. H. Fricke and E. M. Fricke, “The Index of ©urgent Maritime 
Researeh” (Cardiff, University of Wales Institute of Science and 
Teehnology, December إ97ل)م

Thisisaninternationalindex and it is concerned with research 
in progress or eompleted since 197©, but not published. Major 
fields of research include anthropology and sociology, economics, 
geography and law. The index comprises three sections: 
Section 1 lists alphabetically the institutions and organizations 
in which researeh is being conducted by country, name of insti- 
tution, department within the ffistitution, and by author; section 2 
lists alphabetically the researchers; and section 3 classifies researeh 
topics.

Transport: The Years Ahead 
and Company, 1972).

٠ A. Lawrence, International Sea 
(Lexington, Mass., D .C. Heath

The author hypothesizes that “[...] increasing economic inter- 
dependence and the spread of global technologies imply new 
patterns of co-operation and conflict [...] whieh will significantly 
infiuence the politieal context of decisions regarding shipping 
problems”, (p. XV.) Within this framework he analyses contem- 
poraty world-wide shipping and details some of its eomplieated 
problem areas. He then shows how their resolution wilt mould 
the future of merehant shipping.

Maritime Institute, Pre-investment Studies in Maritime Transport: 
Proceedings o f  the Symposium organized by the Maritime Institute 
at Cdansk and UNCTAD’s Shipping Research Branch ٠/  the 
Division / ٠٢ Invisibles in 26) هءءء«ءم Oetober 1971) (Gdafisk - 
Szczecin, 1972), Materials of Maritime Institute, No. 764.

This paper-bound booklet contains five papers presented at 
the Symposium joimiy organized by the Maritime Institute at
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with the full te^t of the studies of the principal eeonomie seetors 
of the region.

Ragnhild Bjomestad, Bibliography ٠/ ٨ ««««/ Reports ا■« Shipping 
and Related Industries in the Library o f  the Institute for Shipping 
Research at the Norwegian School ٠/  Economics and Business 
Administration, Institute for Shipping Researeh, Bergen.

This booklet, consisting of two parts, is a compilation of 
annuai reports, yearbooks, registers, etc., of shipping companies, 
ship-yards, manufaeturers, ports, etc. The first part of the book 
lists the publications according to different subleet headings and 
the second part lists these same items in alphabetical order.

H. Clarkson & Co. Ltd., Сотр., The Bulk Carrier Register, مح/وثم 
(London, 1973).

A reeord of ail bulk earriers and combined carriers as at 
1 January 1973, having a deadweight of 10,000 tons and above. 
The contents include a number of statistieal tab!es. These tab!es 
give the size, ^pes and age of bulk carriers, and distribution by 
fiag of registration. There is also a summary of changes in the 
bulk carrier fleet during 1972 by new deliveries and fiag changes. 
The greater part of the conteffis, however, is devoted to names 
ofbulk earriers in size and age groups, particulars ofbulk earriers 
and ownership.

H. Clarkson ه  Co. Ltd., сотр., و؛ء،«’مح  Gas Carrier Register, 1973 
(London, 1973).

This register is a record of vessels having at least 5 per eent 
of their total cargo capacity designed to carry gas in liquid form. 
Yessels whose liquid gas capacities are less than 80 per eent of 
their total eargo capacities are deserlbed as liquid gas/oil, liquid 
gas/ehemical, etc., carriers, and are appropriately listed in the 
special section provided.

Several sections in the register are devoted to teehnieal infor- 
nation about liquid gas carriers, e.g. design, capacity analysis, 
particulars of liquid gas earriers under eonstruetion, etc.

B. M. Deakin, in collaboration with T. Beward, Shipping Conferences:
A Study ٠/  their Origins, م؛مممحر»ءء ء «، and سه-ءم ءي»مسءء;،■ ءءءآ
University of Cambridge, Department of Applied Economics, 
Dccasional Paper 37 (Cambridge University Press, 1973).

This study is eoncerned with why and how shipping confe- 
renees came into existence towards the end of the nineteenth 
century, how they changed and developed under the infiuenee 
of new technologies whieh greatly altered both the vessels and 
the character and volume of the goods they carried across the 
world, how they are organized and how they operate today.

Particular attention is paid to methods of price formation, 
priee trends and some of the économie and financial consequences 
of conference membership.

Three conferences, namely, UK/Continent—Ear East, UK/ 
Continent—Australia and UK/Coffiinent—India/Pakistan, form 
the basis for the analyfieal work undertaken.

K. Fasbender and w . Wagner, Shipping Conferences, Rate ء/مم'مء  
ءر؛جممحس/ءمم«ك  Countries: The Argument o f  Rate Discrimination, 

published by the fnstitut ffir Wirtsehaftsforsehung (Hamburg,
1973).

This book attempts an empirical investigation of the alleged 
discriminatory praetices used by shipping conferences ط  deter- 
mining liner freight rates. For the purpose of the investigation, 
rate discrimination has been defined as a state of affairs in whieh 
rate disparities cannot be adequately Justified by differences in 
eosts and where neither intensity of competition nor counter- 
vailing power can be advanced as an argument in favour of the 
particuiar rate being kept elose to cost. The investigation is 
confined 0أ  selective trade routes between the Federal Republic 
of Germany and developing countries, also to products shipped 
from different exporting countries to the Affiwerp-Hamburg range 
of ports. The book is divided into seven eha^ters, of whieh ehapters 
lY and Y are devoted to the diseussion and analytical presentation

the air mode and representative configurations of tankers, bulk 
earriers, eontainer ships, break-buik ships and large earrying 
vessels for the ocean mode.

Yolume III documents the computer programmes of the 
demand forecasting models and cost models of the study and 
provides a guide to the use of these programmes. In this volume, 
the following topics are covered: eomputer programme doeumen- 
Nation for the demand foreeasting model; sub-programme design 
and eoding speeiflcations for the demand foreeasfing model; 
a^^ptanee test specifications for the demand forecasting model; 
programme listings for the demand foreeasting model; computer 
operations instructions for the demand forecasting model; computer 
programmers, manual for the demand forecasting model and 
computer doeumentation of the eost model.

R. Golinvaux, ed., ءجرء-ءءه-لآ  Carriage by Sea, 12th ed., vol. 1 and 2, 
in British Shipping Laws (Fondon, $tevens, 1?9ل), vol. 2 and 3.

Garver’s Garriage by Sea is a classic English standard work of 
high standing on the law of maritime transportation. It deals 
eomprehensively with the legal aspects of charter parties and bills 
of lading and contains, also, a chapter on carriage of passengers.

Since the previous edition, a number of cases have been decided 
by British courts whieh affect important fields of the iaw on 
marifime transportation.

The twelfth edition brings the work up to date by taking much 
new court practice into aceount.

Maritime Research Gentre, Manual o f  Maritime Research Statistics 
ءممحءك/م«-ء  Trade, ءءسمر،م and Shipping (The Hague, Netheriands).

This manual is the first issue in cireulation. The contents 
include an evaluation of existing stafistics eovering modes, 
origin, destination, ete.; seaborne trade statistics; port statistics; 
fleet statistics and commodity elassifieations used. The preface 
to this publieation explains that the intention is “to periodically 
update and expand its contents to give better coverage” and “to 
report on and press for further improvement of maritime sta- 
tisties”. The preface also points out that the present contents do 
not fully cover al! the geographical areas nor ail major port 
statistics.

Bohdan Nagarski, Port Problems ؛« Developing Countries, published 
by the International Association of ?orts and Harbours (Tokyo,
1972).

In this book, the author warns port planners in developing 
countries that stress should not be laid primarily on the size of 
the port nor on the number of berths. Df rather greater impor- 
tance is the efiiciency with which berths are operated. Effieiency 
can only be achieved by correct funetional design and proper 
organization of port operations. The book is presented in two 
parts: part I deals with the various aspects of port planning, 
whereas part II considers port organization, including administra- 
tion, operations, finances, personnel, free zones, port statistics, 
inland transport and auxiliary services.

1973

Asian Development Bank, سهءمح«مك  Asian Regional Transport 
Survey (Books Dne -  Three), prepared by Arthur D. Little Ine. 
and Assoeiated Gonsultants (Times ?rinters Sdn. Bhd., 1972).

This report, presented in three books, deals with the medium- 
and long-term development of an integrated network of transport 
and eo،mirunications facilities in the $ou؛h-east Asian region 
eomprising Indonesia, Singapore, Laos, ?hilippines. Republic 
of Yietnam, Thailand and Maiaysia. Book One presents in highly 
condensed form an overview of the report including a summary 
of the reeommended transport programme for the region. Book 
Two, which is divided into two parts, deals with the economies 
of the region, inland transport, seaports, ocean shipping and 
air transportation. Book Three, also divided into t^o  parts, 
consists of fifteen appendices which present the detailed support- 
ing and statistical material for the studies ط  Book Two along

111



chapters, as well as comments on and summaries of Indlvldnal 
papers, heconfributors are economists and management selentlsts.

E. ٥ . Naess, The ء ءم-ه ، PanLibHon Controversy (Essex, Gower 
Press Ltd., 1972).

It was not nntll the end of the 1940s and ear© 1950s that the 
question of a vessel’s fia^ versus her ownership became an inter- 
national issue. With the rapid expansion of the fleets nnder the 
Liberian and Panamanian flags, the traditional maritime nations 
of Emope Jeined hands with the international maritime labom  
nnions in a common effort to regulate the employment eonditions, 
among other matters, of seagoing personnel in fleets re^stered 
under these flags. This boo^, written by the Ghairman of the 
Ameriean Gommittee for Elags of Necessity (1958-1961) contains 
an account of the controversy involving the fleets registered 
under the flags of “open registry” countries.

Unit Load Ceuncil, Handling Operations in Physical Distribution: 
٠٠٠،^ Shifted /«٢٠؛  Pallet ،٠ Pallet Compared ؛٠ ،ا؛ء  Shipper-
.Units (Gslo) محءءاءء،ك

This booket consists of studies carried out by Mr. T. Bergli 
and Mr. j. Skorve from Industrikonsulent A/s with the assis- 
tanee of Stfehting Physical Distribution Netherlands. The studies 
were supervised and co-nrdinated by Captain M. Markussen.

The studies investigated handling times and eosts for transpor- 
tation of goods from shipper’s production line to receiver’s 
distribution line. In doing so, the transport, handling of goods 
based on shipper-paeked units was compared with the still 
prevalent way of shipping goods from pallet to pallet between 
the different modes of transportation.

United States of America, Department of Commerce, Maritime 
Administration, Office of Domestic Shipping, “Report of the 
First National Planning Conference on Domestic Shipping, 
30 April-4 May 1972”, vol. 1-3.

This report, in three volumes, constitutes the permanent reeord 
of the Conference. Volume 1 summarizes the Conference’s 
recommendations, origins and objeetives, organization and oper- 
ation, programme and presentations, and panel reports. Volume 
2 details the speciflc programme elements of eaeh of the four 
panels. Volume 3 contains the presentations of the speakers who 
appeared hefore the Conference.

٠٢٠̂٠  Terminal System Concepts: A Report Submitted ،٠ the 
U.S. Department ٠/  Commerce Maritime Administration, Septem- 
ber 1972 (parts 1-4), prepared by Soros Associates, Inc., Consult- 
ing Engineers, New York.

This report is presented in four parts. Part 1 studies the need 
for deep-draft port facilities in the United States of America, with 
a comparison of these needs with existing port capabilities in 
order to determine where offshore terminals are rebuffed. Part
2 deals with the selection of sites having the potential for being 
developed into deep-water terminals and the examination of the 
océanographie and meteorological conditions off each of the 
coastal areas under consideration. It also reviews the operational, 
environmental and Jurisdictional considerations involved in the 
selection of these sites and, at the same time, presents an analysis 
of connecting systems which might be used to move cargoes 
from an offshore terminal to existing p o rt and industries. Part
3 analyses various concepts for developing offshore terminals. 
Five sites were selected for more detailed study in this connexion. 
Part 4 has not been received by the ECE/UNCTAD Joint Ref- 
erence Unit.

ofthematerialeollected, and chapfer VI includes su؛mnary, outlook 
and recommendations.

T. D . Heaver, The Structure ٠/  Liner مء«ءء»/ ءسم  Rates (an occa- 
sional working paper). Centre for Transportation Studies, Univer- 
si© of British Columbia.

 The InboundjOutbound Freight Rate Controversy (an occasional ,»ءءمح/
working paper). Centre for Transportation Studies, Universi© 
of British Columbia.

Idem, A Theory ٠/  Shipping مء«ءء»/ ءسم  Pricing and مم'مء ء/  (an 
occasional working paper). Centre for Transportation Studies, 
University of British Columbia.

These three papers, by the same author, deal with different 
aspects of eonference pricing. The first paper describes the gener- 
al faetors which account for the differences between rates on 
commodities in a tariff. The second paper analyses the basis on 
which rates are set, rather than comparing the absolute level of 
rates, on different commodities moving under heterogeneous 
route conditions. The third paper attempts to explain conferenee 
pricing and liner behaviour within the framework of Baumol’s 
revenue maximization model. The analysis draws heavi© on an 
earlier work by $turmey but has been extended here taking 
into account the behavioural aspects of liner management.

IMCD, Code ٠/  Safe Practice / ٠٢ Bulk Cargoes, rev. ed. (London 
1972).

This Code is intended to establish a standard for safe stowage 
and carriage of bulk cargoes including ores and similar bulk cargoes, 
concentrates and similar materials. Its aim is to bring to the 
attention of those concerned international© accepted methods 
of dealing with the hazards to safety which may he encountered 
when carrying cargo ط  bulk. The hazards in question may fall 
into the following categories: (٠) improper weight distribution 
resulting in structural damage;(ه ) improper stabili© or reduction 
of stability during the voyage; (ء) spo©aneous heating.

E. T. Laing, Containers, Pallets ٠٢ Lash?: The £ /م«هسمء مء«م؛»ء،ء جم / 
Cargo Shipping, DER Special No. 13, published by the Economist 
Intelligence Unit Ltd. (London, 1973).

Two main drawbacks are associated with traditional handling 
methods. First, too much time is spent hy vessels in port because 
of the limited speed of manual handling; secondly, ©hour costs, 
which account for a large proportion o f total expenditures, are 
rising rapid© in most areas of the world.

^Vhether solutions to these prohlems can be sought through 
the unit load system of cargo handling is the subject of discus- 
sion in this study. This study looks at the competitive vessel types,
e.g. container ships, palletized vessels and LASH ships, with regard 
to their comparative costs and stipulates the conditions of costs 
minimization in general cargo shipping for each catego© of 
ships considered.

P. Lorange and V. D. Norman, eds.. Shipping Management: Pro- 
ceedings from ٠ «■،»؛«^٠٢   in Bergen (23-26 August 1972) (Institute 
for Shipping Research, Bergen 1973).

