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INTRODUC'i1ION 

1. At its eighteenth ses 0 ion the T d 
to the terns of reference 0~~ th'c C ~tate mid De~el?pmcnt Board adopted an addendun 

... omnu ee on Shi ppm 1 / · · t 
work on the global aspects of mu.lti~odal t~ g ;;J as~ign:11g . o tho Cor-.nittcc 
this addcndUTI the Co •t+ . ·. ~a~sport anc containerization. Under 

. , mnu . .,ee is required, inter alia, to make rccomr.icndo.tions 
~;s~~:~!~air~mote th0 interests of consignors (ship9crs) Y and the nartici~ation 

ra.nsport operators (}1T0s) of developing countries in intcrnati~nal 
trade. 

2. ~nter_n_atio!12.l _muHimodal transport meap._s the. c;;.;i-agc of eo-"dO by o.t least 
two dif.1crcnt modes of !ran.sport, on the basis of a multi.CTodal trans,ort (m) 
contract, from a pl~ce in ono co1.m~ry, at which the goods are: taken in charc-c b'J the 
Ml10, t~ a place designat~d for delivery, situated in c. different countI"J. JI The 
essential features of this system, which distinguish it fror,i the conventional 
segmented transport, are firstly that it is based on a single contract and secondly 
that the l1TO who assUI:les responsibility for the c::rncution cf the contract acts 
as the principal and. not .as the agent of the consignor or of the carriers' 
l)articipating in the MT operations. The system is based on tho principle that 
maximun efficiency in transport can be achieved if goods ru:c transported froll doer 
to door on the basis of a single contract and a through freight rate. Wh,m :,uch a 
door-to-door service is planned. and co-ordinated as a single opcro.tion, the burden 
of documentation and other formalities connected with the conventional system is 
reduced to a minimum. 

3. Although multimodal transport is not incol!lpatiblc, in principle, '.tith the 
carriage of cargo in break-bulk, its usefulness is crcatcst uhcn cargo is unitized. 
Multimodal moverD.ent of cargo in break-bull= is comparatively slow and unproductive 
because of timc-consuru.ng and expensive ca:rgo-handling operations at transshipncnt 
points. On the other hand, unitization reduces the amount of time and labour required 
in cargo-handling operations and brings ~own the overall cost of trans:port. The 
advantages of unitization have been dealt with in detail in n previous report 

prepared by the illTCTAD secretariat. !J 

y Trade and Development Board decision 169 (A'VIII), cnncx. 

y Article 1 of the draft convention on intcrn2.tio1:al multi.!llodal transport 
defines "consignor" (shipnor) as 11 .my 2.1crson by uhom or in whose nBl!le o~ on whose 
behalf a mul tir:J.odal transport contract has been concluded with the mul hn;dal 

t t t any 
-
1
crson by who~ or in whose nanc or on whooe bc,1alf the 

ranspor opera or, or ! t · 1 t· t 
d t 11 d l

·vcrea to the multi.nodal transnort o~cra or in re a icn o 
goo s arc ac ua Y e J. · · /· / 1. /- ) 
the multimodal transport contract." (sec TD HT CO.lF 1 • 

ll t TD/B/
' c 1r:/50 ( "Comuosi te text of dr2.ft rirov is ions of a draft 

Cf. docunon ,. • J. :_ tt • • 
convention on international mult.un.odal tr~-msport ), Part II, draft provision,.. 

(TD/]3/C 4/75) (Unit_od lTationn publication, !JI Sec Unitization of car • 

Sales No. E.71.II.D.2 • 



TD/B/c.4/1a3 
page 2 

4. Although all forms of unitization arc suitable for multimodal transport, it is 
containerization that has been most widely adopted mainly because it gives greater 
protection to cargo against dar'.lagc, pilferage and -eontrurination. Containerization 
has established itself in tho trades between developed countries and is now 
spreading rapidly to the trades to and from dcvelo~ing countries. The increase 
in the nu.111ber of container-carrying vessels in the world fleet e.nd in tho container-· 
carrying capacity as expressed in 20 foot equivalent units (TEU) during the 10-year 
period 1967-1977 is illustrated by the following figures: 2/ 

1967 

1977 

Fleet of container
carrying vessels 

71 

762 

Container-carrying 
cauacity as exDresse,d 

in TEU 

34,430 

625,259 

5. As at 1 January 1978, there were about 20 trade •routes which were being served 
by full-container ships and 25 trade routc3 which were being served by scni-containcr 
ships and multi-purpose ships. The majority of the full-container ships were being 
employed in the trade routes between developed countries, while the majority of 
semi-container ships and multi-purpose shi~s were being om~loycd in the trade routes 
between developed and developing countries. The :9articipation of operators from 
developing countries in container services is, however, still relatively 
insignificant, particularly in the services operated by full-container ships. 

6. The advantagc3s of containerization have greatly facilitated the trend towards 
international multimodal transport. HT services have become widespread in the trades 
between developed countries. They have also been introduced to a lesser extent in 
the trades serying developing countries, the services in such cases being operated 
mostly by organizations from developed countries. 

7. In order to assist developing countries to assume a greater share of control 
of their own resources and trade, it is desirable to further the establishment of 
indigenous MT organizations in developing countries. One of the primary objectives 
of establishing NT organizations in developing countries will be to promote 
continental inland Mr arrango~0nts which can facilitate and Dromote increased 
intra-regional trade to tho advantage of developing countries, including land-locked 
countries. In achieving this objective, non-vessel operating MTOs (NV0-11T0s) vhcse 
operations are confined to land transport have an increasing role to play. Such 
overland-transport systems, if properly ore~nized, can be made competitive with sea 
routes, particularly in those areas where port facilities, handling facilities, etc. 
pose major problems. 

8. A study is therefore required on how indigenous MI1 organizations can be promoted 
in developing countries, talcing into account the financial inplications . and other 
constraints faced by those countrfos. In addition, policy measures- ne-ed· to be 
explored to prooote such organizations and to facilitate Mr operations in developing 
countries. The object of the present report, is, accordingly, to study issues 
relevant to the establishment of such orca.nizations in developing countries. 

5./ Source: Containerization International Year Book1 1978, published by 
National Magazine Co.Ltd., London. 
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Chapter I 

EXISTING ORGANIZATIONS 0 F MULTIM0DAL TRANSPORT OPrn.ATORS 

A. r~tatus of the MTO and tl: . scope of service~ rendered by hii:i . 

1. Status of the MTO 

9. . The MTO is a new legal enti t which multimodal,transport. He acts a~ the ~s.emerged out of the introduction of 
1~ contract and, in that canacit un principal for the performm1ce of the 
different modes of transport aIJ./ ~the dertalc~s to con~ract and provide for the 
efficient and safe transport f d r services re~uired for the expeditious 
charge to the place where he ~el~~o s !~om the place where he takes the ~ocb in ivers e goods according to tho contract. 

;~· ein the exe?1'1tion of the contract, he has necessarily 
s_veral carriers and non-carriers except to the extent 

provides such services. The carrier/ operators may be: 

(a) shipowners, 

(b) road operators; 

( c) railways; 

( d) airlines; 

(e) inland waterway operators. 

The non-carriers may be those who o'Wll or control: 

to engage the services 
that he himself directly 

(a) container terminals (in which case they may be called terminal operators); 

(b) wareho"L,_-::es; 

(c) container freight stations (CFS) or_groupage or consolidation depots; 

(d) container leasing organizations~ 

• (e) organizations like freight forwarders attending to packaging, custoos 
clearance~ import/export formalities, foreign exchange transactions and connected 

documentation. · 

11. The MTO enters into separate contracts with each of the persons or 
organizations whose services he engages, subject to the applicable international 
convention, national law or customary practice, but the terms of such contracts 
in no way affect his obligations to the consignor of the goods under the 
MT contract. Some MTOs have subsidiary organizations, instead of sub-contractors, 

for rendering such services. 
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12. For the efficient performance of his duties, the MTO IllaJT also utilize the 
services of other persons or organizations-·who strictly speaking may not be his 
sub-contractors. .;For example, he may nave recourse to an inspection service to 
ensure that the consigrfor 1 s declara·tion of the weight- or measurement of cargo is 
correct •.. Or he may use the. services of a customs guarantee association for 
providing the-necessary gaa:ta.ntee to.• the- cus.toms .. admini,;itrations of. the transit 
countries through which the goods pass in cases where he does not utilize the 
services of his agents in those c01mtries .. fol' -the purpose. The practice followed 
in such matters varies from 1rro to MTO and from country to country. 

13. There are different tYl'es of organizations or enterprises functioning as 
I1T0s as indicated below, although the majority of·them at present are shipo~mers: 

Vessel operating MTOs 

(a) individual shipping companies or groups of consortia of shipping companies 
either completely foreign-owned or joint enterpris~s of foreign and indigenous 
shipping companies; 

(b) producers/exporters of certain commodities who are the major users of 
their own multimodal transport operations. 

Non-vessel-operating IITOs (lNO-MrOs) 

(a) national or foreign enterprises who are road transport operators 
a.na./or freight forwarders; 

(b ',1 ·1 ra.J. ways; 

(c) airlinesi 

(d) new companies speciaJ.ized in MT operations only. 

2. Scope of services 

14. Some MTOs mey. own one or more means of transport, handling equipment, 
containers, etc·~, particularly when they are ship operators; truck operators or 
operators of railways or airlines. They may also own container depots and 
warehouses. But sow.e may not own a:ny of these ·and may therefore engage transport 
undertakings under contract to. them. Some MTOs mey charter ships. The range 
of services which MTOs provide directly or through their sub-contractors va:ry from 
MTO to MTO and to some extent from country to count:cy-, · depending ti.pan the system 
of administration pertaining to port areas, inland terminals, inland modes of 
transport, etc., prevailing in each country. Individual }1T0s may have to 
undertake d:i,.fferent '9'J)es of operations depending upon the requirements of the 
trade.route which they serve. · 
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15. The scope of the serv-ice 
covering the mu.l timodal t s rendered by the MTO in terms of the procedures 

ransport chain is as follows: 

(a) When goods a:re carried in cont. 
are offered by the consignor th k.ain~rs and when full container loads (FCL) 
freight forwarders or other ~e ~ pa\ ~ng is normally done by the consiGI').or or 
are delivered by the consignor n t \~c ing 0 1:1 his behalf, a.nd the loaded containers 
MTOs provide an ancillary- trans a t- e coi:ita.iner yard (CY) used by the mo, Some 
premises for collecting such lo~~~d se~i?e between the CFS and the consignor's 
available to the consignee's premi co:1 ai.thners. Sue~ service is e.lso r.iad.e 

ses in e case of imports. 