This volume contains papers presented at an international 
researeh seminar on shipping management Joint© orgain^ed 
by the Maritime Research Centre, The Hague, and the institute 
for Shipping Research, Bergen. The papers are presented under 
the following three headlings: The structure of management; 
Forecasts and their use; and Uncertainty and risk. In addition 
to the papers, the book contains introductory and concluding
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ANNEXES 

Annex I

CLASSIFICATION OF COUNTRIES AND TERRITORIES

Code 2 —Japan 

Code 3—Australia and New Zealand 

Code 4 —Northern and Western Europe
Italy
Monaco
Netherlands
Norway
Sweden
(Switzerland)
United Kingdom 

of Great Rritain 
and Northern Ireland

(Austria)
Belgium
Denmark
Faeroe Islands
Finland
France
Germany,

Federal Republic of 
Iceland 
Ireland

5  Southern Europe—ءاءهء 
Cyprus Fortugal
Gibraltar Spain
Greece Turkey
Malta Jugoslavia

Code ء — Central مح«ه Eastern Europe 
(excluding Union o f  Soviet Socialist Republics)

Albania (Hungary)
Bulgaria Foland
(Czechoslovakia) Romania
German Démocratie Republic

Code 7—Union o f  Soviet Socialist Republics

٥٠،^ 8—China, ءءسءم؛ء س-  People’s Republic ofKorea, 
Democratic Republic ٠/  Viet-Nam

Code9—Asia, n.e.s.

Oman
Qatar
Saudi Arabia 
Syrian Arab Republie 
United Arab Emirates 

(formerly Trueial Oman) 
Vemen

Malaysia 
Maldives 
Fakistan 
Fhilippines 
Portuguese Timor 
Ryukyu Islands 
Singapore 
Sri L؛m^a 
Thailand
Viet-Nam (Republic of)

9.1. Western Asia

D ^ w raticV em en
Iran

Israel
Jordan
Kuwait
Lebanon

9.2. Southern and Eastern Asia

Bhutan
Brunei
Burma
Hong Kong
India
Indonesia
Khmer Republic
Korea (Republic of)
Macao

Notes

Note I
This classification is designed to be applied to statistics on 

seaborne trade and merchant fieets. Seaborne trade is recorded at 
ports of loading and unloading. The trad؟ /o f  the ports o f a 
country or territory may therefore include goods originating in 
or destined for another country or territory, such as a neigh- 
bouring land-locked countty، or territory. The trade of land-locked 
countries or territories cannot be identified in seaborne trade 
statistics, and these countries or territories are not explieitly ineluded 
in the trade classification. However, when the elassifieation is applied 
to registered merchant fieets, land-loeked countries or territories 
possessing merchant fieets are included ط  the appropriate geo- 
graphical groups of eountries or territories.

Note 2
The groups of countries or territories used for presenting statistics 

in this review are made up as follows:
Developed market-economy eountries, excluding Southern 

Europe: Godes 1, 2, 3, 4 and 1©.4.
Southern Europe: Code 5.
Socialist countries of Eastern Europe and Asia: Codes 6, 7 and 8.
Developing countries, total: Codes 9, 1© (excluding 1©.4), 11 

and 12.

O f which: 
in Africa: Codes I©.1, 1©.2 and 1©.3. 
in Asia: Codes 9.1 and 9.2.
in Latin America and the Caribbean: Codes 11.1, 11.2, ١١.3, 
11.4,11.5.
in Oceania: Code !2.

Note 3
In annexes and tables showing statistics of shipping tonnage 

by groups of countries, however, Cyprus (included in 5), Liberia 
(included in 1©.2), Panama (included in 11.2), Singapore (included 
in 9.^) and Somalia (ineluded in 1©.3), have been excluded from 
the appropriate groups and shown in a separate group, for reasons 
explained in paragraph 4© of this Review.

Classification of countries and territories*

I —North America أ،محمء
St. Pierre et Miqueion 
United States of America

Bermuda
Canada
Greenland

 ؛ and-loeked countries with* Countries shown in parentheses• ؛
merehant fieets (see note 1 above).
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Montserrat
St. Kitts-Nevis-Anguilla 
St. Lucia 
St. Yineent
Turks and Caicos Islands 
Yirgin Islands (U.K.) 
Yirgin Islands (U.S.)

Honduras
Mexico
Nicaragua
?anama

Cuba
Dominica
Dominican Republic
Grenada
Guadeloupe
Haiti
lamaiea
Martinique

11.2. Central America

Canal Zone 
Costa Rica 
£1 Salvador 
Guatemala

Code 10—Africa

11.3. South America-Northern seaboard

Surinam
Trinidad and Tobago 
Yenezuela

Guyana 
Frencb Guiana 
NeffierHnds Antiiles

South America-W .11.4 محمهء،محءء estern

Feuador
?eru

Cbile
Coiombia

South America—Eastern .11.5ممحءء،ا-؛مح

(Malvinas)
(?araguay)
Uruguay

Code 12—Oceania, « ءم.ء .

Argentina 

Falkland Islands

New Guinea 
New Hebrides 
?apua
Solomon Islands 
Tonga
Y^ake Islands 
Y^estern Samoa

American Samoa 
Cbrj«(m«« I^Hnd
Fiji
French ?olynesia 
Gilbert and Ehice Islands 
Guam 
Nauru
New Caledonia

Fibyan Arab Republic
Mehlla
Moroco
Tunisia

Mauritania
Nigeria
?ortuguese Guinea
St. Helena Island
S^o Tomé and Principe Islands

Sierra Leone 
Spanish Sahara 
Togo
United Republie of Cameroon 
Zaire

Mozambique
Réunion
Seyeheiles
Somalia
Sudan
(Uganda)
United Republic of Tanzania 
(Zambia)

10.1. Northern Africa

СапаГу Islands 
Ceuta

10.2. Western Africa 

Angola
Cape Yerde Islands
Congo
Dahomey
Equatorial Guinea
Gabon
Gambia
Ghana
Guinea
Ivory Coast
Liberia

ء،ءءمحء .10.3 •« Africa
(Burundi)
Comoro Islands 
Ethiopia 
Freneh Territory 

of the Afars and Issas 
Kenya 
Madagascar 
Mauritius

10.4. Southern Africa 

South Afriea

Code 11—Latin America

Cayman Islands

11.1. Caribbean
Antigua
Bahamas
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Annex п
1965 and 1968-1971according to geographi

(Million tons)
tradeWorld

Total 
all goods

٠٠٠ ^ unloaded

Dry
cargo

Petroleum
products

Crude
petroleum

Goods loaded

Total 
all goodsDry cargo

Petroleum
products

Crude
Area^

^94.9

103.8

^6.9
30.4
34.5 
43.0

11.0
11.1
14.4

i

139.9
153.3

115.2
129.6
125.0
128.0
170.4
115.0
179.4
204.5
235.1

5.4

323.3

420.9
407.6

33.1

5.0

^3.2
23.4
29.2

10.9 
9.6

11.9 
lo.o

11.8

؛ئ.0
24.4
15.2
13.0
16.6
17.9
18.6
22.7

67.8
61.9 
67.4

67.9
79.6

103.6

14.0
20.8
22.2
30.4
29.8
2.0

93.4
96.9

4.4
4.7

7.6
9.0

3.0
3.0 
2.6

0.3
0.5
0.4
0.4
0.4

2.5

.٠

73.7

120.3 
143.9
170.4
191.7

18.7

23.1
18.8

308.2
433.2

567.7 
591.0

32.9
32.8
40.5
46.6

2.4
4.4 
8.0

10.8
14.7

0.1

23.1
23.3
22.5

0.2

0.2
5.4

10.9

9.1
12.9
16.5
23.3
44.6

54.7

1. North ^ e r ic a  . . . . . . . . . . . . . . . .  1965 0.1 3.4 190.7 194.2
1968 0.3 4.7 215.5 220.5
1969 0.2 4.1 210.6 214.9
1970 0.7 266.3 272.3
1971 0.2 ة.ت 276.5 282.2

2. Japan . . . . . . . . . . . . . . . . . . . . . . . .  1965 - 0.8 22.0 22.8
1968 — 0.5 29.9 30.4
1969 — 0.7 39.8 40.6

41.9
52.5
26.5
52.5

93ت6
117.3
215.5
270.2

308.7
311.0

19.4

30.7
33.0 
32.9

26.1
35.5
35.6

79.1
100.8
105.0
106.9
112.6

7.6

397.5
533.1
591.2

782.2

أا قأ
132.5
148.0

41.6

25.2 
51.4

il
165.2 
207.0
213.3 
216.6 
217.5

18.6

25.2
27.0

22.1
30.2

34.8
34.7
32.8 
43.4 
47.2 
46.0 
44.7

7.6

5.4
6.0
7.6

65.5
76.4

90.2

0.3
0.7

0.8

50.0 
59.3
67.8

74.1
0.8
6.3

4.7

3.6 
5.0
3.6
3.4

18.0
23.2

22.9
24.2

0.1

43.3 
50.7
56.3

19.9
18.8
7.3-7
25.7

0.1

i
19.5

0.1

0.4
0.3
0.1
0.2

34.2

43.6

4ج.0

601.9
717.0

14.6
23.2
29.3
35.0 
39.5

1970
1971
1965

1969
1970
1971
1965

؛م9ة
1970
1971
1965
1968
1969
1970
1971

1965
1968
1969
1970
1971
1965
1968
1969
1970
1971

1965
1968
1969
1970
1971
1965
1968
1969
1970
1971
1965
1968
1969
1970
1971

3. Australia and New ت

4. Northern and Western Europe . . .

5. $outhern Europe

6. Central and Eastern Europe 
(excluding USSR) . . . . . ٠٠. . .

7. USSR

8. China, Democratic People’s 
Republie o f Korea, Democratic 
Repuhlic o f Viet -Nam. . . . . . . . .

9.1 Western Asia

9.2 Southern and Eastern Asia, n.e.؛
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Annex II (continued)

s, 1965 and 1968-1971trade" according to geographi
(Million tom)

World

Goods unloaded

^هءم/
allgoods

Dry
cargo

Petroleum
products

Crude
petroleum

Total
Dry cargoكمحممكء/ه

Petroleum
products

Crude
petroleum

29.6
32.8
33.8
34.8

17.9
ل9.9

22.4
23.3

14.6
14.9
16.4
18.9
12.4
14.1
14.3
17.6
23.6

17.7
17.9
39.2

9©.1
.©14
.©16
.©18

2©.©

61.6 
62.8 
67.©

5©.l
7.7

11.3
11.3

ل1ئم

29.8
33.4
36.6
39.6
45.2

1,637!2
T©38.6

2,49©.7

16.3
15.©
16.9
17.9 
19.©
9.9

lae

14.8
16.© 
6.2
7.2 
7.©

4.©
4.2

7.8
7.2

11.2
11.8 
4.1 
4.5

6.7

4.7

7.2
6.4

5.7

17.7
19.8

I

4.4

4.5
4.6
4.6 
4.3
4.0

3.0

2.6
2.4

3.0
4.0
4.0
4.5

3.4
4.6
4.7

6.4

3.0
3.6

22
24
27

10.9
10.2

4.9

7.7

2.5
4.8

6.3
؛3.5

ة
ة:ة
6.9

22.2

0.6

957.8
, 101.2
,198.7

117.2
199.5

255.4
211.9

56.1

123.0
140.7

11.5

17.3
17.9

14.3

20.6
21.0
22.3

14.5
14.8

250.2

32.7
35.4
35.6

35.7
35.3
35.7
43.4
55.5

7.9

9.7

2م64.4

26.9
41.1
50.7
56.5
61.5

11.0
14.9
14.8
16.1
16.8

قةا

15.2

20.8
22.0

25.9
9.9

12.0
11.9

27.7

33.6
36.0
36.2
25.9
29.5

29.8
30.2 
34.4
34.6
43.2
54.3
56.9

7.9 
8.7

768.6

,124.2
,162.5

3.4

6.7

0.3

1.4
1.0

0.5
1.0
0.8

0.3
0.1
0.1

0.2
0.2
0.2
1.4

26.6

2.0
2.7
3.7 
2.3

102.7
111.8

0.8

1.7

1.7 
0.8 
0.9 
0.2

0.6

169.8

221.4
179.2

14.7
11.0
32.9

81.1

1.0

123.3
131.5
132.3 
131.1
121.5 

6.0 
4.4

4.6

0.2

0.1
0.7

319.7

مم2.0

974.5
1,109.9
1,209.7

968

970
971

970
971

970
971

970
971

970
971

969
970
971

970
971

970
971

970
971

969
970
971 
965

970
971

10.1 Northern Africa .

10.2 Western Africa

10.3 Eastern Africa

10.4 Southern Africa

11.1 Caribbean

11.2 Central America

11.3 Sonth America, Northern 
seaboard .............................

11.4 South America, Western seaboard

11.5 Sonth America, Eastern seaboard

12. ©ceania, n.e.؛

W o r l d  t o t a l

imports into Netherlands Apti؛؛es and Trinidad ؛or refining and re-export. Great 
Lakes and $t. Lawrence trade (in dry eargo) amounted t ؟ 37  million tons in 1965, 
36 nrlllion tons in 1968, 37 million ton؛ in 1969, 42 million tons in 197©, 
39 million tons in 1971, and 37 million tons in 197^.

،  See annex I  for the composition o f these groups.

Source: D ata eommunieated to the see؟etari^t by the Statistkai 0 o ؟ءص f the 
United Nations; estimated data: t)te worid totaisdO  not correspond exactly to the 
rounded totai in tah!e 1 in the text.

" Excluding international cargoes loaded a t ports o f the G reat Lakes and 
St. Lawrence system for unloading a t ports o f the sa^ e  system. Including petroleum
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Annex ш
s, in grt and dwt, as at 1 July 1972; o f registration “ and type of ship, in order of size of ١

(dwt figures are shown in parentheses) ”
Distribution of world ١

هءءه>«/م■.
Other shipsContainer shipsGeneral cargo Bulk carriers^Tankersا

Total .
Flag o f  registration ٠ tonnage'^

1. Fiheria   44,443,652
(81,167,857)

2. Japan   34,929,214
(55,©91,546)

3. United Kingdom of Great Britain
and Northern Ireland . . . . . . . . . .  28,624,875

(44,©38,72i)
(28) Berm uda  813,586

(1,372,899)
(39) Hong Kong . . . . . . . . . . . .  457,924

(676,017)
(49) B a h a m a s . . . . . . . . . . . . . . . . 205,862

. Gayman Islands (ل8) . . . . . . . . .  26,172
(40,659)

(87) Gibraltar  21,375
(30,444)

(108) Falkland Islands . . . . . . . .  9,494
(5,718)

(lll)N ew H eh r id es . . . . . . . . . .  3,678
(4,494)

(116) forks I s l a n d s . . . . . . . . . . . .  1,572

(117) St. Yincent . . . . . . . . . . . . . .  v,477^
(2,033)

(122) Montserrat   711

(124) Gilhert and Elliee Islands.. 2,193

ء,) م،)أ  *S’
(126) Yirgin Islands (UK) . . . . . . اإ3ر 

(725)
(12?) St. L u c ia   517

(650)
(129) Grenada   343

(515)
(130) Solomon Islands . . . . . . . .  629

(483)
(131) St. Kitts, Nevis and Anguilla 396

(480)
(133) Seychelles   306

(350)

4. Norway   23,507,108
(39,245,657)

(24,563,993)

6. Union o f Soviet Soeialist
Republics   16,733,674

(17,198,012)
7. United States of America ء

(estimated active sea-going fieet).. 9,023,873
(13,692,931)

8. Federal Republie of Gertnan^ . .  8,515,669
(13,285,715)

462,746

3,019,448

2,257,876

25,581

22,857

17,602

520

7,394

249

860

114

1,390,509

6,568,576

733,044

504,755

127,111

711,667

,122,791

125,133

4,787

1,007,006

5^1,989

3,903,402

5,970,102

35,494

195,361

61,847

25,507

1,500

2,100

1,323

1,477

711

1,333

620

415

517

343

396

192

5,848,052

6,243,021

2,757,627

3,672,192

14,449,486
(26,261,720)
H,707,600

(19,141,671)

(226,996)
198,234

(324,821)

(87,105)

19,355
(28,288)

25,500,907
(48,480,543)

207?,1,?12
(22,962,112)

(24,565,387)
598,145

(1,063,609)

i1؛).

(14د?5؛150)

(6[ة9م9و

257,100
(367,096)

351,091
(648,414)

1,934,547

10,680,695
(19,628,777)

5,205,116
(9,205,374)

3,660,190

4,175,105
(7,165,863)
1,882,186

(3,413,634)
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Annex ш (continued)

of fleets, !١١ grt a dwt, as at 1 July 1972by flag of registration “ and ©pe of ship, in order of si ق١ه
(dwt figures are ^̂ ٠١٧« ؛ « parentheses) '

Distribution of world

Ofwhich:

Other shipsContainershipsBulk carriers^ General cargo أTankers
Total . 

tonnageFlag o f  registration ٠

513,690

716,777

406,520

440,489

349,366

36,702

710,710

115,153

60,191

3,970

220,384

166

246,042

19,027

38,440

86,927

29,187

145,566

1,500

52,635

131,484

40,742

56,184

18,350

- 329,329

- 45,618

3,895 167,672

- 33,530

- 113,386

31,611 91,605

3,200 104,960

34,314 33,530

78,460

2,412,286

1.453.956 

1,204,631 

2,090,268

5,464

1.045.457

1.310.457 

1,621,111

950,011

1.053.956 

955,057 

590,301 

926,150 

666,158 

360,488

216,056

622,002

678,145

636,139

429,850

695,207

194,223

291,167

324,034

368,449

(1,432.’53Г)
2,509,723

(4,218,136)
964,178

(1,565,532)

(3,074,’ا4ا)
466,556

(731,951)
(491,373
(816,705)

640,006
(1,089.768)

(1,601,004)
109.380 

(157,126) 
285,048 

(478,930) 
574,174 

(875,051) 
336,191 

(549,621) 
106,723 

(166,358)
12,000 

(20,000) 
124,855 

' (192,883) 
381,276 

(628,473)
155.381 

(258,244) 
463,332 
(709,095)

184,389
(280,47أ)

(79,706)

(133,’ا0و

(134,292)
53,202

(75,345)

169,106
(243,057)
266,019

(417,458)
52,034

(80,409)

3,979,444
(7,022,780)
3,119,421

(5,302,794)
4,232,050

(7,582,250)
2,020,235

(3,756,765)
1,934,189

(3,301,713)
1,888,412

(3,507,449)

1,885,532

287,630
(489,334)
233,993

(349,415)
575,880

(908,379)
55,200

(82,846)
250,719

(423,184)
761,882

(1,248,756)
209,499

(318,907)
496,676

(716,561)
326,575

(5^3,730)
401,083

(699,240)
250,117

(399,203)
254

(165)
171,590

(293,403)
142,442

(231,224)
182,588

(302,527)
266,784

(434,109)
103,077

(158,543)
423,740

(793,637)
194,786

(312,152)

(642)
177,022

(277,308)

9. Panama     7,793,598
(12,391,955)

10. Italy   8,187,323
(11,958,104)

11. France . . . . . . . . . . . . . . . . . . . . . .  7,419,596
(11,548,491)

12. Sweden   5,632,336

13. Nelherl؛mds . . . . . . . . . . . . . . . . . .  4 7 2 م244,

1 4 . . . . . . . . . . . . . . . . . . . . . ة  ء’4;ث'ثا:مة

(93) Faerne I s l a nds . . . . . . . . . . .  42,166

15. Spain . . . . . ٠٠٠... ٠٠ .٠ . . . . . . . . . ت4,300055 
(6,204,696)

16. India   2,649,677
(4,155,108)

17. Cyprus   2,014,675
(2,908,818)

18. Brazil   1,884,537

19. P o l a n d . . . . . . . . . . . . . . . . . . . . . . أم0ة؛:ق؛أ 
(2 ة71319, )

20. Yugoslavia  1,587,585
(2,341,013)

21. Pinland   1,630,473
(2,307,558)

22. C h in a   1,181,179
(2,228,445)

23. Argentina   1,401,075
(1,798,924)

24. Belgium   1,191,555
(1,710,640)

25. Republic of Korea . . . . . . . . . . . .  1,057,408

2،. An.,,alia سآ ; مس

(89) New Guinea . . . . . . . . . . . .  26,186
(29,772)

27. German Democrat© Republic . ٠ 1,198,365

29. Somalia . . . . . . ٠. . . . . . . . . . . . . . .  873,209
(1,337,872)

30. Philippines  924,564
(1,312,343)

31. Portugal ٠ 1,027,070
(1,232,079)

32. Singapore   870,513
(1,190,830)

33. Kuwait . . . . . . .  ٠٠. . . . . . . . . . . . .  656,403
(1,085,598)

Bulgaria . . . . . . . . يمم2م’أإوآ  ٠ . . . .٠ .٠ ٠. ٠٠ .٠
35. Israel 698,068 . .مم . . .م.م. . . . . . م. . . . . م م

(949,244)
36. Turkey . . . . . . . . . . . . . . . . . . . . . .  743,071

(921,165)
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Annex ш (continued)

,in  grt and dwt, as at 1 July 1972ا and type of ship, in order of size of ء registration ٠؛ by flag ؛
٠ (in parentheses »٠١٧^ figures are ،ح م ا م /ء

Distribution of worid

Ofwhich:
Other ships

40,323

72,854

69,096

ل64?,ة7

63,601

17,994

81,323

123,396

743

6,237

19,177

31,056

7,594

51,331

51,031

14,280

560

30,346

12,922

9,775

72,175

4,619

Containershipsره«هم-سء،ا٢هء

6,260

474,374

456,689

103,754

313,214

213,050

148,^14

264,799

202.570 

161,312 

137,679 

211,365 

105,770

43,234

42,477

130.570 

115,152 

106,990 

116,011

33,725

47,743

60,858

87,342

55,673

62,230

Tankersا-اهءءسء؛-مءسم

(17,250)

199,700
(292,040)

32,105
(50,760)
32,543

(48,831)

)؛؛؛؛؛!(

(55,836)

29,171
(43,711)
49,673

(73,353)

98,203
(153,164)

20,759
(33,661)

61,404
(98,533)
23,494

(34,314)

(8ئ503)
79,211

(115,673)

(108م73)
217,793

(353,318)

(1,000)
257,778

(389,297)
87,001

(145,049)
159,742

(211,999)

(77,82و
91,237

(138,462)

69,160
(106,796)

(21,865)
55,712

(86,597)

(4,725)
92,757

(151,168)

(10,420)

31,915
(50,381)
43,310

(71,166)
34,491

(49,789)
2,109

(2,973)
166
(92)

2,713Ii

،اآأ مم
tonnage “ ء Flag o f  registration

Pakistan ?.3  لإ2,637

mia؛Rom ص .

•« :؛؟؛(٠٠^٠

س « ؛إةإ.ر ، . . . . . . . . . . . . . . . . . .42. SouthAfri

. . . . . . . . . . . . . . . . . . . . 43. Venezuela

ء ■«ص
Canada (exeluding Créât Lakes .45) ء

•ءي ي3ءم’ة3ة

* (ث؛ةءة ■

قج - أة: ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ‘ ®ء“ ■

•'ء ““،‘ء (إق'جل
■ (240,90وا) ■ ■ ■ ■ ■ ■ ■ ■ ■ " ■  ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ ■ و ■ •

■ جة:ةئإء ■ ■ ■ • ■ ■ ■ ■ ■ ■ ■ ■ ■ ■  . ■ ■ • ■  ■ * ■ءء ■م“

(ج:ةئق ■ ؛ ■ • ■ • ■ • ■ ■ ■ " " ■ ■ " ■ •ءء "م“ 
■ (ءءلأثإ؟ا ■ ■ • ■ ■ ■ ■ ■ " " ■ ■ ■ ■ ■ ■  '•٠ ٠ • ’ ؛

-ءء (ئيإ:جأ
59■ Czechoslovakia . . . . . . . . . . . . . . . .

“■ "ص ؛؛^؛؛٠٠

؛ء (ئ: ، ؛ ، •

٥® ء;قثبم؟إ
■ <ة:اةة ■ ■ ■ ■ — ■ ■ ■ • ■ • ■ • ■ ■ ■ ■ ■ ■ءء م*مء 
■ءء ™؛”’ء”“ (ل؛إ-جق

. مةة:أءءإ . ■ - ■ - ■ • - ■ ■ ■ ■ ،ء- ء“س 

•ءء ““™'ء رلإوي
11و



Annex ш (continued)

s, in grt and dwt, as at 1 July 1972؛ by flag of registration " and type of ship, in order of size o fا
(dwt figures ،?٢« shown in parentheses) ،

Distribution of worid :

س/م؛ص•.
Other shipsContainer shipsBulk carriers ٠ General cargo أTankers

Total ,
Flag o f  registration'^

68. Aibania . . . . . . . . . . . . . . . . . . . . . .

69. Honduras . . . . . . . . . . . . . . . . . . . .

70. Burma . . . . . . . . . . . . . . . . . . . . . .

71. Ethiopia . . . . . . . . . . . . . . . . . . . . . .

72. Ecuador . . . . . . . . . . . . . . . . . . . . . .

73. $audi Arabia . . . . . . . . . . . . . . . . . .

74. Morocco . . . . . . . . . . . . . . . . . . .  ٠

75. Zaire . . . . . . . . . . . . . . . . . . . . . . . .

76. Austria . . . .  ٠ . . .٠ . . . . . . . . . . . .٠

77. Republic of Viet-Nam . . . . . . . . . .

78. Hungary . . . . . . . . . . . . . . . . . . . . . .

79. Monaeo ٠ . . . .٠. ٠ ٠ . . . . . . . . .٠ . . .

80. $udan . . . . . . . . . . . . . . . . . . . . . . . .

82. Democratic ?eople’s Republic of 
Korea . . . . . . . . . . . . . . . . . . . . . . . .

83. Mauritius . . .  ٠. . . . . . . . . . . . . . . .

84. Tunisia ٠ . . . . .٠ . . .٠ ٠ . . . . . . . . . .

85. Bangladesh . . . . . . . . . . . . . . . . . .

86. Nicaragua

88. Kenya . . . . . . . . . . . . . . . . . . . . . . . .

90. Nauru . . . . . . . . . . . . . . . . . . . . . . . .

9E Hnited Republic of Tanzania. . . .

92. P a r a g u a y . . . . . . . . . . . . . . . . . . . . . .

94. Guinea . . . . . . . . . . . . . . . . . . . . . .

96. Malta . .  ٠ ٠ . .٠ . . . . . . .٠ . . . . . . . . .

97. Trinidad . . . . . . . . . . . . . . . . . . . . . .

98. United Arab Emirates . . . . . . . . . .

99. Guyana . . . . . . . . . . . . . . . . . . . . . .

100. Jamaica . . . . . . . . . . . . . . . . . . . . . .

101. Bahrain  

7,950

670

7,977

4,320

1,496

750

1,120

41,290

7,072

12,679

8,127

2,404

4,145

4,476

6,871

643

57,001

69,039

45,449

20,742

49,363

29,644

35,901

30,788

33,061

24,522

14,763

11,671

17,819

10,533

23,761

16,075

15,520

4,132

6,045

10,496

8,799

7,974

13,173

8,525

10,764
(15,290)

1,223
(1,703)

(1,709)
23,937

(37,055)
6,774

(9,943)
17,098

(27,975)

(1,015)

(6,176)

23,294
(35,331)

6,433
(9,600)

(6,298)
4,026

(6,107)
3,197

(5,054)

(ح261)

(4,114)

4,713
(6غ3و90)

(3,609)
1,021

(1,202)

433
(574)

57,001
(78,030)
74,030

(78,027)
54,877

(72,711)
45,903

(66,115)
56,807

(66,029)
50,369

(65,576)
46,907

(58,245)
40,221

(50,865)
30,788

(46,613)

ث) ا (46,’ث
33,811

(45,401)
33,203

(45,370)
35,502

(42,270)

50,556
(39,648)

م (38,28ب

(36,’з90)

ء:ةم (ا

(32,054)
21,857

(30,165)
23,761

(25,618)
18,718

(24,812)

(23,416)

(20,108)
16,280

(17,440)
14,641

(16,219)

(14,ج4)

(16,383)
13,735

(14,127)
13,819

(12,869)
10,126

(12,240)
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ء«ء/رمحءص Annex ш /م
Distribution of world tonnage by flag of registration “ and ©pe of ship, in order of size of fleets,أ

(dwt figures ء-ءه ^٠١٧« «■،ءسمء،م«رءءءءمح ،
and dwt, as at 1 July }ق?و

س/ه; محا
Other shipsContainer shipsGeneral cargo ؛Bulk carriers ءTankers

Total
; o f  registration“

237

10,026

707

990

704

747

603

1,506

1,135

2,334

1,795

206

1,070

200

3,907

7,970

5,510

3,757

3,120

2,844

1,023

1,028

1,071

713

425

(1,609)

1,158
(1,649)

314
(500)

(4ة0)

347
(258)
200

(350)

23,952,1844,171,348

•724,136

67,433,547
(602,752)

60,621,335
(102,387,381)

341,300
(607,305)

104,628,223
(187,527,837)

(11,864)
5,510

(9,115)
5,513

(911بم

(7,369)
13,017

(7,222)
5,002

(6.252)

(5,272)

(5,168)
4,359

(4,450)
2,844

(4,415)

(2,783)
2,502

(2,513)
2,013

(1,880)
1,676

(1,619)

(1,544)
1,417

(1.252) 
1,519 

(902) 
803 

(525) 
1,506 

(475)

(334)
1,135

(315)

آ3لآ

(أ260)
206

(150)
1,070أ

(٣ ٠
1,494,903

(1,691,430)
260,806,637

(404,161,998)

102. Dominican Republic.. .  ٠ ٠. ٠ ٠ . . . .

103. Uganda . . . .  ٠ ٠ . . . . . . . . . . .٠ . .٠ .

104. Zambia . . . . . . . . . . . . . . . . . ٠٠. . .

105. Libyan Arab Republic ٠. ٠ . .٠ ٠ ٠ ..

106. Sri Lanka . . . . . . . . . . . . . . . . . . . .

107. Democratic R ep o lie  of Yiet-Nam

109. Guatemala . . . . . . . . . . . . . . . . . . . .

110. Fiji  

112. Gosta Rica . . . . .  ٠. . . . . . . . . . . . . .

113. Yemen. . . . .  . ٠. . . . . . . . . . . . . . . . .

114. Khmer Republic . ٠ ٠ . .٠.. ٠ . . . . .

115. Tonga . . .  ٠ . . . . . . . . . . . . . . . . .٠ ٠ .

118. ©man . . . . . . . . . . . . . . . . . . . . . . . .

120. Syrian Arab Republic . . . . . . . . . .

121. Democrat© Yemen . . . . . . . . . . . .

123. Gabon . .  ٠ . .٠ ٠ . . . .٠ . . . . . . . . .٠

128. Qatar ٠ . . . . . . . . . . . . . . .٠.. ٠ ٠ . . .

132. FI Salvador . . . . . . . . . . . . . . . . . .

134. Mauritania . . . . . ٠. . . . . . . . . . . .

135. Gambia . . . . . . . . .  ٠. ٠ ٠. ٠ . . . . . . .

136. United Republic o f Gameroon..

137. Sierra Leone ٠ ٠ . . . . . . . . . . . . . .٠ ٠

138. Dabomey . . . . . . . . . . . . . . . . . . . .

139. Gongo . . . . . . . . . . . . . . . . . . . . . .

140. Jordan . . . . . . . . . . . . . . . ٠٠. . . . .

Dther (unallocated) ٠ ٠. ٠ ٠ ٠. ٠ . . . . . . . .