(b) In the case of FCLs th M.1'0 d 
some MTOs have . ! e . oes. not normally supervise the pc.cl:"'.ing, but 
available t tha pack~ng adviso:cy service in their organization llhich is 

o e consignor on request. 

k ic) ~n the case of_l~ss than container loads (LCL), containers uro usun.lly 
pac e un er the sup~r-~ision of the MTO or his agents at a groupa.ge depot or CFS 
and unpacked under similar supervision at the CFS in the country of destination 
Su0 ?FS are usually set up adjacent to a marshalling yard (MY) for assembling • 
~ontainers located near_the berth where the vessel which is to c-.:u:riJ the containers 
is to be moored. ~ut if they are pa~ked at the groupa.ge depot of a freight 
forv1arder, the packing may not be subJect to supervision by the llTO who ria,y treat 
the loaded containers as F'CL cargoes. ' 

(d) The weighing or measurement of cargo is done by the consignor or Ms ngcnt 
under the supervision of the NTO or his agent. 

( e) Many CFSs also function as inland clearance depots where custolll.9 
inspection is carried out. The customs clearance, export/i~port formalities, 
execution of foreign exchange transactions, etc., are generaJ.ly attended to by the 
consignor Qr his agent but these functions may also be performed by the MIO or 
his agent by mutual agreement with the consignor. 

(f) The MT document evidencing the NT contract is issued by the HTO or 
his agent to the consignor or his agent. It may be issued as a nE:lgotfablc or 
non-negotiable.document, as desired by the consignor. 

(g) Freight forwarders who work as groupage agents often issue t}1eir own 
house bills of lading to the individual consignors and deliver full container 
loads of individual LCL consignments to the MTO to take advantage of the 
FCL tariff rates. In such cases, the MT documents are issued in the nemc of the 
freight forwarders, and the individuaJ. consignP.1ents are released by the freight 
forwarder's agents at destination on the consignee's presenting the relevar.t 
house bills of.lading. 

(h).Afte~ having accepted the cargo from the consignor, the 11'20 reserves 
space on the different modes of transport concerned through his sub-contractors 
for the transport of ca:rgo to the final. destination. 
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(i) After the.goods are taken into custody at the CY, ~he }1TO is responsible 
for their safe custody until they a.re delivered to the consignee. The HTO or 
his a.e,rent supervises loading and unloading of the goods on or from each mode of 
transport used in the MT chain in order to ensure their expeditious and sr..1ooth 
movement to the destination. 

(j) The 11'110 has to arrange to give the necessary guarantees to the customs 
administration of the transit countries and may station agents at national 
frontiers to ensure that customs formalities and any other requirements laid dorm 
under national laws are complied with. 

· (k) As the_MTO is liable for the loss of or damage to goods according to the 
terms of his contract, he takes insurance coverage for this liability with the 
Protection and Indemnity (P and I) Clubs or with through transport clubs or in the 
open insurance market. Some MTOs also arrange insurance coverage for cargo on 
behalf of the consignor/consignee either through their own insurance departments 
or·unMr arrangements with underwriters. 

(1) In the deep-sea trades, most of the MTOs allow the consignor/consignee 
the option of maldng their own arrangements for the inland movement of goods at 
one 01.· both the ends of the transport chain. In such cases, when the 
consignor/consignee designates the inland carrier, all expenses and responsibilities 
relating to that inland leg are to be borne by him. 

(m) In cases when containers are taken on lease by the I-'LTO, he or his agent 
will be required to return the containers to the container depots or other places 
stipulated by the leasing company, when they are released from lease. 

(n) rfuen the goods are in transit, it is the practice of some MTOs to send 
regular telex or telegraphic reports of the positioning of the goods at each stage 
to the consignor/consignee. Most of the MrOs also inform the consignor/consignee 
if the cargo will not move by the ship which was originally indicated by the l1TO, 
or if there is any undue delay in the arrival of the cargo at the destination. 

16. The range of movement of cargo under the MT systE:m varies, depending upon the 
requirements of the parties concerned or the infrastructural or other facilities 
available for through transport. The sector covered by the through movement 
may be one of the following: 

(a) From consignor's warehouse to consignee's warehouse. This type of 
movement is called 11door-to~door"; "house-to-house", 11 CY/CY11 or "H/H;; mo.vements. 

(b) From consignor's warehouse to the CFS located at the other end of the 
transport chain. This type of movement is called "door-to-pier", ,:house-to-pier", 
11CT/CF'S11

, or 11H/P11 movement. The vice versa movement is a "pier-to-door", · 
"pier-to-house11

, "CF'S/CY11 
- or. 11P /H'' movement. This ty})e of movement· often talces 

place between developed and developing countries when adequate facilities for 
the movement of containers between the port and inland destinations are not 
available in the latter. 

(c) From the CFS in the export country to the CFS in the import country. 
This type of movement is called ;'pier-to-pier" or "CFS/CFSr; movement. Th.is t-JPe 
of moveraent takes place particularly in the case of LCL containers. 
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17. Al though the scope cf the HTO' · • 
caTried in conto.iners i ~ service~ outlined above refers to ca.r{;O 

. t· d f d.. ' t also applies mutatis mutand.is to car.o-n carried in other 
uru J.ze oms r.n in breo2k-bulk form. - u-

18 • In this co~ex.ion a. typical flow chart showing the move!llent of car,.,.,.. and 
documents both 1 n ~·espGct ,, · t . 0 -. , , - - o •. impor s and exports, in the caso of a ves::iel-opcro.tinc 
MTO is unne::red "- see a...'Y)llex I). · 

19 • MI' s-.1ritem_s a:-:1':l ofte!l maritime dor'.inated, but there a.re ioportant exceptions 
uher: t~1e h.nd c:inents arc eq_ua.Uy} if not more, dominant. I:::llJ!lples of such 
spec1alized ::::e:i:-viccs p1'.'ov_idea. in certain spacifi~ routes are: 

(a) 11.ini-crlr~. §/ T:ris involves the movement of containers under a single 
through bill of lading, issued by the ocean carrier, by a vessel fron o. port in 
one cou..'1.t:::y to a :~:-::.· ~ i.n another cour.try, thence by rail to a second port city 
in the latter coui1try, terminating a.t the rail carrier 1 s terminal in the second 
port city. 1::.1he mini►-bridge offe:::-s the consignor a through container rate inclusive 
of rail freight up to the ·second or final port city in the country of destination. 
The ra.ibw,ys a.re paid a flat rate pe:".' container by the ocean carrier for the rail 
transit. The mini-bridge rate does not necessarily equ.ate with the all-sea-transit 
rate froa the port of odgin to the port of destination. The railwa;y portion or 
the freight also need not necessarily be equal to the rate norr.ia.lly charged by the 
raih1eys for non-miri.i-bridge cargo. This system is in operation on certain 
routes covering the trade between the United States/Far East, United States/Europe, 
United States/Australia, eto. 

(b) Land bridt.7_.,.• 7/ This system concerns itself with ship;:1~nt of containers 
overlano ·as a l)art of a sea-land or a sea-la.nd-sea route. In thia case also the 
railways a.=e p~id· a flc,t rate by the ocean carrier who iszues ti:e through bil~ of 
lading. This system is in operation for the movement of contru.ncrs on certain 
impcrtant inter:iational ~outes such as: 

(i) between Europe/Hio.d.le East a.>1d Far East via the Trans-Siberian land bridge; 

(ii) b t.· · E\ ~" ue and p2,r E3.~t via: the Atlantic and Pacific coasts of the 
U~ t!~nSt~r; of. JJI10rica., t,he continent of the United States being used 

as a land b~idge. 

( ) P
. b k 9/ Thi·" i~ a system of unitized multimod.al land 

c --'J l"P"IT □ac • !::!/ J. .., "" • I-'- · · tion .~- · · f t <>port by roc1.d and rail. w is in opera 
transportat:i.on, a comb1.. natl.on °d :~~arly successful in the daily traffic of 
· L t ·n J..merj ca and has p.,..ove pa::: · · 1· t in . a i . ·_ . . . _,_ - cumbers red peppers, pw;i:pkins, gar ic, c c.'. 
perrshables such a 3 to;na1.o~esd :ates or'America. These products are packed in 
betw?en l!e:xico ~d ~he Um. ~e e ula.ces where they are grown, and ha~ed by tractors to 
refrige::-ated tra.:ders, at tht ·t. the trailers are moved onto railroad flat cars 
th . , - t t. o At the s a ion, d t. t. e ra.J.._ s a J. n. . b h' d are then disconnected. At es ina ion, 
and the tractors, which st~l e.,u~o' the warehouse of the consignee. This system 
tr~ctors again haul the trai erw n 

has provet to be adv.mtageous ~o the trad-• 

. . . itime transport, 1276 (TD/B/c.4/169/Rev.I) 
§/ See Review ?f ~~ SaJes No. E.78.II.D.5), paras. 153-154° 

(United Nations pu:ti1J.ca1,J.on, 

'"'/ Ibi·d. paras. 148-156 . 
.L -- , t. f the new transport tech.'1ologi.es 
o I .,Ecano:nic a."ld ins ti tu tioEzcl i.m~liccao..,:~~=i~n for Latin Ao.erica 
~ . .• by the • conoml. c >=.... • 

in Latin America 1,, repor i; 
(E/CEPAL/L.113). 
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3. Pricing - costs and revenue 

20. An 11TO usually quotes a through rate of freight for the movement of goods from 
the point of origin to the destination. The through rate is built upon the basis 
of the rates app:.icable to each mode of transport used in -~he NT chain and other 
costs incurred by the HTO. · Shipowner HTOs who are operating as meubers of 
conferences usually quote published conference rates for the sea leg of the 
transport chain. As mentioned earlier, most I1TOs, while operating in deep-sea 
trades, allow the consignor/consignee the option of making their own arrangements 
for the inland movement of goods at one or both the ends of the trai,sport chain. 
Some conferences set up inland transport freight rates in the form of zone tarrif 
on the basis of which the consignor may decide whether he should make his 01m 
:arrangements for the inland leg. But in cases where this option is not given to 
the consignor, an MTO may decline to give the break-down of the through rate. 
The practice followed in this respect varies from MTO to MTO. 9/ 

21. In add.i tion to the through freight, the consignor/ consignee may have to pay 
several additional charges depending on the services rendered by the MTO or his 
sub-contractors; the terms of the MT contract and other relevant factors. _For 
example, a separate terminal charge may be levied if it is not already included 
in the ocean freight. other additional charges may arise such as currency 
adjustment factors, bunker adjustment factors or congestion surcharges. There 
may also be other charges based on the ancillary services performed by the HTO. 