W o r l d  t o t a l

:Excluding ء
(i) United States Great Lakes fleet estimated a t 1,518,737 ^rt (2,429,833 dwt) of 

wmch:؟tankers: 60,000 grt (79,200 dwt): ore a^d bulk ^ rrie rs: 1,508,737 grt

(ii) Canadian Great Lakes fleet estimated a t 1,533,233 grt (2,238,636 d^t^ o f 
0 3 dwt) 085 ؛S880؛3 قل ،ءة (ءآ  dwt); ore and bulk carriers: 1,^34,384 grt

(iii) United States reserve fleet estimated a t 4.3 million grt (4,858,065 dwt) of 
which: tankers: 230,000 grt (360,000 dwt); ore and bulk carriers: 112,000 grt 
(176,000 dwt).

The figures for the United States reserve fleet apply to  vessels o f more than
1,000 grt apd are thus not direetly comparable with the flgures from which they 
have be؟n deducted (but the statistical discrepancy is very small, since few ships 
o f less than 1,000 grt are included in the res€؛ ve fleet).

Source: Lloyd’s Register o f  Shipping: Statistical Tables, 72وئ (London), and 
supplementary data. regarding the Great Lakes fleets o f the United States of 
America and Canada and regarding the United States reserve fleet.

The designations employed in this table refer to ء  flags o f registration and do 
not imply the expression o f any opinion by the Secretariat o f the United Nations 
concerning the legal status o f any country or territory, o r o f its authorities, ٠٢ 
concerning the delimitation o f its frontiers.

١٠ G rt figures are shown on the flrst line; where available, dwt figures are shown 
in parentheses on the second line.

٥ Countries have been ordered according to  dwt tonnage e^cep^wh^re dwt figures 
are not available. In  the case o f flags o f Non-Self-Governing Territories, which 
are listed out o f rank order (see note g  below); the number indicating rمحقk order 
is shown in parentheses.

Ships 100 ٥؛  grt and over, excluding the Great Lakes fleets of the United 
States and Canada and the United Stattô reserve fleet (see also note g).

٠ Gre and bulk carriers of 6,000 grt and over, including ©re/bulk/oil carriers.
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Annex IV

ts, as at 1 JuJy 1972

and dwt) "
Distribution of world fleet by geographical a

in i /100 ءء،ممح grt and /٠ (Vessels

Ofwhich;
Other
ships

Container
ships

General
cargo

Bulk
carriersTankers

3,019,448

221,52^

7,674,697

1,751,965

710,244

75,527

124,600

452,934

85,246

19,174

164,787

101,668

75,609

148,297

205,401

6,502

462,746

513,690

60,191

1,007,006

711,667

843,314

18,350

4,787

78,460

3,200

127,111

1,500

2,941,335

20,581,631

2,202,586

6,243,021

939,397

832,591

3,783,545

235,805

326,831

135,057

313,214

379,506

192,065

104,505

676,348

56,778

3,903,402

2,412,286

1,621,111

548,705
(931,246)

11,707,600
(19,141,671)

463,332
(709.095) 

23,393,109 
(38,797,828)

4,808,308
(8,182,373)

1,188,773
(1,789,160)

257,100
(367.096)

12,000
(20,000)
266,019

(417,458)
1,400,999
;2,368,088)

23,494
(34,314)

(15,^90)

32,543
(48,831)

56,680
(87,105)
32,105

(50,760)

93,139
(146,073)
409,903
(671,813)

14,449,486
(26,2M,720)

(1,432,531)
109,380

(157,126)

4,932,992
(8,441,471)
12,717,207

(22,962,112)
250,117
(399,203)

40,546,481
(72,874,685)

7,785,173
(13,602,828)

490,890
(797,274)

3,660,190

209,813
(319,407)
540,861

(980,942)
1,050,567

(1,756,448)
111,103

(171,401)

(s’,719)

(88,989)

(1,000)
122,315

(190,501)
223,042

(361,128)

263,512
(396,889)
199,404

(315,319)

(ا’,78ه222)

(565)

25,500,907
(48,480,543)

3,979,444
(7,022,780)

223,993
(349,415)

Total

م.1  North America ...............................  10,684,861
(15,605,319)

2. Japan ...............................................  3+929,214
(55,091,546)

3. Ausffaiia and New Zealand . . . .  1,365,911

4. Northern and Western Europe . ٠ 94,330,871

5. Southern Europe . . . . . . . . . . . . . .  23,022,657
(35,309,609)

6. Cemral and Eastern Europe
(exeluding U S S R )...........................  4,592,493

(6,173,615)
7. USSR ................................................ 16,733,674

(17,198,012)
8. China, Democratic ?eople’s 

Repuhlic of ^orea, Demoeraflc 
Republic of V i e t - Na m. . . . . . . . . .  1,236,737

9.1 Western A s i a . . . . . . . . . . . . . . . . . .  1,842,531
(2,687,867)

9.2 Southern and Eastern Asia ، . ٠. .  6,691,245
(9,802,763)

10.1 Northern Afriea ........................... 466,891
(570,612)

10.2 Western Africa ...............................  429,504
(520,071)

10.3 Eastern Afriea . . . . . . . . . . . . . . . .  211,559
(300,487)

10.4 Southern Africa ...........................  511,190
(568,272)

11.1 Caribbean' ...................................  660,169
(900,189)

11.2 Centra! America ...........................  552,821
(703,144)

11.3 South America: northern

(586,558)
11.4 South America: western seaboard . .  1,117,188

(1,395,829)
11.5 South America: eastern seaboard . .  3,459,818

(+772,231)
12. Oceania ...........................................  63,788

(68,916)

Open registry countries:
Eiberia (not included in 10.2) ... ٠٠. 44,443,652

?anama (not included in 11.2) . . . .  7,793,598
(D,391,955)

Cyprus (not included in 5) . . . . . . . .  2,014,675
(2,908,818)
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Distribution of world fleet by geographical areas, as at 1 July 1972
(Vessels o f  100 grt and above; in grt and dwt) “

Annex IV (continued)

Ofwhich:

Other
ships

19,027

166

1,055,820

63,907

^3,952,184

Container
ships

128,611

4,171,348

General
cargo

Bulk
carriersTankers

Total

695,207

678,145

9,310,151

724,136

67,433,547

53,202
(75,345)

(79,70و
15,551,202

(28,006,428)
365,560

(602,752)

(з87,’з8’,102)؛

103,077
(158,543)
142,442

(231,224)

(56,242,505)
341,300

(607,305)

104,628,223
(187,527,837)

Area

870,513 
(1,190,830) 

873,209 
(1,337,872) 
55,995,647

. . . . . . . . . . . . . .  1,494,903
(1,691,430)

W o r l d  t o t a l  260,806,637 
(404,161,998)

Singapore (not included in 9.2) . . .  

Sonralia (not included In 10.3) . . . .

Total of open registry countries . . . .  

Other (unallocated) . . . . . . .م .م. م.م.

>,181 dwt) registered in tlte Bahamas; the Ineation 
tonnage is uncertain.

' o r the eode numbers, see annex I above.

٠ Including 205,862 gr؛ 
o f the e»eet؛ve eontroi of

Source: Compiled from anne^ III above (see notes to  th a t annex).
“ D w t flgures, where available, are shown on the seoond line (in parentheses). 
هب>اءه!هه 1457,924 ٠  grt (676,017 dwt) reg!ste؟e4 in Hong Kong, part o f which 

onnage is believed to  £e controlled by foreign interests.

123



Annex V

and dwt, as at 1 July 1973p, in order of size of fleets, in
in parentheses) ٠

of registration“ and type of shi
(dwt figures are shown

byDistribution of world

Other skips

Ofwhich:

Container shipsGeneral cargoBulk carriers^Tankers
Total .

Flag ofregistration ٠ tonnage^

1. Liberia   49,904,744
(92,354,834)

2. Japan   36,785,094

3. United Kingdom of Great . . . . . .  3 0 5 4 3 لئ59إ
Britain and Northern Ireland . . . .  ( 4 7 , 1?55,2 ا )
(3!) Bermnda   860,953

(47) Hong Kong . . . . . . . . . . . . ز529,’342’ ، 
(482,950)

(55) Bahamas   179,494
(255,656)

(78) Cayman islands . . . . . . . . . .  44,4!9
(66,544)

(91) Gibraltar  ^0,855
(30,444)

(112) Falkland Islands . . . . . . . .  9,494
(5,718)

(113) New Hebrides . . . . . . . . . .  4,369
(5,064)

(118) forkslslands . . . . . . . . . . . .  1,572
(2,160)

(115) St. Vincent   2,247

(128) Montserrat . . . . . . ٠. . . . . . .  711

(129) Gilbert and Fllice Islands ٠. ا2’,193ر

(130) Belize . . . ٠٠٠٠. . . . . . . . . . .  ،620^
(300)

(127) Virgin Islands ( U K ) . . . . . .  876
(1,025)

(1 2 5 )S t.L n c ia   904

(136) Grenada ٠. ٠ . . . .٠ ٠  .٠ . . . .٠  226
(340)

(134) Solomon Isiands . . . . . . . .  629
(483)

(132) St. Kitts, Nevis and
Anguilla   652

(570)
(135) Seychelles   306

(350)
4. Norway   23,621,096

(40,086,773)

(31,437,861)
6. Union of Soviet Socialist

Kepublics   17,396,900
(18,009,493)

7. Panama   9,568,954
(15,152,829)

8. United States of ^ e r ie a ء 
(estimated active sea-going fleet) 10,676,606

(15,094,767)

469,511

3,327,659

2,494,640

41,593

25,878

7,394

693,677

619,480

971,275

146,848

950,683

1,344,805

135,154

3,986

35,200

1,723,755

3,523,102

5,730,942

5,231,668

52,085

159,845

56,125

43,567

1,500

2,100

2,247

711

1,333

620

578

904

192

2,215,246

6,462,506

3,182,121

3,018,357

16,401,016
(29,781,318)

(20,658,924)
6,981,366

(11,784,584)
145,784

(214,306)
127,314

(212,850)
56,680

(87,426)

19,355
(28,288)

29,364,267
(56,648,119)
14,192,676

(26,029,444)
14,107,064

(25,598,149)

(1,099,485)

(45,’s57)
48,735

(77,786)

(14,578,558)
5,812,533

(10,126,951)

388,193
(579,926)

1,382,717
2,206,963

517,523
(1,021,424)

11,162,870
(20,888,392)

6,448,081
(11,477,828)

3,631,762
(5,234,842)
4,383,671

(?,78+033)

4,445,696
(7,797,811)
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and dwt, as at 1 July 1973of registration " and type of sbip, in order of size of fleets, in
كم*ءء «٢« ^٠١٧« in ء-ءهم/؛«رءءءءا ، dwt) ا«

continued)) ̂١ Annex

Distribffiion of world

ه»/م؛هء;

^Container shipsI cargoBulk carriers^TankersFlag ofregistration° tonnage ^؛^٢ ه

9. France   8,288,773

10. Itaiy   8,867,205

11. federal Republic of Gerurauy . .  7 6 7 9 ه إ91إ
(12,147,697)

(8,802,339)
13. Netherla!rds   5,029,443

(7,263,899)
14. Spaiu   4,833,048

(7,091,916)
15. Denmark   4,106,525

(6,489,739)
(94) Faeroe I s l a nds . . . . . . . . . . . .  41,801

(22,216)
16. India   2,886,595

(4,574,156)
17. Cyprus   2,935,775

(4,292,480)
18. Brazil   2,103,319

(3,05^,651)
19. Singapore   2,004,269

(3,020,088)
20. Roland  2,072,531

(2,786,076)
21. Yugoslavia  1,667,183

(2,463,665)
22. Somalia   1,612,656

(2,427,346)
23. Finland   1,545,626

(2,142,073)
24. C h in a   1,478,992

(2,092,961)
25. Argentina   1,452,552

26. P o n u „ l , . . . . . . . . . . . . . . . . . . . . . مةق؛ةآ 
(1,711,435)

27. Belgium   1,161,609

28. Republie of Korea . . . . . . . . . . . .  l',103,925

29■ German Demoeraric Repubiic . .  1 0 3 7, ذ1و

30. Australia . . . . . . . . . . . . . . . . . . . .  1 2 0 5 إ160ئ

(90) New Guinea . . . . . . . . . . . .  27,827

32. Rhilippines . . . . . . . . . . . . . . . . . . . .  947,210
(1,312,228)

33. Kuwait   676,879

3 4 . R u i g a r i a . . . . . . . . . . . . . . . . . . . . . .  ٢ ’756 ت74زو
(1,057,554)

35. Turkey   756,807
(939,160)

36. Israel   645,391
(890,174)

37. ludonesia   668,964
(792,336)

38. ?ak islan   503,429
(701,694)

719,137

1,215,416

401,774

480,058

747,753

372,266

35,734

139,895

77,222

91,700

27,054

346,000

50,525

2,026

191,771

125,922

234,757

105,640

164,596

219,498

141,786

5,499

44,124

38,464

92,067

148,767

29,187

82,059

36,418

135,521

69,161

613,808

151,727

153,165

140,225

1,036

3,451

3,123

77,8

1,419,765

1,278,966

2,977,640

1,089,283

1,025,406

1,222,596

6,067

1,314,740

2,137,943

1,005,151

1,029,662

1,058,771

1,180,015

557,310

1,137,797

667,832

481,627

316,454

388,074

620,927

22,074

646,829

214,675

249,942

523,011

455,061

1,061,887
(1,770,447)
2,866,271

(4,859,207)
2,006,641

(3,402,543)
2,131,755

(3,533,884)
455,837

(720,109)
838,516

(1,457,742)
515,274

(856,480)

1,118,844
(1,933,440)

280,168
(423,035)

(ةقةئق>
464,818

(757,137)
637,478

(972,791)
383,274

(788^,63)

|(ج

(91,852)
52,811

(84,825)
124,855

(192,883)
73,340

(117,708)
394,339

(664,723)
204,626

(332,846)
207,187

(315,713)
452,123

(699,479)

ا468) (1أ

>ثأئأق
52,034

(80,409)
288,015

(455,115)

11,950
(17,250)

4,952,463
(9,076,879)
3,437,391

(5,901,239)
1,776,626

(3,271,836)
1,894,801

1,972,008
(3,416,419)
2,200,565

1,856,204
(3,498,699)

313,116
(531,041)
440,442

(684,365)

(1,122,’ا80)
427,054

(743,034)

(43,735)
250,745

(423,480)
157,643

(259,535)

,،(ة:أق

(قق:ئة)
533,943

(782,272)
476,396

(837.109) 
314,140 

(508,195) 
343,178 

(590,079) 
171,425 

(293,092)
230,501

(365,409)

(165)
187,913

(311.109) 
423,740 

(793,637)
194,786

(312,152)
186,518

(292,843)

(642)

(91,674)
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s, !١١ grt ^ ١١١! dwt, as at 1 July 1973ord.r of size of ] ١١! ,of ship ء ration “ aud ©ه
، (shown ،■« parentheses ؛،ءم (dwt figures

Annex V (continued)

by flag ofof worid ه!0اا قا © سطأ

Other ships

Ofwhich:

General cargo أ  Container shipsBulk carriers^TankersFlag o f  registration ٠ tonnage^

٧هلثه .39 zuه!a   478,643

40. Ganada ء (€X£luding Great Lakes) 930,719
(650,677)

41. Romania   474,497
(642,341)

42. Mexico   453,024
(630,510)

43. Ghiie   383,886
(554,696)

44. Guba   416,305

45. South Africa . . . . . . . . . . . . . . . . . . إ90ث75لا 
(530,730)

46. Peru   448,325
(487,919)

(328,096)
49. Iraq   228,274

(322,400)
50. Ireland   229,349

(307,762)
51. Switzerland  202,764

(306,735)
52. Golombia   233,881

(290,619)
53. Thailand   182,043

(276,143)
54. Iran   192,386

(257,281)
56. Malaysia    226,350

(254,984)
57. Uruguay  14^,664

(220,911)
58. Algeria   162,832

(193,505)
59. Ghana   165,565

(183,370)
60. ^ b a n o n   119,468

(176,248)
61. New Zealand  156,503

(159,412)
62. Austria   95,769

(169,245)
63. Gzechoslovakia  86,510

(143,048)
64. Nigeria   110,015

(142,650)
65. Ivory Goast   88,749

(131,156)
66. Is lan d    142,777

(106,420)
67. Maldives   76,963

(98,443)
68. Madagascar   63,919

(97,691)
69. F e u a d o r . . . . . . . . . . . . . . . . . . . . . .  7 5 7 5 وإ

70. Saudi A rabia  58,530
(79,491)

71. Alhania   57,068
(78,000)

65,875

503,030

97,930

73,071

171,089

125,214

37,396

30,346

36,405

277

6,237

14,231

19,177

16,654

7,430

56,647

50,413

560

4,933

1,475

4,440

6,260

119,980

141,879

129,503

100,011

213,072

280,342

213,000

162,191

47,743

145,732

203,252

65,380

111,436

119,672

42,477

51,227

115,152

118,908

76,963

29,139

98,068
(149,882)
190,200

(279,400)
32,105

(50,760)

>(ئة:جأ

24,114
(36,421)
29,171

(43,711)

148,307
(2ثثئثإ)

(83,968)

85,407
(95,370)

23,494
(34,314)

- 107,333 - 49,170

22,712
(34,188)

67,125 5,932 -

61,404
(98,699)

25,106
“

- 95,630 - 11,906

- 82,365 - 6,384

- 58,061 - 82,003

(448ت2و7)
187,742

(255,269)

(89,853)
247,837

(396,318)
87,001

(144,861)

(77,805)
15,206

(19.000) 
80,940 

(122,162) 
69,160 

(106,796)
150,185

(245,159)

(4,762)
2,900

(4.000) 
14,392 

(21,865) 
^102,43 
(175,994) 

61,773
(96,117)

4,617
(6,635)

92,757
(151,168)

31,464
(49,771)

2,479
(3,443)

2,713
3,374)

29,847
(46,551)
24,662

(40,943)
17,098

(27,975)
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Annex V (continued)

and dwt, as at 1 Juiy 1973ration “ and type of ship, in order of size of fleets, in
(dwt figures ،٠٢؛  shown in parentheses) ٠

Distribution of worid

Other ships

Ofwhich:

ContainershipsGeneral cargo^Bulk carriers^Tankers
Total ,

Flag ofregistration ٠

16,381

7,950

801

4,3^0

41,^90

1,984

10,0^6

1,120

7,212

3,429

1,785

642

7,111

4,916

7,678

964

5,391

237

646

250

200

34,285

62,548

45,449

52.779

43,303

26,940

34,646

30,980

32,274

37,158

14,763

770

17,819

10,533

13.779 

4,132 

6,045

8,470

12,253

7,972

5,987

(31و200)

10,764
(15,290)

10,503
(15,537)

(14,239)
1,223

(1,703)
1,478

(1,709)

23,937
(37,055)

ةئ,.ء

9,791
(15,810)

5,016
(8,531)
1,454

(2,084)

(261)
6,433

(9,600)
23,294

(35,331)

(4,114)

(ث,’يثما
3,197

(5,054)

(5,246)
347

(258)
26,000

(47,000)
1,021

(1,202)
2,658

(3.609) 
4,713 

(6,390)

(1.609)

60,601
(74,123)
67,274

(73,126)
54,877

(72,711)

(72,’г72)
48,093

(67,525)
56,125

(67,387)
46,504

(58,718)

(57,287)

60,347
(55,458)

(55,291)
43,754

(50,520)

(44!s85)
28,371

(37,262)
28,408

(36,390)
28,062

(36,037)
21,930

(32,539)

(32,0М)
21,722

(30,165)
15,564

(22,66أ)

(20,108)
17,032

(17,440)
12,428

(16,739)
36,878

(14,884)
15,035

(14,551)
10,498

(14,436)
15,659

(12,894)

(12,’ة0)
(ا,؛424)

(1أا,022)
6,187

(10,475)

72. Bangladesh

73. Honduras .

74. В и ^ а

75. Hungary . . .

76. Ethiopia . .

77.M oroeeo

79. Nauru -- ---

80. Zaire - --

81. Demoeratie People’s Republic of

82. Republic of Viêt-Nam . . . . . . . . . .

83. Sri Lanka ٠ . . . . . . . . . . . .٠ ٠ . . .٠ .

84. Sudan - - - - - - - - - - - - - - - - - - - - -

85. United Republic of Tanzania . . . .

86. Tunisia . . . . .  ٠ . . . .٠ ٠. ٠ . . . . . . . .

87. Monaeo - - - - - - - - - - - - - - - - - - - - - -

88. P a r a g u a y . . . . . . . . . . . . ٠٠. . . . . . . .

89. Nicaragua . . . . . . . . . . . . . . . . . . . .

92. Kenya . . .  ٠..٠ . . . . . . . . . . . . . . . . .

93. Mauritius - - - - - - - - - - - - -  -- ---

95. Guinea  

97. Gabon . . . . . . . . . . . . .

98. Ubyan Arab Republie .

99. Guyana ٠ ٠ . . . .٠ . . . . . ,

00. United Arab Emirates , 

.01. Trinidad- - - - - - - - - - - - -

02. Dominiean Republic..  

.03. Jamaica -

.04. Guatemala . . . . . . . . . .

05. Jordan  
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Annex V {concluded)

of fleets, in grt and dwt, as at 1 July 1973by flag of registration “ aud type of sbip, in order of s
(dwt figures are shown in parentheses)

Disfributio■• of world

Ofwhich:

Other shipsContainer shipsB u ik م-اهء;ءه-ء ٠  General cargoءTankers
Total ,

Flag o f  registration ٠

1,97!

2,943

707

210

844

1,168

1,226

1,847

2,262

1,010

2,895

603

474

443

1,210
69,427

5,510

5,513

7,091

5,600

ة844

1,444

1,023

1,071

1,035

713

641

25,831,5018,763

691,117

67,625,742

376,791
(620,248)

69,817,618
(118,921,992)

(400)
314

(500)

433
(575)

165
(150)

200
(350)

329,976
(587,502)

115,025,153
(209,187,044)

5,510
(9,115)

5,513
(9,110)

(8ء69)؟
11,022

(7,349)
7,151

(6,615)
5,002

2,844
(4,415)

2,090
(2,8مم)

(2,513)
3,045

(2,155)
2,249

(2,125)
2,057

(1,957)
3,047

(1,918)

(1,252)

(1,189)
(1,651)
(1,0سم)

(622)
803

(إ525)

(334)
474

(150)
443

(55)
1,210

1,467,311
(2,175,746)

07. Zambia - - - - - - - - - - - - - - -  -

08. €©sta Rica . . . . . . . . . . . . . . . . . . . .

09. Malta . . .  ٠. ٠.. ٠ ٠ . . . . . . .٠... ٠ ٠ .

10. Fiji . . . . . . .  ٠. ٠ . . . . . . . . . .٠ . . . . .

11. Democratic Republic of Viet-Nam 

14. Yemen . . . . . . . . . . . . . . ٠٠٠. . . . . . .

16. ^ m e r  Republic . . . . . . . . . . . . . .

17. Tonga . . .  ٠. .٠... ٠. ٠ ٠.٠ . . . . . . . .

19. Rahrain ٠ ٠. ٠ . . . . . . . .٠ . . . . .٠ . . .

20. Dman . . . . . . . . . . . . . . . . . . . . . . . .

21. Syrian Arab Republic . . . . . . . . . .

22. Sierra Feone . . . . . .  ٠ . . . . . .٠ . .٠ .

23. Democratic Yemen . . . . . . . . . . . .

24. Barbados . . . . . . . . . .  ٠. ٠ . .٠ . . . .

26. Gambia -

31. United Republic of Ganeroon . .  

33. Qatar . . . . . . . . . . . . . . . . . . . . . . . .

37. Mauritania . . . . . . . . . . . . . . . . . .

38. Dahomey . . .  ٠ . . .٠ . . . . . . . .٠. ٠ .

39. FI Salvador  

40. Gongo . . . . .  
Dther (unallocated)

8,777
(444ا5(8,651

W o r l d  t o t a l

;Excluding ء
(i) United States G reat Lakes fleet estimated a t i ,735,826 grt (2,759,963 dwt) 

ofwhich: tankers: 45,532 grt (60,i02 dwt); ore and huik earriers; i,5ifl,i69 grt 
(2,4 €ا27ه ,  dwt).

(!!) Uan^dian Great Lakes flee؛ e؟t!^a ted  a t i , 4 9 8 ؟,؟3  grt (2,178,441 dwt) of 
which; tankers; 64,515 grt (96,]27 dwt); ore and bulk carriers; 1,208,587 grt

(iii) United States r؟ ser¥e fleet estimated a t 2.5 million grt (2,؟75,0؟؟  dw؛) of 
which: tankers: 230,000 grt (360,000 dwt); ore and hulk carriers; il2,000 grt 
(276,000 dwt).

The flgures for the United States reserve fleet apply to vessels o f more than
1,000 grt and are thus pot directly comparable with the figures front which 
ه ey have been deducted (hut t؛ie statistical discrepancy is very small, since few 
ships o f less than 000,ا  grt are included in the reserve fleet).

Shipping: Statistical Tables, 1973 (Lpn^on), and /٠ Source: Lloyd's Register 
a t Lakes fleets o f  (he Uni،ed Statds and؛supplementary data regarding the G r 

Canada aud fegarding the United States reserve fleet, 
his table refer to flags o f registration and do؛ “ The designations employed in 

he United Nations؛ sion o f any opinion by the Secretariat o f؛pre؟not i^p ly  the e 
any couptty o r territory, or o f its authorities, or ؟us o؛concerning the legal sta

concerning the delimitation o f its frontiers, 
te flrst line; where available, dwt figures are shown؛؛ ، G rt figures are shown on

in parentheses on the second line. 
e dwt؛' Gonntries have been ordered aC€Ord[ng to  dwt topnage excppt ^ h e 

n؛^r!torie,؛ g؛ern؛^elf-Go-؟figures are not available. In  the case o fflag so f N pn 
below), the nttmher indicating rank ة which are listed out o f rank order (see note

order is shown in parentheses, 
excluding the G rea^Lakes fleets o f the United ,؛and over ؛٠٠٠ $ a

.Ore and bulk carriers o f 6,000 grt and over, including ore/bulk/oil carriers ء
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Distribution of ١٧oгlه fleet by geographical areas, iu grt and dwt, as at 1 July 1973
(Vessels o f  100 ^ ٢؛  and above) ٠

Annex VI

Ofwhich:

OtherContainer
ships

General
cargo

Bulk
carriersTankers

Total
Area tonnage

L* North A m erica..................................  12,468,278
(ل7,171,964)

2. Japan   36,785,094

3. Australia and N ٥١٢ Zealand . . . .  1,316,708

4. Northern and Western Fmope . .  97,104,361
(153,132,084)

5. Southern Furope . . . . . . . . . . . . . .  27,855,873
(43,681,830)

6. Central and Fastetm Furope
(excluding U SSR )  4,719,972

(6,318,562)
7. U S S R   17,396,900

(18,009,493)
8. China, Democratic ?eople’s

Republic of Korea, Democratic 
Republic o f Viet-Nam . . . . . . . .  1,544,341

9.1 Western Asia . . . . . . . . . . . . . . . . . .  1,939,793
(2,876,386)

9.2 Southern and Fastern A s ia ، . . . .  7,137,310
(10,368,832)

10.1 Northern Afriea   563,488
(654,698)

10.2 Western A fr ica   459,251
(572,839)

10.3 Fastern Africa   227,276

10.4 Southern Afriea . . . . . . . . . . . . . . ؛490751 
(530,730)

11.1 Caribbean  672,644 ء 

11.2 Central America . . . . . . . . . . . . . .  560,490
(756,257)

11.3 Sonth America: northern
seaboard   509,337

(681,010)
11.4 South America; western seaboard 1,132,067

(1,429,823)
11.5 South America: eastern seaboard 3,729,959

(5,194,098)
12 ©ceania   91,175

(106,043)

م،أ م « registry countries:
Liberia (not included in 10.2) . . . . . .  49,904,744

(92,354,834)
Panama (not ineluded in 11.2) . . . .  9,568,954

Cyprus (not inoluded in 5) . . . . . . . .  2,935,775
(4,292,480)

1,515,898

3,327,659

190,956

8,168,481

756,296

91,383

127,324

560,406

105,602

79,238

78,944

152,771

235,881

14,515

469,511

619,480

77,222

1,723,755

83,123

2,790,689

30,489

3,451

146,8

3,212,3^1

5,730,942

360,005

18,589,753

9,203,126

2,224,352

6,462,506

150,349

409,045

196,061

131,871

679,162

1,733,126

3,523,102

3,182,121

2,137,943

761,375
(1,385,613)

(20,658,924)

(699,479)
25,319,028

(42,611,386)
7,179,052

(12,443,886)

(1,934,916)
388,193

(579,926)

52,811 1,151,044
(84,825)

288,015
(455,115)

792,778

616,485,
,؛710,224)

3,894,443

23,494
(34,314)

284,322

21,267
(30,827)

339,646

24,114
(36,421)

(87,426)
32,105

(50,760)

(146,07و
442,590

(723,289)

(31,2س)

16,401,016
(29,781,318)

(2,206,963)
280,168

(423,035)

(9,152,565)
14,192,676

(26,029,444)
230,501

(365,409)
42,236,410

(76,961,480)
9,562,305

(16,933,447)

453,357
(738,832)

3,631,762
(5,234,842)

249,103
(381,874)

ةةة؛,م)
1,062,525

(1,778,952)
136,652

(21/791)

(9,097)
20,^57

(88,921)
15,206

(19,000)
101,317

(00,^157)
253,086

(404,128)

298,522
(455,889)

(32/831)
1,318,362

(2,059,734)

(565)

29,36+267
(56,648,119)

4,383,671
(7,781,033)

440,442
(684,365)
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Distribution of world fleet by geographical areas, in grt and dwt, as at 1 July 1973
(Vessels o f  100 ^ ٢؛  and above) “

Annex VI (continued)

٢̂ ^٠  ships

Ofwhich:

Container shipsGeneral cargoBulk carriersTankers
Total

Area

654

1,195,293

69,427

55,681

203,494

8,763 25,831,501

1,029,662

1,180,015

11,052,843

691,11?