·. If LCL cargo is packed or unpacked at a container base, there is likely to be 
a separate packing charge. On the other hand, FCL cargo often attracts a discount 
because the I1TO is relieved of the task of packing. Some MTOs - particularly 
freight forwarders who have entered the field of multimodal transport - perform 
several other functions like packing, customs clearance, export/import formalities, 
documentation, execution of foreign exchange transactions, etc., and they charge 
the consignor/consignee separately for such services. In some countries, __ 
additional payments are involved on account of transit taxes, consular formalities, 
e~c., and these too are passed on to the consignor/consignee. 

22. The costs o:,' mul timodal transport of uni ti zed cargo te:1d to be lower than 
the costs of segmented transport of break-bulk cargo mainly because of reduction 
in handling costs at transhipment points and in packaging costs. Besides, even 
for the carriage of unitized cargo the MT system has several inherent advantages 
over the segmented transport system as indicated below: 

(a) The segmented transport involves loss of time and risk of loss, pilferage 
and damage to cargo at transhipment points because each carrier is responsible 
only for the particular sector for which he provides services. But under the 
MT system, the door~to-door service is planned and co-ordinated as a single 
operation with the result that such risks are minimized. The cost savings on this 
account_may be reflected in the cost of cargo insurance. 

<JI The advantages and_ disadvantages from the user's point of view of such 
through rates being quoted have been dealt with in paragraphs 43 to 46 o:f 
document TD/B/Ac.15/13 and paragraphs 26 to· 28 of document TD/B/Ac.15/7. 
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. (b) When the MTO is able to control 
his own communication links he is abl the thr~ugh t:ansport system and l:laintain 
smoothly at transbipment ~oints d the to co-ordiP.ate interchange and on-carriage 

.I;' an e:reby: 

(i) 

(ii) 

enhance the efficiency of transport; 

eff~ct reduction in the period of throu h 
savings; g transport, lend.inc to cost 

(iii) 
~:~:gm~;:!n!~n~!:~ ::;~!;::ion of the transport facilities n.nd equipment, 

. 
1

~0! St atutory reqUirements relating to customs and doctu:1entation are uoually 
simp ified under the Ml' system and this again enhances the efficiency of the 
transport. 

( d) To the user, who does not have to conclude contracts with oore than one 
carrier, the MT system offers (i) saving in shipping procedures and (ii·, a more 
reliable and improved service. • ' 

The savings mentioned above generally enable an MTO to quote a. through rate which is 
competitive as compared with the rates for the ccnventional modes of transport 
but which at the same time covers his costs. Some forwarding Hl'Os who operate 
by engaging tr_aI;1sport undertakings under contract to them mey receive a cotll!lission 
from such undertakings. MTOs may also have more opportunities to enjoy discounted 
tariff rates by increasing the nunber of containers or the volumo of cargo. 

23. As most of. the MTOs - particularly vessel-operating MTOs - have diversified 
their business, their published accounts do not reflect the financial results of 
their MT operations. Annex II shows the structure of the assets, revenue and 
cost of an NVO-NTO specialized in MT operations in the trade between the F~ East 
and Europe. 

24. As the principal who is :responsible for the :performance of the !·IT contract, 
the MTO is primarily concerned with the choice of the most efficient and quickest 
modes of transport fo.r the MT operations. But at the same time it is usual for 
him to consult his clients or consider their suggestions, particularly when 
there are different options in the choice of the modes of transport. 

B. Orga_p.zation 

25. The organization and operation o~ ~?s vary w~dcly depending upo~ the typ~ of 
enterprise and the range of their actl.vi ties. Shipowner H~'Os. ~ricratine. container 
services are often formed by a.l'lalgamation of two or more shipp~ conparu.es or by 
the establishment of subsidiaries by two or uore parent companies. Such ~fi'O~ 
often function as members of consortia or under joint fleet arrar.geocnts within 
liner conferences. 

26. lu1 NVO-MTO, for example a freight forward~r providing I~ servi~es, will 
obviousl have a different system of organizatio~ and operation. _He °:-Y have_ 
to i'unctfon independently and his main concern ,-nll bo to so orgaru.ze his serv.1.ces 
as to be competitively efficient in the market. 
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27. .An MTO will nom.al1y have his head tffice in the country to which li.o belongs 
and will operate under the natione..l la•.m of that cou.11try. But as the services 
which h0 provides extend to several countries, he will necessarily have organizations 
in these countries to look after his business. This is done generally by setting 
up branch offices, or.subsidiary concerns or by appointi~ a~nts or correspondents 
in those countries. Hany MTOs - particularly vessel-operating }f.I'Os - prefer to 
have a.gents because they are considered to be familiar with the loccl conditions 
and the local laws and be in a better position to market the business of the l~O. 
Some .MTOs have .m'..l.tual agency arrangem0nts, i.e. each MTO acts as the agent of the 
other in thoir respective home countries. Many NVO-MTO□ have correspondents -
exclusive agents - in other countries. Others r.ave partners in foreign countries 
to .conduct theh· business. Such partners nay have a shareholding in the I-'I.TO i_ s 
business and may share the financial results of their operations. 

28. Depending on the volume of business and the range of activities, an MTO may 
also choose to establish subsidiarJ concerns or branch offices in ·foreign countries. 
In such cases, it often becomes obligatory on his part to employ nati'onals of the 
countries where such offices ere situated, to the extent required under the 
national laws. 

29. The establislunent of subsidiaries, branch offices or agencies may become 
necessary even in the country where the MTO's head office is situated; depending upon 
the volume of business and the type of services rendered by the MTO. For example, 
he may require agents at different ports in the sn.me country·for·conducting his 
business, or he may require subsidiary concerns for operating container termiriais, 
groupage depots, warehouses, etc. The services provided by a vessel-operating }IJTO 
are usually confined to the specific trade routes in which he operates 12/ a.rid the 
scope of services offered by him to the customers·rnay be limited. For example, he 
may not perform functions such as packaging, documentation, customs clearance, · 
export/import fc:-malities,. etc., which are required to be e.ttended to by the 
consignor. His organizational set-up may not therefore bo widespread or elabora.t·e. 
However, in the case of multimodal transport wherein the sea leg is a major portion 
of the through journey the services of the vessel-operating MTO mey be more reliable 
when he can provide his own services in the trade. On: the other hand, an NVO-MTO 
who is specialized in HT operations may offer his services for trD.ncport of goo·ds -
to a:rry part of the world 11} and may also undertake to perform a variety of functions 
on behalf of the consignor such as groupage of LCL cargoes, ·docU1:1ontation, packaging, 
warehousing, customs forrnoli ties, cargo insurance, etc. He will the ref ore have 
to organize a network of agents/coErespondents/partners abroad and also establish, 
wherever necessary, subsidiary concerns and branch offices. He will thus require 
a comparatively more com:prehensive and elaborate organizationn.l set-up. Shippers 
C.XE:? ,- · however, free to choose the types of MTOs best ·suited. to their needs, 
depending upon the characteristics of cargo, destination, total trroisport costs, 
transit time, etc. 

30. The organizational set-ups of a vessel-opera ting HTO and an l'-NO-HTO have been -
illustrated in the two charts annexed to the present report (see annex III below). 

19./ The trade routes covered by containership operators are indicated in 
Containerization International Year Book, 1978 (op. cit.), pp. 181-231. 

W Although not all the }lVO-MTOs have global service coverage and some are 
confined to certain geographical routes, many such operators cover wider ranges 
than those of vessel-operating r.rros and several have an extensive network of 
subsidiary companieo operating world-wide container services. Ibid., pp. 233-234• 
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. transport operations under natioru:u 1 
31. The activities of carrier f . aws 
subject to regulation and 11.· s ~r reight forwarders who :provide Irr s . 
of t 1 censJ.ng control in al ervices are 

con :o varies from country to count sever countries, but the extent 
not subJect to BIJ.y special li . ry • In some European countries I·?rO 
brought under licensing contri;~si~~r~~~d~~s~ while in others they ~ve b:e:e 
re~utation, professional competence d f~g:J..b1.~1.ty for ~i?ence depends upon their 
Uru. ted States of America the an inancial capabilJ. ty. In the 
international freight forwar~:r:X:n1e:ere restrict~ons _on the licensing of 
NVO-MTOs who organize MT operations. n the establishment of through rates by 

32. In some Latin .American countries the .. 
of services arid on the establishment 'r thrreughare restrictions on the contracting 
and 116 xi· th 11nm 

O o rates. For exai:iple · n ... 1 ne co, e .l·uOs are required to tak t 1 · , in .ura .. J. 
they are permitted to operate Such 1·e ou lcences from the Government before 
conditions, the more important of which i:~~es are only granted subject to several 

(a) The MTOs must be nationals of the countries concerned; 

air 
(b) In Brazil, th? law requires that only legally constituted road 

or sea transport fi.:r:ms can function as MJ.'Os; ' rail, 

. ( ?) In both :Brazil an~ Mexico, the granting of a. licence io subject to the 
condition that the enterprise must prove its technical and coL!lllercial competence. 

3? • . I~ African and Asia:zi countries, multim.odal transport has not yet mad~ 
SJ.gru_f1.cant progress, and with one or two exceptions, governments of these countries 
have. not enacted any legislation to control or reguJ.a te MT operations and ll'I'Os. 
De:a.ils of the nature and. extent of control exercised by different countries in 
this respect axe given in document TD/B/Ac.15/30. 