464,818
(757,137)
272,972
(428,687)

18,801,691
(33,597,140)

376,791
(620,248)

427,054
(743,054)
157,643

(259,535)
34,773,077

(66,116,086)
329,976

(587,502)

67,625,742
(118,921,992)

2,004,269
(3,020,088)
1,612,656

(2,427,346)
66,026,398

(117,247,577)
1,467,311

(2,175,746)

Singapore (not included in 9.2) 

Somalia (not ineluded in 10.3) 

fo ta l of open registry countries 

Dtlier (unallocated) . .  ٠ . . . . .٠ ٠ .

115,025,153
(209,187,044)

8,777
8,651)(444,5

W o r l d  t o ^ l

 Including 179,494 grt (255,656 dwt) registered in the Bahamas; the location ء
o f the effective cohtrol o f this tonnage IS uncertain.

٠ ^ o r an explanation o f the code numbers, see annex I above.

Source: Compiled from annex III above (see notes to  tha t annex).
٠ D w t figures, where available, are shown on the second line in parentheses.
١* Including 342,529 grt (4^2,9هلإ dwt) registered in Hong Kong, part o f which 

tonnage is believed to  be controlled by foreign interests.
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Additions to and not changes in the merchant fleets of deveioping countries and territories dnring 1971 '
(Thousand ^٢؛  and dwt; vessels ٠/ ٢؛^ 1,000  and over)

Annex v n

س/م; محء

Tankers Bulk carriers Freighters Others
A ll ships

Num- Num- Num- Num- 
Nimiber grt dwt ber grt dwt her ٤٢؛ dwt ber ٤٢، dwt ber ٤٢، ؛،١٧،

9.1، Western Asia 

»٢٠/
. و 49 66 — — — — — — 5 49 66 — - . . . . . . . . . Additions

- — — 64 48 4 — — — — — — 64 48 4 ..new deliveries .•س/م محآ
--- 33 24 2 - - -- - - 33 24 2 ٠٠٠. . . . . Net additions

- - - 27 20 2 - -- - - - 27 ©2 2 . . . . . . . . . . Additions
- — — 27 20 2 — — — — — — 27 20 2 ..new deliveries

- - - 27 20 2 -- - - - 27 20 2 . . . . . . . .Net  additions

Israel
- - - 16 11 2 - - - - - - 16 11 2 . . . . . . . . . . Addifions

new deliveries.. — — — — — — — — — — — — — — — .•اا/م'محيه
(2)— (8)— (1)— (9)— (8)— (1)— — — — — — — (11)— (16)— (2)— . . . . . . . . Net additions

PnwM*
- - - 39 31 4 - - - - - - 39 31 4 . . . . . . . . . . Additions

- — — 38 30 3 — — — — — — 38 30 3.. ofwhich: new deliveries
- — — 34 28 2 — — — — — — 34 28 2 . . . . . . . .Net  additions

Lebanon
- — 6 4 1 — — — — — — 6 4 1 . . . . . .٠. . . Additions

new deliveries.. — — — — — — — — — — — — — — — ;س/ه؛س
- - (66-) (42-) (9-) (7-) (5-) (2-) - - - (73-) (47-) (11-) . . . . . . . . Net addifions

Saudi Arabia
- - - 10 7 1 - - - 28 17 1 38 24 2 ٠٠٠. . . . . . . Additions

new deliveries.. — — — — — — — „ — — — — — — — .•ء أ/م>،ج'ه
- - - 3 3 - - - - 29 16 1 32 19 1 . . . . . . . .Net  additions

United Arab Emirates

new deliveries.. — — — — — — — — — — — — — — — ;ء س/م'ه ء
- — — 3 2 1 — — — — — — 3 2 1 . . . . . . . . Net additions

Sub-total Western Asia

Additions . 167 124 16 - 28 17 1 195 141 17 . مم..مم م.  -  -  -
ofwhich: new deliveries. ٠ 9 98 129 — — — — — — 9 98 129 -  — —

Ne t a d d i f i o n s . . . . . . . .  - (5 )  30 45 1 16 29 - (2 )  - (5 )  - ( 7 ) - ( 3 )  27 25 - ( ! )  - (8 )  - (2 )

9.2 Southern and Eastern Asia

«/ءمح'ه
9 14 4 99 159 11 88 127 2 19 25

- ( ! )  - (3 )  4 99 159 -  20 22 2 18 26

14 23 -  -  -  2 21 30 -  -  -

14 23 - ( ! )  -(18 ) -(22) - (5 )  - (4 )  - (4 )  -  -  -

131

Additions - - - - - - - - - - 18 215 325
ofwhich: new deliveries .. 8 111 176

Net additions . . . . . . . . 136 204

Indonesia
Additions - ----- - - ٩ 35 53

ofwhich: new deliveries ٠ .
Net additions . . . . . . . . - (5 ) -(8 ) -(3 )



Annex v n  (continued)

Additions to and net changes in the merchant fleets of developing conntries and territories daring 1971 ٠
(Thousand grt and dwt; vessels o f  1,000 grt and over)

Ofwhich:

Tankers Bulk carriers Freighters Others
A ll ships

Num- Num- Num- Num-
Number grt dwt ءه٢  grt dwt ber grt dwt ber grt dwt ber grt dwt

9.2 Southern and Eastern Asia ( مء«ء««؛محء )

Republic ofKorea
Additions ٠٠٠. . . . . . .  10 195 342 4 172 304 -  -  -  5 18 30 1 5 8

ofwhich: new deliveries. .  4 152 276 2 146 267 — — — 2 6 9 — — —
Net a d d i t io n s . . . . . . . .  4 104 1 69 3 106 170 - ( I ) - ( I O )  -(1 4 )  1 3  5 1 5  8

Malaysia
Additions . . . . . . . . . .  3 32 35 -  -  -  -  -  -  3 32 35 -  -  -

م/م/هءآء .• new deliveries.. 3 32 35 — — — — — — 3 32 35 — — —
Net additions . . . . . . . .  1 27 27 -  -  -  -  -  -  1 27 27 -  -  -

Maldives
Additions . . . . . . . . . .  8 24 29 -  -  -  -  -  -  8 24 29 -  -  -

ofwhich: new deliveries. .  — — — — — — — — — — — — — — —
Net additions . . . . . . . .  8 24 29 -  -  -  -  -  -  8 24 29 -

Pakistan
Additions . . . . . . . . . .

ofwhich: ne^ deliveries . .
7 58 67 - -- 12 117 د 40 45 دةل

- ( ! ) 11 ئ - -- 1 -)!( -- 14 ت - -(4) -

9 23 28 7 107 و
٩ 7 10 1 ٩ ء 7. 4 4

- ( 4 ) - (4 0 ) -(6 5 ) د
7 10 (-ل) (-5) -(9) (-و -(50) -(70) ء ء 4

4 13 20 1 ء ب о8 13 ل о2
١٩١ 1 ١
4 13 20 قدل — —— 28 13 1 2 2

Philippines 
Additions . . . . . . . . . .

ofwhich: new deliveries . .

Thailand 
Additions - - - - - - - - - -

ofwhich: new deliveries ٠. 
Net additions - - - - - - - -

Republic ٠/ Viet-Nam
Additions - - - - - - - - - -

ofwhich: new deliveries . ٠ 
Net additions .. ٠٠٠...

Sub-total Southern مح«ه
Eastern Asia

Additions . ٠٠. . . . . . .  63 596 901 10 205 356 5 111 176 40 239 323 8 41 46
،>/tv/!؛e^;new deliveries.. 19 305 502 3 149 272 1 46 86 12 98 131 3 12 13

Net additions . . . . . . . .  15 268 386 9 129 205 -  67 114 -  43 27 6 29 40

9 0 1 1 0 2 0 5
5 0 2 ٩ 1 4 9
3 8 6

و
1 2 9

109611 222
631 ٩ 149
43110 145

T o t a l  A sia

46 41 8 490 363 56 176 Additions . . . . . . . . . .  80 737 1096 11 222 384 5 IN
13 13 3 260 195 21 86 46 1 272 149 3 631 403 28 ..e^;new deliveries^؛w،</

38 21 5 53 70 (3-) 107 62 (2-) 234 145 10 431 298 10 . . . . . . . .Net additions

10.1 Northern Africa

18 31 1 4 3 1 — — — 50 32 1 72 66 3 . . . . . . . . . . Additions
18 31 1 — — - - — — — — — 18 31 1 ..c/!.newdehveries/؛؛w،</

17 31 ! 4 3 1 - - - 50 32 1 71 66 3 . . . . . . . . Net additions

- - - 6 2 5 - - - - - -6 5 2 . . . . . . . . . . Additions
new deliveries. س/ه؛مح; — — — — — — — — — — — — — — — .

. 2 5 6— — — — — — ح — — — . . . . . . .Net additions

Morocco
Additions . . . . . . . . . . م/جم'هء— — 6 4 2 — — — — — — 6 4 2  .• new deliveries.. — — — — — — — — — — — — — —
Net addi t i ons . . . . . . . .  1 —(1) - ( 2 )  -  — -  — — — 1 - ( f )  —(2) — —
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Annex vn (مء«//«ء،محء)
' 1971 of developing countries und territories duriug

ممثم grt مح«ه رمءر،م ssels ٠/ ا،
inges in the merchant fle(

;dwt ا»مح،  (Thousand grt
Additions to and net

Ofwhich:

OthersFreightersBulk carriersTankers
A lls

grt dwt
Num-

dwt
Num• 

dwt ber grt
Num- 

dwt ber grt
Num- 

dwt ber grtgrtNumber

23
23
22

35
35
35

16

1©
1©
1©

6© -  -
1© -  -33

9©

1©
1©
1©

41

10.1 Northern Africa ( سء،ا««محء )

Tunisia 
Additions . . . . . . . . . .

ofwhich: new deliveries . .  
Net additions - - - - - - - -

Sub-total Northern Africa
Additions . . . . . . . . . .

ofwhich: new deliveries . .  
Net addidons . . . . . . . .

36 -

36 -

24

24

36

36

24

24

10.2 Western Afriea

Congo
Additions . . . . . . . . .

ofwhich: new deliveries . 
Net additions - - - - - - -

Ivory Coast 
Additions - - - - - - - - -

ofwhich: new deliveries - 
Net additions - - - - - - -

33

324

51 -  -33

32

Additions - - - - - - - - - -
ofwhich: new deliveries . .  

Net additions . . . . . . . .

Sub-total Western Africa 
Additions . . . . . . . . . .

ofwhich: new deiiveries ..  
Net additions . . . . . . . .

4

4

9 -  -  -

23
23
22

35
35

24

104
7-7

9
4

55

4

10

4 -

4 -

43

52

215

190

22

45

34

163

146

1©.3 Eastern Africa

Kenya 
Additions - - - - - - - - -

ofwhich: new deliveries. 
Net additions - - - - - - -

Madagascar 
Additions . . . . . . . . .

ofwhich: new deliveries. 
Net additions - - - - - - -

Sub-total Eastern Africa 
Additions - - - - - - - - -

ofwhich: new deliveries. 
Net additions . . . . . . .

20

17

T o t a l  A e r ic a

Additions - - - - - - - - -
ofwhich: new deliveries.

Net additions

-  - ( ! )  - ( 3 )  - ( 5 )  -  -

34
16

23
11
23

34
16

23
11
20

11.1 Caribbean

Cuba
Additions . . . . . . . . .

ofw hich: new ^liveries. 
Net additions - - - - - - -
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Annex vn (continued)

Additions to and not changes in the merchant fleets of developing countries and territories during 1971 '
(Thousand grt and dwt; vessels ٠/ 7ممم  grt مح«ه over)

Ofwhich:

Tankers Bulk carriers Freighters Others
AUships

Num- Num- Num- Num- 
ء dwt ber grt dwt ber grt ؛،١٧، ber grt ؛،١٧/ ber grt ؛،١۶، Number ء̂

11.2 Central America

Honduras 

Additions . . .

ofwhich: new deliveries. 
Net additions - - - - - - -

Mexico
Additions . . . . . . . . . .  4 35 3^ -  -  -  -  -  -  3 23 26 1 12 6

م/س؛س ; new deliveries.. 2 25 18 — — — — — — 1 13 12 1 12 6
Net additions ٠ . . . .٠ . .  3 32 26 -  -  -  -  -  -  2 20 20 1 12 6

Nicaragua
Additions . . . . . . . . . .  1 1 2 — — — — — — 1 I 2 — — —

ofwhich: new deliveries. .  — — — — — — — — — — — — — — —
Net addi t i ons . . . . . . . .  — —(4) —(7) — — — — — — — —(4) —(7) — — —

Sub-total Caribbean and 
^£« ؛٢٠ / America

Additions . . . . . . . . . .  9 61 70 3 23 34 -  -  -  5 26 30 1 12 6
ofwhich: new deliveries. .  3 36 34 1 11 16 — — — 1 13 12 1 12 6

Net addi t i ons . . . . . . . .  6 50 50 3 23 33 -  -  -  2 15 11 ! 12 6

11.3 ^outh America: 
northern seaboard

£«£+ء£«ا،ا

ofwhich: new deliveries. .  2 19 24 — — — — — — 2 19 24 — — —
Net additions . ٠... ٠ . .  2 29 44 -  9 18 1 6 8 1 14 18 -  -  -

Sub-total South America:
Northern seaboard

ofwhich: new deliveries. .  2 19 24 — — — — — — 2 19 24 — — —
Net additions . . . . . . . .  2 29 44 -  9 18 1 6 8 1 14 18 -  -  -

11.4 ^outh America: 
western seaboard

Chile
Additions . . . . . . . . . .  2 47 84 -  -  -  -  -  -  1 10 16 1 37 68

ه/س£؛ا؛م • new deliveries.. 2 47 84 — — — — — — 1 10 16 1 37 68
Net additions . . . . . . . .  — 42 81 — — — — — — — 8 14 — 34 67

Colombia
Additions . . . . . . . . . .  5 34 42 -  -  -  -  -  -  4 24 30 1 10 12

ofwhich: new deliveries. .  2 21 24 — — — — — — 1 11 12 1 10 1^
Net additions . . . . . .  ٠. 4 33 40 -  -  -  -  -  -  3 23 28 1 10 12

?£٢«
Additions . . . . . . . . . .  4 29 44 1 13 20 1 12 17 2 4 7 -  -  -

ofwhich: new deliveries. .  — — — — — — — — — — — — — — —
Net addi t i ons . . . . . . . .  1 2 8 1 13 20 -  - ( 7 )  - ( 7 )  -  - ( 4 )  - ( 5 )  -  -  -

Sub-total South America:
Western seaboard

Additions . . . . . . . . . .  11 110 170 1 13 20 1 12 17 7 38 53 2 47 80
ofwhich: new deliveries. .  4 68 108 -  — — — — — 2 21 28 2 47 80

Net addi t i ons . . . . . . . .  5 77 129 1 13 20 -  - ( 7 )  - ( 7 )  3 27 37 1 44 79
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Annex vn (concluded)

Additions to and net changes in the merchant fleets of developing countries and territories during 1971 '
(Thousand grt and dwt; vessels o f  /,٠٠٠  grt and over)

Ofwhich:

OthersFreightersBulk carriersTankers

Num-
dwt >̂،?٢ grt dwt

Num- 
dwt ber grt

Num- 
dwt ber grt

Num- 
dwt ber grt

A ll ships

Number

ة.11  South America:

44 -  -
11 -  -

36

26

127 143 - ( ! )  -(1 0 )  - ( 4 )

-  17

-(5 4 )  -

41
41
20

-  - ( l ) - ( 4 )  - ( 6 )  -  -  -

1 46 81

135 155 
107 122 
102 141

25 37 264 324
-  22 210 246

1 21 205 231

918
533
364

421
330

201 108 

107 30

18

129
46
61

30

112
76
32

220
92

103

374

3 1 49 39

؟(-0) (-26) (-2) (-3ق6)

30
30
16

42
20
42

53
22

142
64
67

173 210
166 201
133 159

66
30

325

193

424
416

42
20

161

333
317

1383 1966 25 420
793 1115 10 219
761 1037 19 268

Argentina 
A ddition . . . . . . . . . .  6

٠/  which: new deliveries . .  3
Net additions . . . . . . . .  1

Brazil
Additions . . . . . . . . . .  20

٠/  which: new deliveries . .  18
Net additions . . . ٠٠. . .  14

Uruguay
Additions . . .  . . . . ٠٠. 2

س'مح م/ء .• new deliveries.. 1
Net additions . . . . . . . .  1

Sub-total South America: 
£ ^ ،£ ٢« seaboard 

Addidons . . . . . . . . . .  28
٠/  which: new deliveries . .  22

Net additions . . . . . . . .  16

T o t a l  L a t in  A m e r ic a

Additions . . . . . . . . . .  53
٠/  which: new deliveries . .  31

Net additions . . . . . . . .  29

Total ءءءءمح>كء ءمم/  countries 
and territories مه ا؛ ء

Addidons . . . . . . . . . .  153
٠/  which: new deliveries. .  64

Net additions . . . . . . . .  56

Tankers: Algeria: I vessel—31,500 grt (50,000 dwt): Cuba: 1 vessel— lo.soo grt 
(16,300 dwt).
Bulk carriers: Venezuela: 1 vessel—5,500 grt (7,600 dwt),

ج جإعمحمح,ه0جعو و أ11ئة ممء
(1,600 dwt).’ ٢ ١٠ ٠ ٠  VQSSQ , grt

١٠ For an explanation o^ tbe  code numbers, see annex I  above.

Source: Compiled from data regarding additions and deductions to  merchant 
fleets which were mRde available to  the secretariat by the United States Department 
o f Commerce, Maritime Administration.

Figures regarding the acquisition o ء f second-hand ship؟, per country, may be 
obtained by deducting “ new deliveries”  from “ additions” . W ith respect to  the 
countries Mentioned hereafter, however, the following breakdown figures of 
“other additions”  should also be taken into account:
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Annex v ï i l

" 1972 inges in the merchant fleets of developing countries and territories dnring
(over ئس o f 1,000 grt محس /ءمامح ،ءممءر/ء Thousand grt)

Additions to and net

Ofwhich:

OthersFreightersBulk carriersTankers
A ll ships

dwtdwt Number grt dwt Number grt dwt Number grtNumber grt dwt Number

52 44

52 44

25 33

17 23

16 -  -

16 -  -

11

11

20

20

64 106 -  -
64 106 -  -
64 106 -

49

39

133
133
133

45 52 2 - -

(90( - )67( - )0- ) - ؛

59 -  -  -5 46
3 30
4 44

59

56

- ( l ) - ( 2 ) - ( 4 )  -  -  -

14 147 170
7 102 110

122
106
122

4

4

10 14 -  -  -

10 14 -  -  -

5 97 165
4 87 151
4 87 151

8 66 101
5 51 78

32 51

11 18 — — —

10 14

10 14

9.1، Western Asia 
Iran

Additions - - - - - - - - -
ofwhich: new deliveries 

Net additions . . . . .

Iraq
Additions . . . . . . . . .

ofwhich: new deliveries 
Net additions . . . . .

2 52 45 -  -  -

-(8) - 0 5 ) - ( 4 6 )  -  -  -

Israel
Additions . . . . . . . . .

ofwhich: new deiiveries 
Net additions ٠٠...

5 46
3 30
4 44

Kuwait
Additions ----- --- 

ofwhich: new deliveries 
Net additions . . . . .

NauA: Arabia
Additions - - - - - -

o f  which: new deiiveries 
Net additions . . . . . .

- 0 ) - (2 ) -(4 )

18 222
10 166 716
4 139 178

United Arab Emirates 
Additions - - - - - - - - -

ofwhich: new deliveries 
Net additions . . . . .

Sub-total Western Asia 
Additions ---- - -

ofwhich: new deliveries 
Net additions -----

9.2 Southern and Eastern Asia
Bangladesh 

. . . . . . . . . . . Addition
new deliveries . •س/م؛مءء 

. . . . . . . Net additions

India

16 23 -  -  -

42 61 2 8 13

26 36 2 8 13

1035 56
10 18
33 53-(56 )-(107 )

136

Additions ......................... 14 174 ^84
٠/ which: new deliveries . . . . 9 138 22У

Net additions . . . . . . . . . . 4 120 203
Indonesia

Additions . . . . . . . . . . . . . . 7 16 23
ofwhich: new deiiveries . . . .

Net additions . . . . . . . . . . . . . .  z - (6 ) - (8 )
Republic ofKorea

Additions .......................... 93 142
ofwhich: new deiiveries . . . . i 17 27

Net additions . . . . . . . . . . 11 - (6 )



ш (continued)\؛ Annex

“1972 Additions to and not changes in the merchant fleets of deveioping eounMes and territories dnring
(grt and over مئ (Thousand grt and ؛،١٧/؛ vessels ٠/ ما،

س/م؛هء:

Tankers Bulk carriers Freighters Others
A ll ships

dwt ،٤٢ dwt Number ،٤٢ dwt Number ،٤٢ dwt Number ،٤٢ Number grt dwt Number

9.2 ^onthern and Eastern Asia (continued)

Malaysia
130 87 5 60 47 7 34 21 1 - - - 224 154 13   Additions

123 84 4 29 23 2 34 21 1 — — — 185 127 7  . . . . . . . . ofwhich: new deliveries
120 79 1 60 47 7 34 21 1 - - - 214 147 9 . . . . . . . . . . . . . . Net additions

Maldives
— — — 21 17 6 — — — — — — 21 17 6   Additions

ofwhich: new deliveries — — — — — — — — — — — — — —
— — — 21 17 6 — — — — — — 21 17 6 . . . . . . .٠. . . . . . Netadditions

Pakistan
— — — 15 9 1 — — — — — — 15 9 1   Additions

— — — 15 9 1 — — — — — - 15 9 1 . . . . . . . . ofwhich: new deliveries
-  -  -  - ( 5 )  - ( 2 5 ) - ( 3 8 (-و)( - (2 5 ) -(3 8 )  - - - - -

19 90 133 3 ١? 24 1 16
7 18 30 - — — 1 16
7 21 42 3 17 24 - 4

5 27 39 1 11 17 - -

١ « 5 1 11 17 - -

Philippines
12 9 3 69 48 12 28 16 1 24 17 3 133 90 19   Addition

1 2 1 — — — 29 16 1 — — — 30 18 2 .٠ . . . . . . ofwhich: new deliveries
6 (2)— 2 2 3 2 10 4 — 24 17 3 42 21 7 . . . . . . . . . . . . . . Netaddlfions

Thailand
- - - 22 16 4 - - - 17 11 1 39 27 5   Additions

new deliveries — — — — — — — — — — — — — — •م'مف/ هما
— — — (12)—(6)— — — — — 17 11 1 5 5 1 ...٠٠. . . . . . . . . Net additions

اا؛«مك«■ and اأ،محءع«• ه«ك،؛-ء،؛ا•./ ءء
Asia

320 201 15 386 271 57 118 72 5 72 47 8 895 591 85   Addition
275 173 9 126 87 9 81 47 3 5 3 1 486 309 22 . . . . . . . . ofwhich: new deliveries

290 172 9 139 106 21 97 58 3 (78(-)35-) 5 448 300 38 . . . . . . . . . . . . . . Net additions

T o t a l  A sia

Addition . . . . . . . . . . . . . . 103 813 1187 12 122 194 5 72 118 71 418 556 15 201 320
٠/ which: new deliveries . . . . 32 475 702 4 67 111 I 47 81 16 189 236 9 173 275

Net addition . . . . . . . . . . 42 439 625 9 40 44 3 58 97 19 118 151 11 224 334

10.1 Northern Afriea

Additions . . . . . . . . . . . . . . . . . .  4 31 46 — — — 2 24 34 1 5 8 1  3 4
ofwhich: new deliveries 5 8 — — — — — — 1 5 8 — —

Netadd+ions . . ٠٠٠. . . .٠٠ . . .  4 31 46 — — — 2 24 34 ! 5 8 1 3 4

Addition . . . . . . . . . . . . . . . . . .  4 18 22 — — — — — — 4 18 22 — — —
ofwhich: ^e^ deliveries . . . . . . . .  4 18 22 — — — — — — 4 18 22 — — —

Net additions . . . . . . . . . . ٠. . .  4 18 22 — — — — — — 4 18 22 — — —

Morocco
A ddition   2 4 6 _ _  — — _  — 2 4 6 — — —

ofwhich: new deliveries . . . . . . . .  1 2 3 — — — — — — 1 2 3 — — —
Netadditions . . . . . . . . . . . . . .  2 4 6 _ _  —  —  —  —  2 4 6 — —  —

Sub-total: Northern Africa
Additions   10 53 74 — — — 2 24 34 7 27 36 1 3 4

ofwhich: new deliveries . . . . . . . . 6  25 33 — — — — — — 6 25 33 — — —
Net additions . . . . . . . . . . . . . .  10 53 74 -  -  -  2 24 34 7 27 36 1 3 4

10.2 Western Afriea
Guinea

A ddifion   1 3 4 _  — — _  — — 1 3 4 — — —
ofwhich: new deliveries . . . . . . . . .  — — -  -  -  -  -  -  -  — -  -  -  —

Netadditions . . . . . . . . . . . . . .  1 3 — — 1 3 4 — — —
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Annex УШ  (continued)

mges in the merchant fleets of developing conntries and territories drning 1972 ؛
(grt and over مثم،ر (Thousand ^٢، and dwt; vessels ٠/ ا،

Additions to and net

Ofwhich:

FreightersBulk carriersTankersء-اءصه
A il ships

N«،!«،،٢ grt dwt ،№ا»رءه■ grt اا>ه، Number grt ؛،١١١، Number ء-اء ؛،١٠١، Number ،■ءء ؛،١١١،

11 15

9 11

9 11

4

4

1 11

“i Ti

11

Ti

33

33

19

19

25

26

14
14
14

25 33

26 33

33
14
33

10.2 Western Africa (continued) 

Ivory Coast
Additions . . . . . . . . . . . . .

٠/ which: new deiiveries . ٠. 
Net additions . . . . . . . . .

Nigeria
Additions . . . . . . . . . . . . .

ء م/ءس'ه .• new deiiveries . . .  
Net additions . . . . . . . . .

Additions . . . . . . . . .
ofwhich: new deliveries 

Net addition . . . . .

Sierra ءء «م ء
Additions . . . . . . . . .

ofwhich: new deliveries 
Net addition . . . . .

Sub-total: Western Africa
Additions . . . . . . . . . . .

٠/ which: new deliveries ٠ 
Net addition . . . . . . .

Eastern Africa

Madagascar
Additions . . . . . . . . .

ofwhich: new deliveries 
N etaddition . . . . . .

-(3)

19

-  -  -  -  -  - d ) - ( 2 ) -(2)

10

-(2) - (3 )  -

16 -  -  -

33
64
25
6314

24 34

24 34

-(6) - (9 )

14
14
14

14
14
14

16
16
16

11
11

4

4

33
14
30

140
47

137

20
16

4

4

19

34

14
11

Sudan
A ddition .................................. —

ofwhich: new deliveries . . . . . . . .  —
Net additions . . . . . . . . . . . . . .  —(1)

Sub-total: Eastern Africa
Additions .................................. 3

ofwhich: new deliveries . . . . . . . .  1
N etaddition  .......................... 2

T o t a l  A f r ic a

A ddition .................................. 18
ofwhich: new deliveries . . . . . . . .  7

N etaddition  .......................... 17

11.1 Caribbean

Cuba
Additions . . . . . . . . .

ofwhich: new deliveries 
Net additions . . . . . .

11.2 Centrai America

Costa Rica 

Additions . . .
ofwhich: new deliveries 

Net additions . . . . .
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Annex ١̂١ ^  {continued)

' 1972 in the meT^hnnt flee© of developing eonnfrieg and territories during «٠̂٥١ 
//م grt مح«ه رسما،ه (Thousand grt and dwt; vessels ممم

Additions to and net

اا/م'ه؛مح:
Others،م ،٠٢٢™؟«/ Tankersء

A ll ships

م ؛٢،ء ;  Number ،١٠١، سمءءا»ج ؟٢، dwt Number ؟٢، dwt Number grt ،№؛، Number ؟٢، ،

ل6

16

14 17

14 7

14 17

14 17

enh:alAmer!ea(،;،»«،i€ 11.2)؛،£««

Honduras
- - - - - - - - - - - -  Addition

. . . deliveries س ،ر/ما'ج'ء/ء;يا

11

11

Net addirions

20 27

16 - ( ! )  - (7 )  -(11 ) -  -  -

1ه

14

Mexico 
Additions . . . . . . . . . .

ofwhich: new deliveries 
Net addiiions . . . . . .

7 10

Nicaragua
Additions . . . . . . . . .

ofwhich: new deliveries 
Net additions -----

16

18
1611

- ( ! )  - (3 )  - (5 )  -  -( 3 ) - ( 5 )  -  -  -

-  - ( l ) - ( 3 ) - ( 5 )  -

Sub-total: Carribbean مح«م Central
America
Additions   11 46 63

ofwhich: new deliveries . . . . . . . .  1 11 16
Net additions   9 32 41

11.3 South America: northern seaboard

Venezuela 
Additions   1

م/هص'س : new deliveries . . . . . . . .  —
Net additions . . . . . . . . . . . . . .  —(1)

Sub-total: South America: northern
هء،ءء،محمهر

Additions .................................  1 1
٠/ which: new deliveries . . . . . . . . — —

Net additions ( l ) —(3)

11.4 South America: western seaboard

Chile
Additions .................................. — —

-(5)

-  -  - ( ! )  - (2 )  - (3 )  -  -  -- ( l ) - ( 2 ) - ( 3 )  -  -  -
ofwhich: new deliveries 

Net additions . . . . .
Colombia 

Additions - - - - - - - - -
ofwhich: new deliveries 

Net additions . . . . .