D. Consultation 

34. The problems relating to consultation between consignors on the one hand and 
shipowners/11T0s on the other have been considered in several reports prepared by 
the UNCTAD secretariat. 11/ The Intergovernmental Preparatory Group on a 
Convention on International .r-ful timodal Transport has recognized 12/ the importance 
of consultation in the context of multimodal transport and has incorporated a 
provision in the draft convention relating to the right of contracting States to 
adopt measures relating to consultation. At present, consultations between 
shipowner MTOs and consignors with regard to freight rates and other tems of 
mul timodal service a.re held on the traditional pattern of consultations between 
conference lines and consignors to the extent that the conference is allowed to 
cover multimodal services. ('.I.'he shipowner HTOs who arc mostly operators of 

-g/ "The effective:1ess of shi~pers' organizat~ons" (TD/B/c.~/f54):, "Prob~eos 
of' consultation in relation to multimodal transport (TD/B/Ac.15/ ... an Protection 
of shipper interests" (TJJ/B/c.4/127/Supp.7); "Consultationo in multirlodal transport 
involving air and land transport" (TD/B/Ac.15/36). 

l2J "Coill!Ilon Understanding between all Groups as regards the scope of the. draft 
convention" in report of the Intergovernmental Preparatory Group on a Convention 
on International Multimodal Transport on the second part of its third session 
(TD/B/640-TD/B/AC.15/23), annex I; and article 4 of the draft,convention on 
international multi.modal transport (TD/'Mr/C01fF/l-TD/B/AC.15/56J. 
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ships are, aJ.ong with operators of conventional ships, in the Tiajority 
of cases membe:t:s_ o.f _ conf.e~ep9~s .) ___ Ir; .. JP..e.. cas'?~.of.. .TTVD~l·@st J ~ _is they_ uho 
negotiate freight rates and other terms with the ocean carriers. They are nominal 
consignol;'s in the eyes-of the ocean carriers and they oay or.may not associate 
the actual consic;nors with such negotiations~: No discrilr::.natory. treatment . 
between NVO:...MTOs a.rid-indi"v-ic:i1.al consignors is allowed by conference lines, but 
vessel-operating MTOs fu.nctioning outside conferences may offer favourable 
freight rates to NVO-MTOs, 

E. Liability and insurance 

35. The question of liability and insurance arising in connexion with international 
multimoda.l transport has been considered in several reports submitted by the 
UNCT.AD secretariat to the Intergovernmental Preparatory Group on a Convention on 
International Multimodal Transport (IPG). W In regard to the liability regime 
of the, NTO, those reports have dealt with two al terna ti ve systens, viz. , the · . 
11net\-i6rk system11 and the "uniform system11

• In the absence of an international 
convention specially applicable to mul tinodal transport, many of the 11T0s have 
adopted their own regimes based on the 11 network system11

, or have been following-
the International Chamber of Commerce (ICC) rules for a combined transport 
document, or corresponding rules issued by the Bal tic and International l-1ari tine 
Conference·· (BIMCO), or by the International Federation of Forwarding Agents 
Association (FIATA), or by the International Shipowners' Association (INSA). 
Basically these rules are the same, although they differ in detail. The rules, 
which are· voluntarJ, have inter alia established a unetwork syster:i.° of liability. 
In the case of concealed danage, the limit of 30 gold (poincare) francs per kilo 
of gross weight of goods lost or damaged, i.e. the limit of carrier's liability 
laid down under the Hague Vis by Rules, is applied. Some r-rros express this limit 
in terms of·Us dollars, i.e. $US 2 or $US 2.5 per kilo. \-lhen the stage. of transport 
at which·loss or daciagc occurred can be identified, the l1TO's'liability is 
determined by the international convention or national law applicable to that Gtage, 
In regard to delay in deli very, the MTO becomes liable only when the stage of 
transport where tho delny occurred is kno,-m and only to the extent tl1..1.t thero is 
liability for delay under the internatie::'.41.l convention or :".ational law applicable 
to that stage of transport. The ccrapensation for dela;r is limited to tho amount 
of freight payable for that stage of transport, 

36. The vessel-op~rati:ng MTOs normally cover their liability with the P and I clubs 
or the through trarisi_t clubs, while other IvlTOs insure their liability either with 
the through transit clubs or in the liability insurance markets. Such liability 
is not only towards the consignor/consignee in respect of the cargo, but also · 
towards other third parties who may suffer loss or damage on account of 
MT operations. 12/ Sonie MI'Os aJ.so arrange cargo insurance on behalf of the 
consignor. 

W "Insurance and liability problems in international multimodal transport" 
(TD/B7Ac.15/7/Add.3:; 11Liabili t-y and cargo insurance cover under international 
mul timod.a.l tra,ns-port opera t'ions" (TD/B/ AC .15/14), paras. 83-96; 11Interna tiona;l._ . 
transport operations: ·scope of application, docUJ71ent9,,tion, liabili 'bJ of the 
rn.ultimod.al transport operator and other matters 11 (rrn/B/Ac.15/19). · 

±5/ _ The different types of third party clcrims' t~t may arise against the 
MTO nave been dealt with ·in document TD/B/AC.15/20. · · 
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37, The settlement of claims also d d 
Mm d t b . epen s upon the te,..,.,.s and dit · 
l'.LJ. ocumen , ut basically the proceduxe is as follows;,.. con ions of the 

(a). The cl~mant is required to give notice of hi 
a prescribed period. 5 clai:c to the lil'O \Ii thin 

. (b) On recei~t of the notice, the MTO investigates the claim by ch ck' 
rece1.p~s, etc., signed by the ·individual carrier under the cargo discrc;an~~ 
reporting system to detemine his liability • 

. ~ (9) In th~ case of ?argo_ carried in contai,1ers, the mo often rejects claims 
J.I th~. seal of the container is intact and there is no apparent damage to the 
container. 

. (~).When t~e claim is rejected, it is for the consignor to pursuo the lltc'lttcr 
w1. th his·· cax?° insurer who, after paying the claim, may exercise his rieht of 
recourse against the HTO. (In actual practice, the notice of clclm is anlv a 
fo~~ ty to p~otec~ the insurer's rig.1-J.t of recourse an~ the insurer mey p~ the 
claim in the first instance and proceed against the MTO, if th~ latter ia considered 
to be liable.) 

(e) If the I'1TO accepts liability, he settles tho clai~ in accordance vith the 
level of liability applicable under the tems and conditions of the l1T document. 
In the case of large or contentious clains, it may be necessary for the HTO to 
consult his P and I club or other liability insurers for advice and/or authority 

'before settling the clain. In so.'Tle cases the P and I club may take over the 
defence/negoti~tion of the claim on behalf of its members. 

(f) Having paid the claim, if the stage at which the damn.ge or loss occurred 
could be identified, the }1'£0 proceeds against the liable sub-contractor under the 
terns of his contract with him. Usually this is done by the P and I club 
( or other liability insurer) of the MTO on his behalf. 

( g) After the recovery from any liable sub-contractor is corrpleted the rrro 
may make ·recovery from his P and I club to the extent of the difference between the 
a..11ount he paid to the clainant and the a:nount he recovered fron ti1e liable 
sub-contractor. 

(h) If a disput; arises between the claimant and the l~O in rcsar~ t~ the 
admissibility of the claim and if it cannot be se~tled by direct negotiations, 
it is settled by legal process. 

Documentation 

3s. The docwentary aspects of international mult~odal transport h~ve been dealt 
· th · t l t:G I sub""; tted by the UNCTAD secretariat. On the bMis of these 

wi in repor s .=:::J ...... ... • • 1 di 
d t th IPG has formulated draft provisions on docuccn..,a.tion - inc u ng 

OCUI:len s, e • . . th d . t rnational 
contents of the }1T document - for incorporation in e propose in e 

convention. 1]/ 

1§/ See TD/B/AC.15/7 and Add.1-2, a.~d TD/B/Ac.15/19. 
, 

7 
/ t f ... he Intergovernnental Preparatory Group on a Convention 

=-1../ See the re:por o l, ' , 1 ) 
on International Uul ti.modal Transport (TD/1!5:/CONF't l , part II· 
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39. In the absence of an international convention pertaining to multimod.al transport, 
a variety of MT documents have been evolved by shipowners, freight forwarders and 
international o~gan:izations. All these documents generally satisfy the essential 
requiremen-ts of an Hr document, al though their contents differ in detail. Broadly, 
these documents fall under two categories: 

(a) Docunents evolved by individual NTOs or groups of MTOs. There o.re two 
types of docunents under this category: those evolved by carrier llTOs and those 
evolved by forwarding llTOs. The former tYile of doct0unts hnve oont of t:ie 
characteristics of the ocean bills of lading, al though they n.re adapted to the 
special circumstances of nultimodal transport. The latter type of docunents are 
s0I:1etimes based on the house bills of lading of the freight forwarders but cdapted 
to the special circUDstances of multil:lodal transport. 

(b).Docur;ients staJ1dardized bv an international bod,y of carriers o:i:- forwarders 
or other international organizations. Bil1CO evolved, in 1971, a sta..t1dardized 
combined transport bill of lading known as "COMBICONBILL" LID.inly for the use or 
guidance of shipping companies. .FIATA attenpted to unify the various 
forwarders' house bills of lading by the creation of a uniform FIATA combi-ned 
transport bill of lading in 1970 for the use of its members (FBL). IITSA adopted, 
in 1974, a standard.combined transport document •. ICC, representing carriers, 
forward~rs and other interests_ like traders, bankers, insurers, etc., standardized 
in 1973 a set of mnimum uniforo rules to govern HT documents. The latest in the 
field is a combined. transpo~t document issued by BIMCO and INSA in 1977 - the 
"COMBIDOC" - which has been approved by ICC as meeting all the rcquirc:r.ients of 
their Unifom Rules for a Combined Transport Document. 

40. Sane MTOs - particularly vessel-'-o_perating MTOs - have adopted the 11 COMBIDOC 11 

documen~, while many others are still issuing their own bills of lading for 
combined tr2.nsport. v/hen MTOs allow the consignor/consignoe the option of making 
their Olm arrangements for inland transport at either or both ends of the through 
transport chain, they indicate separately in the docun.ent the lirovisions 
applicable_ to port-to-port shipment and to combinod transport. Forwarding MTOs 
either issue the PIATA combined transport bill of lading or their own house bills 
of lading incorporating the standard conditions of the Institute of Freight 
Forwarders suitably modified to meet tho requireoents of multinodal transport. 

Copies of the following are annexed to the present report: 1:§./ 

(a) 11COMBITIOC" transl')ort document. 

(b) FIATA combined transport bill of lading. 

J:W See annex IV below. 
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41 •. Th~ question of siaplify~ng international trade procedures c.nd doCUJJcnte, 
taking into account the changing trade patterns and the evolution of ne\1 :nms:port 
technologies, has been engaging the attention of internation::il bodies like the 
Economic Comcission for I:urope (ECE) and U11CTAD. 1:'1/ The Inter!"' .. 'ltioncl. Chmber 0f 
Shipping (ICS)-y which has been working in close co-ord.imtion with :Ct~, fu...s :played 
an iI:iportant ·role in evolving standard fomats for oari tioe transport-dccunents 
based on the ECE L~out Key. The fornat for a uul timodal tr.i.n:::iport docunent 
evolved by the res is an.-riexed. 'l2f 

42. The scope of the services rendered by the l-tTO and hio sub-cont:ractcrs and· 
the other insti tutiono.l aspects of MT operations have boon briefly dealt with in 
the foregoing paragraphs. The MTO' s relationship with the various partic:J 
involved in those operations may be summarized as in the annexed chart. '!1/ 

. with the ECE secretariat, deals vith . 
1:)/ UNCTAD, in close co-oper~tion. the transport elenent·of tn,.de. The 

facili tati<m .bf trad~ procedur~s!tint~ludi(~O) within UNCTAD dools, int~r nl!,!, 
. ·Trade Facill. a ion . UNCTAD 

Special Progra,tlI!l.e ~n. t. matters arising within • 
with technical fac1l1ta ion . 