41 -  -  -
10
17

56 72
38 44
43 55

57 74
30 34
22 26

10

7

16

16

16

16

17

17

17

17

- ( ! )  - (1 0 )-(1 7 )

- ( ! )  - (1 0 )-(1 7 )

87

87

52

52

44

185
34

137

10
24

74

ج

128
30
94

Peru
Additions - - - - - - - - -

ofwhich: new deliveries 
Net additions -

Sub-total: South America: western 
seaboard
Additions .................................. 11

ofwhich: new deliveries . . . . . . . .  6
Net additions . . . . . . . . . . . . . .  7

11.5 South America: eastern seaboard

Argentina
Additions .................................. 12

ofwhich: new deliveries . . . . . .
7Net additions
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Алпех УШ  (concluded)

اا/م>ء،ع;

' 1972 Additions to and net changes !n the merchant fleets of developing comttries and territories during
(Thousand grt مح«ه dwt; vessels /م7ممم grt ،ا«مح ءءء،م-ر

All ships
Tankers Bulk carriers Freighters

١۶، Number grt dwt Number grt dwt،؛ Number grt ،؛،١٧ Number grt ،؛،١٧ Number grt

^ South (هء«ء««؛رمحء e r !c a :  eastern seaboard 11ع

Brazil
- - - 218 172 23 91 55 3 2 2 1 311 228 7^   Addition

- - - 1^2 161 20 91 55 3 - - - 292 215 23 . . . . . . . . new deliveries .•س/م-،س
- - - 177 142 17 91 55 3 (36 ( - )23 - ) (2-) 231 173 18 . . . . . . . . . . . . . . N etaddition

Uruguay
 — — — — — — — — — — — — — — — Addition 

ofwhich: new deflveries — — — — — — — — — — — — — —

- - - (20 ( - )16 - ) (2-) - - - - - - - (20 ( - )16 ( - )2 . - .ممم.م( . . . . . . . Netaddiflons

South America: eastern .•ه«ك-مء؛س
مح-ءهممحجء
Addiflofls   39 356 496 4 54 89 4 60 98 29 229 292 2 14 17

ofwhich: new deliveries . . . . . . . .  26 245 326 — — — 3 55 9i 23 191 325 — — —
Net addition . . . . . . . . . . . . . . ل 348 1 29 51 4 6ا 98 16 148 183 2 14 17 25 23 

T o t a l  L a t in  A m e r ic a

Addition   62 477 649 6 66 107 5 77 114 47 307 393 4 28 34
ofwhich: new deliveries . . . . . . . . ا6 3 55 91 29 229 279 11 ! 386 294 33   — — —

N etaddition  . . . . . . . . . . . . . .  38 330 439 1 24 41 5 78 114 28 201 249 4 28 34

Total developing countries and 
territories above
Additions   183 !390 1974 19 197 315 12 172 266 130 738 992 22 283 401

ء م/س؛ه • new deffveries . . . . . . . .  72 803 1135 5 78 128 6 102 171 50 398 517 11 225 319
N etaddition  . . . . . . . . . . . . . .  97 866 1202 11 72 99 10 158 245 60 381 486 16 255 372

Source: Compiled ^•om data regarding additions and deductions to  merchant Tankers: Argentina: ل vessel— 18,000 grt, 18,000 dwt; Brazil: 1 vessel— 17,000 grt, 
fleets which w؛؟^m ade available to  th؟  UNCTAD secretariat by tbe United States ^0,000 dwt.

additions”  should also be taken into account: ٠ For an explanation o f the code numbers, see annex I above.

- - - ---

- (2 ) (-ل6) -(2 0 )
---

29 „س . 14 17
23 191 325 ———
16 148 183

ء
14 17

47 307 39342834
29 774 279 ———
28 201 24942834

ل4ه



Selected maximum and minimum “ tramp freight rates, 1970-1973

Annex IX

1973

High

1972

Low

19711970

LowLow

Currency unit

United States 
dollars and cents)Commoditieslroutes

،17.5 ،30.5

17.75
1+0

.;7
ت+ا

^9.6
30.25
30.5

11.15
17.0

7.7

8.09

8.55

6ت05

2.4

4.0

3.0

16.5،

11.65

11.75

2.9

7.25
12.0

4.45

43

5.0
7.0

2.7

3.47ؤ
9.25

4.1

3.25

3م72إ

3.25

12.8

4.5
9.^5

13.0

4.2

11.0

3.25

5.0

4.4 4.25

6.ل2ء 6:.

7.12؛

22.0

12.25

4.1 6.25

44

Dollars

Dollars
Dollars
Dollars

Dollars

Sterling
Dollars

Dollars 10.3

Cents

Sterling 7.4 4.47إ
Sterling 2.67؛ 2.55

Sterling

Sterling

Heavy grain;
United States Gulf-West Coast fndia ٠.

North Pacific-East Coast India . . . . . .
River Plate-Antwerp/Hamburg range ..
River Plate—Japan ...............................
North Paeifie-Republie o f Korea . . . . . .

Coal:
Hampton Roads-Rio de Janeiro . . . . . .

Sugar:
Mauritius-United Kingdom . ٠٠. . . . . . .
Philippines-USA . . . . . . . . . . . . . . . ٠٠. . .

Ore:
Mormugâo-Japan . . . . . . . . . . . . . . . . . .

Copra:
Philippines-Continent . . . . . . . . . . . . . .

Phosphate:
Casablanea-China ...................................
Aqaha-West Coast India . . . . . . . ٠٠. . .

China-Sri Lanka . . . . . . . . . . . . . . . . . . . .

Pertilizers:
Confinent-China (South Coast) . . . . . .

Source: Based on information in "Lloyd’s ء؛ء ،”  (L ondon , 4 January 1972, 25 January 1973 and 4 February !974. 
“ Approximate levels.
،  In  United States dollars as given by tbe sonrce.
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of selected commodities

Annex

cos©

 Freight as ءء-رأءم«هءص
off.q.b. exports 

irttports ،٠٢ ./.،.؛To«٢٢٠/«؛،٢٠٢Commodity

7.5

35.0-40.0

6.3
7.0

10.7
11.9

16.7

35.8 
73 0 “ 
33.0“

،2 .4

4.2/4.5ء

ثا . فق'

!إ:؛
!مو5ف
33.2 ء

31.6/30.0
19.8/19.6
41.0/42.8
37.1/42.5
21.5/21.4

10.2/10.5

All destinations 
All destinations 
All destinations 
Afl destinations 
All destinations 
All destinations 
All destinations

Japan

JapM
Japan
F ed e^  Republic 

of Germany 
Federal Repnblie 

of Germany

. Freight cost as ء£-اءم؛»ءكه ٠/
مم. export value ء/ءء،£محء . ء

٦ 1962 ,commodities

 Geylon.................................Tea 
 Malaysia......................Rubber 

 Rrazil.......................................Coffee
 Mauritius.......................................Sugar

Coconut oil . . . . . . . . . . . . . .  Ceylon
 Liberia.............................fron ore 

 Moroeeo.......Phosphates 

Freight ء ءه ه، ء  percentage ٠/
£.،■./. import ء«/هرء selected 
commodities, 1962 ٦

Cotton fabrics ٠. ٠ . . . . . . . .٠  All sources Mauritius
Fiectricalmaehinery . . . . . .  All sources Mauritius
Yegetable oils . . . . . . . . . . . .  All sources Mauritius
Riee   Ail sources Mauritius
Motor vehicles . . . . . . . . . . . .  All sources Mauritius
F io u r   All sources Mauritius
Petroleum products . . . . . . . .  All sourds Mauritius
Fertilizers   Aff sources Mauritius
C em ent  All sources Mauritius
Wheat   F r ^ e  Ceylon
Sulphate of ammonia . . . . . .  The Netherlands Ceylon

Linerfreightratesaspercentage
٠/  c.i.f. ، / ٠٢ /مم.ه. ٠ ءءء'ءسمم ٠  

م ءء/جء،س ءا»هء«ءمحم؛،'ءء, ل97ء

T in   Singapore/Malaysia Furope
Cocoa beans  Ghana Furope
Coffee  Colomb©

(Atlantic/Paeiffc) Furope 
Coffee  Rrazh Furope
Coeoa beans  Brazil Furope
Palm krnels . . . . . . . . . . . .  Nigeria Furope
Coconut oil   Ceylon Furope
Tea   Ceylon Europe
Rubber   Singapore/Malaysia Furope
Jute  East Pakistan Furope
Copra   Phihpphres Europe
Sisal hemp   Fast Africa Europe
Hemp   Philippines Europe

ءمسممءه ٠/ وه،«  D. Freight costs ء
٠، values ؛٢٠« ,£سمم ٠ ا.ء/.'م ؛٢

وئ،/تا ء و//و

Iron ore   Ail sources
Iron ore . . . .  . ٠ . . . . . .٠  . ٠ . Australia
Iron ore   Rrazil
Iron ore   India
Iron ore . . . . . . . . . . . . . . . .  Rrazil

Iron ore   Scandinavia
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commodities

Annex X (continued) 

percentage of trade values of

Freightas percentagi 

٠٢ c.i.f. importsToTradefromCommodity

United Kingdom/ 
Uontinent 

United States 
of America

United States 
of America 

United Kingdom/ 
Continent

Freight costs as percentage ٠/  
import values ٠/ manu- 

factures, 1963*
Sample of manufactured 

commodities . . . . . . . . . .
Sample of manufactured 

commodifies . . . . . . . . . .

“ Freight cost and insurance as per eent o f c .i.f intport values.
،  Liner freight rates as per cent o f c .i.f  prices.
Liner freight rates as per eent o ء f fo .h . prices or export unit vaines.
Sources:
“ ؛ Ocean shipping and ؛reight r^tes and developing countries”  (study prepared by t!؛e Economist Intelligence Unit, 

London), in Proceedings o f  the United Nations Conference on Trt^e and Development' vol. V. Financing and Invisibles, 
Institutional Arrangements (United Nations publication, Saies No. 64.II.B.15), p. 212.

ءمءReview ofmaritime transport, 1971: Report ء ؛ا ء  secretariat ٠/  UNCTAD  (United Nations, Sales No. E.73.II.D.2), 
tabie 18. Oertain expEnatory hotes bave no t beed included here.

® The maritime transport o f ؛  ؛٢٠» ٠٢٠; £^٠٠٢  by the UNCTAD secretariat (United Nations publication, Sales 
No. E.74.II.D.4).

* Uni^؛؟I States 0 آ  America, Congress, Joint Economic Committee, Discriminatory Ocean Freight Rates and the 
هممو ءء»  o f  Payments: Hearings before the Subcommittee ٠» Federal Procurement and Regulation ءء»ا؛ء »؛مم م»ه ه،/م ء ء  
Committee (Washington D.C., 1965), 89th Oongress, 1st session, part 3, p. 47©, tabie 3.

A more detaiied discussion o f the ineidenee o f freight on jute, rubber andtirnber is to be found in the following 
reports by the UNCTAD seeretar[at: “ The maritime transportation o f ju te”  (T D /B /4 /8 ؟;5  and C orr.l); The » سم؟ء؛ء»؛ءل  
transportation ٠/  natural rubber (U ^ ted  Nations pnbbeaiion, E.70.II.D .II); and “The maritime transportation of 
tropida] timber”  (TD/B/C.4/59 and C orr.l).
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Annex XI

Estimation of seaborne trade, 1970
(Jn millions o f dollars)

Imports

Total World Trade"   293,300

Adjustments ؛٠  reach seaborne trade figure

1. Countries / ٠٢ which specific information ء'ء available 

(a) Argentina
Deduct total trade   (1,685)
Add seaborne trade   ],527

ة) ) Anstralia
Dednct total trade   (4,479)
Add seaborne trade (imports estimated f.o.b.) . .  3,742 ،
Add sea freight and insurance to convert imports

f.o.b. to c.i.f.   463

Deduct trade with United States of Ameriea 
except seaborne   (8,839)

Add estimated seaboime freight for imports to 
convert imports recorded f.o.b. to c.i.f. . . . .  467

(d) France
Deduct total trade   (18,922)
Add seaborne trade   6,626

Fédérai Republic of Germany (ء)
Deduet total im ports  (29 (ل84,
Deduct exports to Austria, Belgium, France, 

the Netherlands, Switzerland as non-seaborne 
Add seaborne imports   15,246

( /) I n d ia
Deduet total trade   (2,124)
Add seaborne trade   2,©7ه

(g) Italy
Deduet total trade   (14,939)
Add seaborne trade   6,283

(Й) Japan
Deduet total trade   (18,88!)
Add seaborne trade   !7,©62

(،■) Malaysia (West)
Deduct total trade   ( ل ل ل>ل )
Add seaborne trade   817

New Zealand (م)
Deduct tota! trade   ( 2 4 5, (ل
Add seaborne trade   1,196

(/،) TheNetheriands
Deduet total trade   (13,393)
Add seaborne trade   7,498

(/) Uffited Kingdom
Deduct tota! trade   (^1,689)
Add seaborne trade   18.775

(m) United States o f Ameriea
Deduct total trade   (39,756)
Add seaborne trade (imports estimated f.o .b .).. 25,194
Add seaborne ffeight and insurance to convert 

imports f.o.b. to . . . . . ٠. . . . . . . . . . . . . .  2, 6ه ه7

144

Difference
'xports
’f.o.b.)

14,500278,800

(!,773)

(.4,621)

(9,637)

(17,739)
5,402

(14,348)

(2,026)
1,778

(13,210)
4,302

(19,318)
17,065

(1,369)
1,0!0

(1,225)
1,201

(11,766)

(19,348)
16,723

(42,590)
24,448



Estimation of seaborne trade, 1970
(In millions ofdollars)

Алпех XI (continued)

Exports
(f.o.b.) Difference

/٠٠٢ ^
(c.i.f.)

19,ل

.،«.٠/. imports مءسم٠٢ء؛«■ء countries ٠٢/ 2. Adjustments 
/٠٢ which specific information is «٠؛ available ء

(8,002)   Deduct such f.o.b. imports
 Add adjusted c.i.f. imports from IMF, ءسء>ءه'م«

8,802 . . . . . . . . or using IMF 10 per cem ،٠/ ٢٢٠,;،؛

all other countries ٠٢/ 3. Adjustments 
Austria )،؛(

Deduet imports from and exports to Federal 
Switzerland and ؛^,Itai ؛^,Republie o f German 

(1,372) (2,008) . . . . . . . . . . . . . . . . Yugoslavia as non-seaborne
Belgium (ه)

Deduct imports from and exports to Federal 
Republic o f Germany, France, the Netherlands 

(7,404) (6,255)   as non-seaborne

Mexico (ء)
Deduct imports from and exports to the United 

(839) (1,568) . . . . . . . . . . States of America as non-seaborne
d) Norway)

Deduet imports from and exports to Sweden as 
(398) (744)   non-seaborne

Sweden (ء)
Deduct imports from and exports to Norway 

(736) (408)   as non-seaborne
Switzerland )/(

Deduct imports from and exports to Austria,
Federal Republie of Germany, F rans, Italy 

(1,936) (3,625)   as non-seaborne
Yugoslavia (ء)

Deduct imports from and exports to Austria 
(51) (152)   as non-seaborne

h) Others')
(59) (96)   Dednet assumed overland trade

191,451 211,337   Estimated seaborne trade

Sources: Compiled on the basis o f  United Nations, Monthly Bulletin o f  Statistics, vol. xxiy (Ï970 issues) 
table 52; IM F/IBRD , Direction ٠/  Trade: Annual 1966-70 (Washington D.C.), pp. 5-7, “ World table” , part B; and 
information $upphed to  the UNCTAD secretariat by selected Governments.

٠ Excluding the trade o f China, Mongolia, Democratic Feople’s Republic o f Korea, Democratic Republic of 
Viet-Nam and centrally-planned economies o f  Burope and the USSR.

١١ Estimated on the basis o f inform ation regarding value o f tq tal ]؟؟ports f.o.b. a؟ d the ratio o f total value of 
imports to  value o f imports as recorded from entries lodged at sea (including parcel post) ports.

٠ Based on information provided by the Government o f the United States o f America and the f.o.h./c.i.f. factors 
o f fM F.

د  C^st o f seaborne transport o f imports plus insurance estimated by the u ^ te d  States Government a t 75.م  per 
cent o f the value.

٠ Includes Bermuda, Dominican Republic, Malawi, Netherlands Antilles, New Hebrides, New Guinea and Papua, 
Paraguay, Rhodesia, South Africa, Venezuela, Virgin Elands, Zambia. In  the case of Bermuda, which reports imports 
f.o.b., th^ 197© trade value was not separately available.

 ;Includes the following trades: Afghanistan with Pakistan; Bolivia with Argentina (for Bolivia only); Brazil ء
Chile; and Nepal with India (for Nepal only).
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