£21 · See :annex TV below• · 

W See annex v below. 



TJJ/B/c.4/183 
page 16 

Chapter II• 

PROMOTIOU OF IlIDIGEMOUS ?IDLTIHODAL TRANSPORT ORGAIUZll.TIONS 
nr DEVELOPIHG COUNTRIES 

A. Adaptation to new· technolo,7ies and new transport structure 

Present position 

43. At present the majority of vessel-opera till€ ?iTOs belong to developed 
countries. W There are no statistics which indicate exactly the exte1:t of 
participation of IN0-1-ITOo in inter.national mul timodal transport. One list of such 
operators 'llJ at least indicates, 'houever, that the particip~.tion of operators 
from developing countries, although very small, is growing. The MTOs in 
developed countries often control many of the component elements of UT systems 
in developing countries, such as road transport, container depots, container 
terminals, container berths, etc. 

Need for adaptation to neu technologies and new transport structure 

44. For developing countries the control by the foreign lfi10s of many of the 
component elements of the HT system is not a desirable trend, and it is in their 
interest that they should be in a position to establish indi~enous enterprises 
for the operation of MT services, based on national needs and resources. As 
multimodal transport involves mostly the use of modern transport technoloffies like 
unitization/containerization, the developi?1€ countries should first consider 
adapting themselves to these technolo:3"ies. Otherwise, the incocpatabili ty in this 
respect between develor:ied and developirl€ countries in the carria{!e of trade bct,-,een 
them is likely to prove detrimental to th~ interests of the latter as indicated 
belou: 

(a) National shippin(! lines of developine countric3 may face the possibility of 
losing part of their existill€ share of international trade. Even at present, 
in most developillt'? countries, national shippine lines are not able to carry their 
due share of the :.nternational trade, for want of sufficient number of suitable 
ships. If they do not keep pace with the shippine lines of developed countries 
in introducing m1itization/containerization of cargo, their competitive position 
will suffer, resultil1€ in loss of traffic in high freighted cargo. 

(b) Ports in developing countries Yhich do n0t provide facilities compatible 
with modern transport technologieo may not be served by direct services, but only 
by feed.er services, by forei€n shipmmero. This may, on the one hand., reoult in 
loss of trade to th!? ports in developins countries and, on the other, increase 
the cost of transport to those countries. 

E1/ "Follow-up report on aspects.of economic and social i~plication~ of 
international multimodal tra.nsport in developinig countriesn (TD/B/C .4/181), . 
annex III,' paras. 13 and 14. 

W Containerization International Year Boal~, 1978 (op.cit.), pp. 2:36-244. 



TJJ/B/C,4/18"5 
p~o 17 

(c) There may be pressure from t d. . 
the introduction of unitizati / t _ra :-Jl€ ~artners in developed countries for 
trade of developing couritrieso~ co~ ainffer1tzation, and if this is icnored the export 

. ay ea ec ed adversely. 

develi~ld !!u!:~~~:s i;t~fdevelopine coun~ries are containerized by the traders in 
. . - an 1 exports are n',; containerized t:1e reoul tant i1:1balance 
::m container traffic may push up the cost of ir::roorts to the extent of the co:;t of 
the return of empty containers. • 

(e~ T~e relativ: bargainii:1€ ·position of consi~nors in developinc coW1tries 
may wea~en if ~o~so:tia of fo:e1gn container-service-operatill«'.? nhipo,mers, 
and. their subsidiaries opera ting conventional vessels, monopolize tho ~cneral 
cargo trades of those countries. 

(f) In the absence of indirenous Hf enterpris~s, foreien enternrines or their 
~encies in developi!J€ countrieo nay cain more and more control over' the component 
ele~ents of the oultimodal transport system and function in a monopolistic vay 
against the overall economic and oocial objectivec of the Governnento of thoze 
countries. 

45. The introduction of modem transport technolocies, with their inherent 
advanta;ges, ,iill improve the efficiency and productivity of the trannport system 
in developing countries and thereby help to maintain e.nd strerl,l!thcn their rnarke·t 
position. Even if modern transport technoloeies are not introduced on a full ocale 
extendin€ to inland transport, it may be advant?~coua for developinc countries to 
promote the activities of indigenous rl.TOs. 

Problems 

46. It has to be borne in mincl that modern transport technolozies uere not tailored 
to suit the needs of developine countries. They originated in developed countries 
in response to specific socio-economic trends. Developine countrie~ may therefore 
face several problems fl) in adapti~ themselves to these technoloa1es. Some of 
these problems peculiar to liT operations are briefly mentioned below. 

(i) 

1. Problems common to both indigenous and foreiµn f1T0s 

The economic viability of investment - part~cul~rly_when i~ is in a 
sophisticated type of teclmology lil:e containar1.zation - will depend 
largely upon the total volume of tre.de n~d i ~s. balanced mo~ement in the 

· . inward and outward dircc tions. The unstu tab1ll. ty of nome 1 tems of 
exports for containerization, the seasonal n~ture of exports, etc, 
may also affect the viability of investment 1.n such cases. 

<>A I Tl blems have been highlighted in the followine reports: . 
~ 1ese Pr:' . . t· s of international multimodal transport in 

"Econo~c and soc~a\1m;;1~;/~; the m-rcTAD secretariat (TJJ/B/AC.15/13 ~d Corr.l); 
developing co~tr~:: ~- !1 implications of the neu tro.nsport technologies 
"Economic and ins i u iont b . tted 'ov T:'conomic Commis3ion for Ia tin America • T-t · · A · · 11 repor 2u m.1 .; ;.;, . 
in ~ in/ meric)a , . . t f OAU ad hoc Committee of Experts on mul tiroodal 
(E/CEP.AL L.113 ; Repor 0 

transport (cMrjRpt/(11)) • 
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(ii) 

(iii) 

The introduction o·f these modern technolo€ies. l'rill give rise to various 
institutional changes 's5/ - changes in procedures, practices, 
documentation, data processiI1f7, customs inspection and other services and 
activities associated with those technologies. Such institutional chaI)€es, 
if unregulated, may have adverse economic effects on developing 
countries or may not be compatible with the overall economic and social 
objectives of their Governments. 

Modem transport technolo~ies lit~e containerization are labour 
savins while the cargo handling operations of break bulk cargoes are 
highly labour intensive. The introduction of such modem teclmologies 
may therefore ~ive rise to undesirable redundancy of port labour in 
developil'l€ countries, but some new jobs will also be created to service 
various stages of containerization. 

2. ·Problems involving vublic investment in developing countries 

Adoption of modern transport teclmologies will necessitate substantial 
public investment in infrastructural facilities like port facilities and 
inland traµsport facilities, the scale of investment depending upon the 
type o:f technology adopted and the e:=tent of its application. This may 
create financial difficulties for developil1€ countries whose financial 
resources are limited, quite apart from the social disruptions on account 
of redundancy of port labour, etc., referred to above. 

3. Problemc peculiar to indigenous liTOs 

(i) Indigenous HTOs may face difficulties in findiJ1€ the necessary capital 
for investment in shipa, equipment, etc. 

(ii) Indigenous JYlTOs may face competition from foreign llTOs already 
operati~ on the same routes. They nay also face difficulties in securil1€ 
·cargoes in those trades· {this problem may to some extent resolve itself 
when the Convention on a Code o:f Conduct for Liner Conferences enters 
into force). 

(iii) Apart from oonsiderable investment, international Ur operations will 
call for or~anizing ability as well as marketing and plannil1€ expertise 
of a high order. La.cl~ of experience and resources may ere ate difficulties 
for indigenous enterprises in developing countries to market their 
services and or~anize a netuorl~ of ae-ents, correspondents, branch offices 
or subsidiarieo abroad. 

(iv) Developil1€ countries may also experience short~e of trained and 
experienced man~erial staff for dealil1€ with the various aspects of llT 
operations, including legal and insurance aspects, and trained· ·techrilcal 
personnel for operatine and maintainine the equipment used in modern 
transport technologies. 

gj/ The institutional changes have been highlighted in the report by the 
mtcTAD sec re taria t on 11In terna tional mul timodal· transport opera tioµs" · 
('ID/B/AC.15/7) and in "Economic and institutional implications of the new transport 
technologies in Latin America" (on.cit.). 
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(v) A , -t present, in most of tl d . . d - 1e evelopin~ count. t 
c~rrie on Lo.b. terms 'li/ while t :..: . ries, he e~rto a.re 
with the result that the choice ~ he impor~s are carried on c.i.f. ten::s 
or seller of the eoods a~ t~e o1 the carrier is left to the forei~n bnv~r 
nat· 1 , "' .1 case may !,e U" 11 t t L,; --v 

_ 101n carriers in c1evelonfr" . ' _,ua Y o he dctrio~nt of 
re-definition in vieu of th; -~ ~ountri:s• Thcs:: terms uill need 
points in the transport h . fcc.clt that in rnul timodal transnort the brc"''· c ain re evant fo th 1 · · ..... 
responsibilitieo and allo at. f • r c a location of riehts nnd 
are -those ; at which the .,,.o~ds ion to • charreo between the buyer and. the se llcr 
the ports of loadinz and. cli;c~:r:r o"; ~eave the 7ustod~r of the ?ITO and not 
context of the trade natteni. " ~( a., l.~ convenh~nal transport. In the 
a:ise: firotly, hou the te~~l sh~:~!Orl\? :

0
~~rle3 ,,,two questions ,rill 

u1 th multimodal transport· - dl - c re denned -Lor use in connexion 
interests of develoTI1'n" co' tse?on Y, how the neu tems will affect tha 

i,, ~-'<;;_ un ries. 

Options in tecbnolofY 

47 • Modern transport technologioo provide a variet f · 
co~mtries in_regard to the form of unitization of c~r;o,o~t1~~so;os!~v:lopins 
~ts, ~dling equipment, port facilities, inlanC transpo~ avotem ~;; ca;h~oe 
op ions roadly pertain to three areas, namely: ., ' • 

(a) -car€o unit (container, pallet; wheeled unit, barBe, etc.) 

(b) mode of transport (ships, road vehicles, trains, aircraft, etc.) 

(c) routing (sea, roa(l, rail, air, etc.) 

48. These three areas arc closely inter-dependent because each form of 
unitizat~o~ ~as its own ?ecu~iar need.s uith rc,zarcl to shipn, handli?'ll' equipment, 
port facil1 ties, etc. Ti1e different types of vessels used in l!IUl timodal transnort 
to suit different methods of uni tization, their reneral features, handline · 
equipment used in each type, etc., have been dealt with in the reports submitted 

by the UNCT.AD s0~retariat. W 
Guidelines 

49- Hhile developine countries have to r;1ake a choice of the type of unitization 
to be adopted and the typer: of ship3 to be acquired, it will be advi:3able for 
them, after a careful study of all the relevant factors, to follov some broad 
.guidelines as indicated in the follmTi~ pa.ra..3"raphs. 

50. Developin.g countries a~e at different sta.rrcs of develop~ent, their econocic 
and social conditions varyirl;'.1 from country to country. · ~~or many countries ,,hlch a.re 
comparative1y less developed, a capital intensive ~.nd labom- savinc technolOfY 
like contairmrization 1:iay not be ini ti.ally suitable. In the first plece, 
considerable investment vill be required, not only in ship:1 and containers, but ali:;o 

~ The-issues arisine in connexion with the terms of shi!)ment have been 
discussed in two reports by the UlTCTlill secretariat: 'lD/TI/AC.15/7/M.tl.1 and. 

TD/B/AC.15/13 and Corr.l. g/ "Technical and fimJ.Ucial a,p~:ts cf oodcrn transport tc~~ol0,1iec used in 
multimod:al:-transport opera.tionntt {TD/lJ/AC.15/15 and Corr.I) _and .ec:111ological 
chan/!e in shipping and ito effect" on ports" (TD/~/c.~/12~) and 3upp,. 1-6). 
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in port facilities, inlanQ transport and other infrastructural facilities. A 
souhisticated technology like containerization is comparat~vely less versatile 
and _the :rise in costs will accordin3"ly be hieher ,-,hen the trade structure is 
not suited for its use. f. t the sam0 time, these capital intensive facilities may 
not be fully utilized because of insufficient volu.~e of tra~c or u.~suitability of 

. its pattern. This vrill recult in ri::;in;rr costs. J3eside3, many developin3" 
countries mc1,y have abu.""l.d2.11t manual labour and the abrupt introduction of a labour 
savirl€ technology may caune undesira.1)le :.:::ocial disruption. In these circumstances, 
it will be desirable for them to introcluce such technologies under a phased 
progra..."'!llle consistent with their economic and social conditions. This will encure 
both that scarce capital resources are utilized effectively and that social 
disruptions are minimized. In the first stare it may be a.dvisabk for such 
developing countries to adopt an intermediate technology, i.e. a conbination of 
the conventional syste:o.8 and the modern sophisticated sy3tems ·uhich uill cater 
simultaneously to the I'.lovcment of brea:::-bu1t car30 una of unitized cargo in different 
forms of unitization. A suitable type of "multipurpose" vessel may fit in uith such 
intermediate technolocy. This type of vessel can be replaced in due course by more 
specialized vessels like fully containerized vessels a:nd/or ro/ro vessels accordirl{? 
to the requirements of the trade. 

51. In this connexion, it will be advisable for developin.g countries to hold 
consultations with their tradin,g partners, port authorities and carriers in 
developed countries in order to ens112'.'e against incompatibility arisine out of 
dissimilar technolo{?ies ado-pted at the tuo ends of the trade routes. 

Port facilities 

52. The extent to ,rhich port facilities have to be developed to meet the needs 
of mu.ltimodal transport uill depend. ma.inly upon the type of unitization adopted 
and the facilities a.lread.y available at the ports. 'l1J 
53. Of the various forms of unitization, palletization is more compatiole with 
conventional port layout provided sufficient forklift truc!rn are available. 

54. The ro/ro syntem requires few, if any, specialized port facilitie □, the 
extent of which depends on operational parameters such as total units directly 
passing through the port, type of units carried, etc. 

55. The bar{!e carrier system requires little change in port layout providecl. 
the quay has sufficient water aepth to accommodate shallow-draft barges and that 
a fleeting area is available •. Bar€e carriers require sufficient moorina area 
with an adequate number of mooring points. 

56. Limited container traffic can be catered to by a conventional wharf, 
provided such facilities as cranes and trailorn for conventional handlil'll! of 
containers are available and the quay structure allous heavy lifts to be handled. 
But regular ana. sizeable container traffic will require a !)Urpose-buil t container 
terminal. Dependil1€ upon the density and volume of traffic, such a terminal 
will need to be aclequately equipped ui th handling equipment such as gantry crane·s 
and straddle carriers, besides larce areas of reinforced quays for marshalline 
and stationing containers. 

W See Port develo ment: a handbook for lanners in develo inN countries 
(TD/Blc.4/175 and Corr.l United lfations publication, Sc1,les Ho. E. 77 .II.D.8 • 
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57 • Hhen car1;10 moves mult. d 11 . .. 
1 · · t '" 1.mo a Y th h imi. ed mainly to transit oper2 tion'"' 1'01.1€ a port, the port' o func tion::i becoc<? 
~i~re rr;-o:ganization to sorn~ ext:n~!o c~~~;q_~~ntly t~e port operation:1 uill 

er.) o inland transnort '"'uch . 1e req_U.1.rcr.icmts of expedient 
Documentation and infom~tion" s st:s"' ro~d, rail or inland uatcrwo.ys. 
l~~~e numbers of units passins ;hro:h"~! ~:ed __ to be improved to co!)e ui th the 
wi customers and receivers to ensure"' the incre~oed cor.nnunicaticnc required . vrnoo opcrationo. 

Inland transport infrastructure 

50. In regard to. inland-transport-infractruct . . . ~ . 
transport, the ra1.brays the road d . ure fucihh!?o 1or mutimodal 
respective roles. (Co-~rdination ~tl rn~and-uo.ter transport have to play their 
problems because of the d. hf.' - ? 1 ~ir transport uill present sol:!e special 
. t l.lJ.CJ.ence in size of air cont · ) 
1.mpor ant steps required to be tal'e . - a1.nero, €tc. • The core 
transport for adaptin,,. i tsel"" to • ~ t :-n :~p~ct of each of these moden of 
below: '£1/ c J. mu 1.mo a ransport are brfofly outlined 

Railways 

(a~ _Adaptation, under a phased programme, of the existi · ,. 

~~n?::::~!~0 ~/!a ~~=t:1:!~:!ocl, t~ :~•ure !n~erchan/!eabilitj 0~~~ .. ::ether 
involved in the t-r , ut t-~ o ~ee . e carryine capacity and cubic content 

anspor a ion ox unit loads. 

(b) Establi~lli;1ent of rail tem.inals ,-,ith sufficient transloadin[! equipment 
in the close proxirruty of container terminals. 

(c) Provision of suitable rail vehicles for the carri~~e of different sizes. ....., of ISO containers 

Road Transport 

(a) A revieu should be undertaken of the physical requirements and 
re~ulations applicable to road vehicle trans~ort, suitability of roads, 
and the weight, load a..'1d length of vehicles which carry unit loo.ds. 

(b) For the carriage of ISO containers of different sizes, roads should 
satisfy the physical and technical req_uirements in reeard to uidth, €radient, 
minimum stopping sight distance, minimum free height, etc. Brid.t!en should aloo 

be suitably designed for the purpose. 

Inland.Uater Transport 

59. Inland waten·1ays must be co-ordina·t;ed with other modec of trnnsport e.nd 
made su.i table particularly for the movement of LASII and seabee barBes. Unit 
load equipment such as shore based cranes ~ust be installed at the appropriate 
inland distribution points and floating cranes may also have to be provided. 

60. Some of the probleos fc.ced b:r developing countrfos i..'1 pro-1idinc inln.nd 
transport nnd other infrastructural fo.cili ties - pD.rticulnrly those arising 
froo physical and geographical constraints can be overcome by co-operation 
cnong them at the regional level so as to evolve a..~ integrated approach to 

those problems. 

'!2f "Technical and financial aspects of modern transport technologies used 
in multimodal transport operations" (TD/B/AC.15/15 and Corr.1). 
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B. Oretanization o-r multimodal transport enterprises 

61. The majority of the existin,g" 11110s are located in developed countries and 
consist of shipping companies. If .shipping co□panies or other enterprises 
in developil'l€ countries uish to becoI!le_ l1TOs, they may face several difficulties 
already referred to in the previous section of this report. In vieu of these 
difficulties, and. particularly in vieu of the limited resources of developing 
countries, it may be ~dvant8.€eous for them in the first instance to encoura,se 
existin€ enterprises connected uith transport to enter the field of multimodal 
transport. Such enterprises may be either carriers (shipo~mers, road transport 
operatorn, railways, airlines, etc.) or non-carriers like shippers, freight
forwarders, etc., dependi!ll? upon their suitability, competence and other relevant 
factors. If, however, resources permit, developing countries may also consider 
uhether new entervrise3 should be established and, if so, whether they should be 
non-carrier operators or carrier operators. Direct participation by rovernments 
in new enterprisen may give them the necessary financial strength and status, 
particularly- for winning th8 confidence of banks and financial ins ti tut.i,.ons abroad. 
Subject to the above eeneral [!uidelines, developinc countri'es can consider the 
possibili tien of establishi~ different types of enterprises as indicated belm-,. 

Types of enterprises 

(a) Unimodal national carriers like shipowners, road transport operators 
or railways may be encour~2ed to enter the field of multimodal transport, provided 
they have the necessary resources and expertise. 

(b) Alternatively the unimodal carriers listed _above may be encouraged 
to join forces and through the pooling of their resources may provide many of 
the component elements of the MT systen such as ships, containero, handli!ll? 
equipment, road vehicle o, etc ; and this may he 1 p to keep do,-m the additional 
investment required. 

(c) The third possibility is joint ventures of indigenous shippi~ lines and 
forei€n shipping companies. This type of joint venture has been established in 
some Latin Ameri0an countries. -22/ Apart from offerir1€ a fixed share of the. trade 
to _the national shipping lines, the foreign lines may offer substantial technical 
;:,,nd financial aid to enable the national lines to adopt modern transport . 
technologies and to carry their share of the trade. Under such a·joint venture it 
will, however, be necessary to ensure that the effective control of the new 
organiz13:tion _is retained in the developine countries and that their national 
interests are ade~uately protected. For example, such ventures should not result in 
hardships to consignors of break-bulk cargo for uant of shipping opportunities. 
Again, the normal procedure of consultation betueen consienors' organizations 
and shipping conferences must not be bypassed, even if such joint shippi?l€ 
enterprises operate outside the conferences. 

22/ "Economic and institutional implications of the new trans!}ort 
technologies in Latin America'! (op.cit.). 
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(d) Joint transport enterprises amo!lG 
between land-locked developinn t . an··ddeve~opil'l€ countries - particularly 
, bl · ·'I;, coun ries their tran · t · hb 
oe a e t9_ ·overcome several difficul tics s1. ne1e ours - may 
sca:ci ty- ·of capital, shortaee of trained !:_ed b? d~velopi~ ~ountrks such ns 
Besides, because of the economic . 

1
ae:eri~l a~d technical personnel, etc. 

in the member countries such joi ~om~rcia_ ruld institutional lin!:s they establish 
suitable to act as MTos: In the ~ie~~ ~i:f~es_ □ayp7ovc to be particularly 

several·joint enterprises already exist amo:;p~~:io;~~ t~:~t~::a:nh;ail\lays, 

.. 
1 

(e)t ~1;signors," exportin.g firms, producers of major export products and/or 
s1.mi ar_: t~ne :nterp;ises m~y be able to orrenize J.1T services, either on their 
mm or ~_oi1; Y with ~tner national enterprisen. This ma:y help to arrest the 
~on~b0 17st1c tendencies ~f pm-rerful shipm-mer llTOs and afford better protection 
_o e interests of consignors. It may be mentioned in this conne~ion that 
in some ?f the European cou.11.tries, liT enterprises have been oreanized by ' 
transnational producers of certain commodities who are tho•mjor users of their 
m-m UT services. '2J · 

. (f) , The emergence of la.rse container consortia and. pouerful iroups of 
shipo\mers as 11TOs is reported to pose e. threat to the buninens of frei.iht 
forwarders mainly because consignors, who ,-,ere their customern in the past nou 
often find it nore convenient and advanta.tJeous to approach the XiTOs direct: 
It may therefore-be advisable for freieht foruardcrs in ilevelopi%1€ countries 
to re-ore-anize themselves and perhaps the best way of doin,£ so uill be to enter 
the field of multimodal transport. It has been estimated that on~-fifth of the 
freight forwarders in the world are located in developinf countries, and the vast 
majority of them have been participatinig in the handlin,g of eeneral co.r~o·. They 
can .form HT, organizations either separately or jointly with shippin.! lines or 
consignors or{!anizations. They can als·o associate with their counterpart3 in 
neighbourint developing countries, includil')€ land-locked countrieo, and set up 
such oreanizations at the reeional level. lhny freii7ht forwarders ow or 
control several component elements of th9 l!T syster.1 such M truck:Jt trailero 
and other road. vehicles, warehouses, contdner depots, etc, and they render 
a variety of services such as procurement and co-ordination of varioU3 modes or 
transport: ,groupaige of I.CL ca.reoea, paclcirlil of export cood o, documentation, 
iroport/e:rport formalities, customs fomn.li ties, etc., which arise in .mul timodal 
transport. A joint organization of freight fol'l•rarders A.t the national or 
regional level will therefore have at its disposal not only much of the expertise 
needed for multi.I:Iodal transport but alno most of the requisite infrastructural 
facilities •. Such organizations will be able better to resist the extension of 
the activities of foreicn lITOs to gain control of inland transport facilities in 

developing countries. 

}1/ "Economic and soci::-.1 implications of intcrnat~~nar riulticodal transport 
in developirlS countriesn, report by the UlIC•:rJ-J) secretariat (TD/JJ/AC.15/13 and Corr.l). 

W nE~o~omic and instit1.1tiona~ im"(llications of the new transport 
technologies in Latin America.11 (op.cit.), 
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Besides, a joint enterprises of freight forwarders can possibly play 
an increasing role in or,ganizing "land bridge 11 or overland transport systems 
across developing countries, including land-locked countries. By combining 
the use of trailers and trucks by road and railways, such "land bridge" systems 
can. be utilized for the multimodal movement of cargo in non-containerized or 
even in break-bulk form. 

(g) Intermediaries like shippin<r agents, customs house ae-ents, stevedoring 
firms, render several services at present to shipo~mer□ or consignors end can 
perhaps, individually or jointly, provide Ml' services. 

62. Dependil1€ upon their financial resources, the indigenous llTOs can acquire 
ships, equipment, inland carriers, etc., under a phased programme. For example, 
in order to minimize investment, a l11TO may charter space on ships and use leased 
containers and thus postpone heavy investment in ships and equipment to a later 
stage. But as the 1'1TO acts as the principal and may-have to el1€age several 
unimodal carriers, includil1€ even large container-vessel-operatil1€ shipmmers as 
his sub-contractors, it is desirable that the financial standi~ of the MTO is 
sufficiently stroll€ to command the confidence and good uill of his sub-contractors. 

63. The extent of financial investment required will depend upon the type of 
transport technology adopted for llT operations and the scale of its application. 
These and other relevant aspects pertaining to.financial and technical assistance 
are dealt with separately in anne;r VI be low. 

Organizational set-uE 

64. The tlTO should have a suitable organizational set-up, both in his oim country 
and in foreign countries, to look after his business. The model organizational 
set-up for a vessel-operatin.3' 11TO and. HV0-!1'1'0 outlined in chapter I of this report 
uill be of guidance in this connexion to prospective l1T0s in developin.g countries. 

65. In his own country, the UTO in a developing country may have to set up, 
besides his head office, subsidiaries or branch offices or agents at different 
places depending upon the extent of his business and the range of services 
rendered by him. Abroad he may have to establish a net-worlc of agents/ 
correspondents and, if necessaryj subsidiaries and branch offices depending 
again upon the extent of his business. Appointment of competent agents/ 
correspondents abroad may not present problems, particularly in cases ,ihere 
the llT organization has been set up jointly with foreign interests, but shortage 
of trained managerial and technical staff in the head office or branch offices 
in the country of the llTO may pose problems. This can be :resolved to some 
extent by means of re€ional co-operation among developil1€ countries so that the 
experience and expertise available at the reaional level is nooled and utilized 
to its ma.xiI!lum. advantage. It trill also be ad.visable for dev; lopiI1€ countries ··· · 
to establish trainiJ:l€ institutions, preferably under the auspice~ of the regional 
commissions of the United Uations, for impartil1€ opecializec.l training - both 
man~erial and technical - in I1T operations. 

Liability and insurance 

66. The other institutional aspects of l:IT opera tion3 pertain to liability 
and insurance, documentation, terms of shipment and impact on labour. 
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67. In regard to the system of 1· .. 
the adoption of an internat1·0 1 iabiht~ to be assumed by the 11TO oondin.a 
J.• t -11 b na conventi.on ~:z I 11 b ' • ·"\; 

wi e advisable -for uros in d 1 . .I.U app ca le to rru.1 tir.iodal traruroort 
as in b · f 11 eve opine countrie~ t f 11 t · ' · eing o owed by established 1-1T0s. 2!J./ "' 0 0 O\.i he oru::ic practice 

68. Developing countries are hoi . 
operations in _their territori; ;v~r, an.."::ious that the introduction cf Irr 
industries which they have bee~ : ~~/ not adv(?~~ely affect their co.rso insurance 
taken care of partly by means f u.i t. ll'lG up dur1n.1 recent years. Thin can be 
:egulated and controlled i~ ea~h :~~~nal laus under vhich 111' operations will be 
in regard to trade and insurance. In(~ a~d partly by meai:is of IX?licy c~asures 
will be particularly required. his re(!ard co-operation of indiJenous Hl'Os 

Documentation 

69. In_regard to documentation, pendine the adoption of an inten1ati l 
convention so:: I pe t · · t 1 t • ona t th . L,1/ r aim.ne o mu imodal transport which ,rill rive lee:11 3 tatU!l 

0 e. NT document and also define its scope and func tion::i, Jfi'Os from deve·lopi 
countr~es may adopt one or other of the documents which are currently in u:.ie ng 
and uhich have been mentioned in chapter I of this report. 

Terms of shinment 

70. The questions that arise in connexion with the terms of shipment have been 
mentioned earlier in this report, namely: 

(a) how the terms of f.o.b. and c.i.f. ,-,hich are coDll!lonly apvlied to the 
export trade and i.nport trade respectively of developine countrion ~hould be 
re-defined for use in connexion with multimodal transport; 

(b) how the new terms may affect the interests of developine countries. 

71. In regard to 70 (a), the terms of shipment correspondi~ to f.o.b. to be 
applied to the exports of developin,g countries movin/.? under HI.' system uill be 
equivalent to "received in the custody of the HTO". '& Similarly, in the. case? of 
imports, the term correspondine to c.i.f. t·rill bc equivalent to deliverad at the 
consignee's premises or at any other place vhere the careo leaves the custody of 
the l1TO. The question as to how these terms t-:ill be re-defined clearly and 

22f The present position in rerard. to formulation of draft provision on 
liability and insurance is indicated in document TD/m/conr./1 - TD/D/Ac.15/56. 

2AJ. Cf. chapter I, seoti~n E, above. 

'22f The present' position in reca1:1 to formulation cf draft prpvisions ~n 
documentation is indicated in T.D/1r.r/co1TF/l - 'YD/B/Ac.15/56. 

2§1 See ao~ument TD/B/Ac.15/13, para. 88. 
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comprehensively_1n order to _:take care of all situations a.risJ.ns under nmltimodal 
.. -transpo.rt-and :avqid any misunderstandings or disputes between the parties 
· concerned has been ene0,c3ins -the atlention of the IPG and. other bodies for some time. 
It may be mentionect in this connexion th.at the traditional terms including f .o.b, 
and c.i.f., lmmm as the IUCOTEFUJS, 11Gre evolved by the ICC. It uill take some 
time before the terms are• finally revised by ·the IC.C. In the- nean~ime, a ?et .of . 
terms. knmm as the CO!<BITSRNS .i;; beir..g ad0pted .bY se·.'cral traders ror ,me in r.ru.ltimodal 
transp<;>rt. These. terms are .as follo'1s: 

COl1BITERiiS - Delivery Terms 

2. 01 Ex \fork::; ( unfranco) 

2.02 

2.03 

2.05 

2.06 

2.01 

2.10 

2.19 

2.20 

2.22 

Ex \forks (incl. erport custor.is clearance) 

Pree .arrival waf!on/truck teminal place of d2spatch 

Free delivered plc,ce of despatch .' 

Free dep_arture t-,~~n/truck place of despatch (FOU/:;?OT)· 

Free border country of despatch 

. Free tariff point 

Free border destination countrJ 

Free arrival \Taf'.on/tru~k destina~ion place 

Free arrival destination place, uncleared 

Pree arrival destination place, cleared 

Free delivered consignee 1 a premises, uncleared 

' . 
Free delj,ve.red consicnee 's :pr~mises, cleared (franco) 

72. ·Pendill€ the. final. re,rision of the IHCO'l1ml1S by the ICC, or evolution. of 
internat1.onally agreed terms, clevelopi~ countries ca..'1 perhaps take into 
consideration COMBITERUS in relation to 11T o~erations. 

73 •. As rq,gards the question of 70 (b )~ if the e;~ort~ and imports of dovelopi~ 
countries movillG under multimodal transport are governed by terns similar to 
.f.o.b. and c.i.f. terms, the choice of the llTO nnd thi~o'U€h him of the·carriers 
involved may remain ,.fith the foreisn buyer or seller of the goods as the case may 
be, and he is likely tc::, ·show_p:r(;forenc.e for Mros of his. o"m country. Th.is may 
adversely affect the prol!lotion of indicenous llT ~nterprises in developing countries 
as well as the viabili -I;;}• of their transport industries· in ·:,?eneral and particularly 
their merchant marines. It t'ID.Y also affect their cargo insurance industries. 
It will therefore be advisable for developin.'.! countries to adopt, while 
introducif1€ HT operations, suitable policy measures to ensure that their exports 
and imports are carried on such terms as will enable an equitable part of l>!r 
ope:ra.tions and cargo insurance to be retained i~ those countries. 
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7t4•b Theadterms of· shipment also have a beari~ on the currency in which paV'T'lent ha!! 
o e m e for :MT services and it" t · "-. . . ~ consequen impact on the balance of p.~yticnt:J 

posi ~ion. For example, . a forei,7n 11TO may quote a throu.i?h n'.te payable in 
~oreien currenc~ to an ioporter in a developi~ country for deliverinc the rood~ 
into the latter ;:: pr:oises,. At th': sar.ie time, the UTO may )a::/ in loc.-.1 currency 
for ~he expenses he incurs in the 1.riportirl€ country and theri:by save the equivalent 
foreign excha.IJ€e component of the thro~h rate. This will adversely nffect the 
balance of payments of the importing country. Developi~ countric:J rust therefore 
ensure that adequate forei~n exch~e reeulations are in force to cocnel the 
foreign uro to pay in forei€n cxchanee for the expenses incurred by hi.r.1 in the 
importing country. 

Impact on labour 

75. Redundru1cy of port labour arisine from the introduction of oodern tr:ms,ort 
technoloi7ies like containerization has been referred to earlier in thio report. 
If the introduction of nuch technolofies i3 effected under a phased prorr~ 
and an intermediate technoloey involvi!l€ the une of multipurpooe facilities at the 
ports is adopted in the first ntage, the impact on port labour will be 
minimized. 31} At the oame time, it will be ad.vi!::able on the part of develotii~ 
countries to initiate suitable loI1G-term mea3ureo to meet thin problem, cuch no 
trainiI}€ . part of the labour force in hand.ling equi!)ment uned. in modern transport 
technologies at the ports and at inland depots, retrainil\? redundant labour 
force in other skills, provision of unemployr1cnt benefits, etc. 

21./ For further details, see document TD/B/C.~./129/Supp.l. 
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C. Role of the State: legislation and policy measures 

76. The introductio~ o:r'IIT operations, based on modern transport technologies, 
,vill call for l~gislative and policy measures on the part of developill€ countries. 

Policy maki11.¢ ani pla.rininp 

77. , _The est<?-blishment of llTOs and their organizations must be decided in the 
context of over-all.riational policy and planning on multimodal transport in that 
country. Developil:'lg' countries must cive careful concideration to the follo,1il1i3' 
aspects before they take a clecision on the establishment of NTOs: 

(a) the type of technology to be introduced; 

_ (b) the extent to which such technology should be applied to the national 
HTOs. 

78. A cautious approach in ta.ki11£! a decision uill be necessaT'J to ensure that 
scarce capital resources of developi!J;;! countries are used efficiently and 
effectively. The social, economic, geo(!raphical and physical conditions of 
developing countries vary from countrJ to country depending upon ._such· · 
conditions, the type of transport technolo~y to be adopted and the extent to 
which it should be applied to HT operations in each country will also vary. The 
unitized service's introduced by forei1n shipm,iners on the basis of their mm 
assessment of the needs f'or economic operation in relation to their olm cost levela 
may not be an adequate euicle to shipo,mers of developinc countries. In order to 
enable a correct decision to be taken consistent with national needs and resources, 
it will be advisable on the part of developine countries to have llT projects 
evaluated on the basis of comprehensive transport surveys and cost-benefit 
analysis. Such surveys must cover all aspects of investment alternatives and 
choice of technolo~y including, inter alia, the followillls aspects: 

(a) the total volume of trade available for multimodal movement, types 
of commodities moving, the extent to uhich movement of imports and exporhl 
is balanced, seasonal nature, if any, of their movement, a~litional traffic 
expected to be eenerated as a result of improved transport service, etc. 

(b) the number and types of ports to be served, as well as the extent to 
which existing port facilities, inland transport and other infrastructure 
facilities are adequate to cope uith the different types of teclmolory. 

(c) the possible repercussions of the different types of technology on 
domestic interests. 

(d) an evaluation, in reopect of each type of technolo~y, of the investment 
costs and social effects as against the benefits by way of reduction in costs 
and any improvement in the quality of transport service. 

79. An evaluation of an llT project, as sug:gested above, uill be a complex and 
sophisticated exercise, however, calling for specialized lmowledge and e:rpertise 
in the field. It will therefore be advisable for developing countries to 
establish, as a matter of policy, national transport-study units cunsisting of 
transport economists and other eX]Jerts for conducting such evaluations. Besides, 
since various administrative ae-encies and commercial interests are involved in 



'J:.0/B/C.4/18, 
'Paee 29 

international multimodal tran~port d 1 . tt· . ~ ' eve opine co t. se lnfl up transport co-ordination M . . . ll1_1 ries can also con3idcr 
co-ordination of various modes oft ~c~cies 1~ their_tenitories for 
transP?rt •. It will ·be advant8<_!eou/~oport llJ. th a VlCll to pro~otine nultbodal 
co-ordination agencies are also t s~ch trans~ort study t1ru.ts and tran~port 
the auspices of the regional 

00
~~ ~p av the re~ional level, preferably under 

co-operation with ill-TC TAD. . issions of the United Ha tionc in clone 

80. The draft international t· · 
contains adequate provisions ~~nvc~ !on ~luch ~as bee~ drmm up by_ the IPG 
lib.en the convention in finally a~~~:"':-~ th

~ i1:1t~re 3 ~s 0 : developina coi.mtrico. 
have to enact corres ondi .. e, _eve ~Pl!l€ countries rntifyi~ it will 
to give freedom to c~ t . i. n:ttt~al loe1slati~n. ~1.s th~ oonvention in ex-pecteJ. 

. . . 1:1 rac l.11(! , c.tes to exercise licenslrl{; control over HT 
op~~:itns wi. th11: their territ~ries, developing countriea my be able to frame 
Sill. c. e re:21:2-lations u.11de~ national le~islation to e;~erci::Je control alone the lines 
as proposed_ in the follow1rl{l' para/graphn. ln1ile the e:~tent and nature of control 
vary. f:om coi:nt:Y to ~ountr.r, depending upon each countrJ 's social o.nd cconoC?ic 
c~ndi ~i~ns,. 1 t is ~esirable that in the exercise of such control there 3hould be no 
discruru.nation cl.€ai.nst foreirn I1TO.s. 

Control and re@'ulation under national lam:: 

81. As mentioned in chapter I of this report, IIl'Os and their activities are 
subject to re&ulation and control in several cou.ntrie~ and the eY.tent of control 
varies from country to country. Some develo,i~ countries have establisheJ a eencral 
legislative fraoework - such as comoercial codes, corporate acts and trade 
practice legislations - uhich, inter alia, enables such control to be exercised; 
while some others have enacted specific lawn applicable to lrl'Os. Countrieo vhich 
have not yet adopted any leeislative measures in this reea.rd should con5ider doine 
so either by establishing a. general le€al framcmork under "hich ur activitieo can be 
controlled and regulated or by enactin,z specific la\Ts applicable to mon. It is in 
the interest of developifl2 countries that such regulations and controls be 
exercised over NTOs whether forei(rn or indigenous, a.nd that thi3 be done preferably 
throueh a licencing system prescribed ur ler national laws. ·Thos~ laws ohould, 
inter alia, lay do,~1 certain mini:rrrulil qualifications or requirements to be satisfied 
by }lTOs, foreign or indi~enous, operatin.7 in their territories. Thene stipulated 
qualifications or requirements uay vary fror:t countr<J to country, dependii,e upon 
several factors, but the broad guidelines t1ay be aD follows: W 

. (a). The financial capacity of the NTO should be euaranteed and he should 
be able to meet all his cornnitments, includi!lf' his liability to the oonsienor. 
For this he should have a miniCTl.llll vorkirl(' capital, or paid up capital (in the 
case of; company) and assets of a ninimum value, covered by insu.ronce, depcndinc 
upon the extent of llT operations proposed to be undertaken. 

(b) He must furnish proof of his abi~i ty to ~rganizc lfi' services 
based on his experience arid resources. Tlns rai.ld include en acle4~t<: . 
and efficient orgruiization 0 anned by competent peroonnel with subsidiarieo 

7.0/ • see document TD/:n/Ac.15/30 and Add,l. ~ In thiJ connexion, 
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or agents at different ports or places covered by his Ill' ope:ations, and . 
o~mership or control of physical means of transport engaged in s~ch operations, 
as uell as storage and uarehousirl;,'.!' facilities in port areas and inland depots, etc. 

(c) If he is a foreigner, he must have subsidiary concerns mmed and. 
operated by nationals for carryil1€ out MT operations within the country •.... 

(d) He should have sufficient commercial and financi~l status so that his 
documents are recognized under the rules of documentary credit and are accepted 
by banks and other institutions advancing credit ~ainst soods in transit. 

(e). In fixing such minimum qualifications or requirements, provision may 
be made: 

(i) 

(ii) 

for compulsory registration in each country in which. the 1-lTO operates 
and for the permission to operate bein~ subject to a. licence granted 
by the administration of each country; 

for compli~ce with national laws or national policies in regard to 
choice of routes and for obligations as reaards national carriers; 

(iii) for compliance ui th national lavs 01· national policies in regard to 
insurance, inland transport, coastal shipping, cargo· reservations, 
consultation between consignors' organizations and shipping 
conferences/shippi~ lines, exchange and customs re~ulations, tariff 

... regulations, etc; 

(iv) for compulsory record of tariffs, commissions or other emoluments 
which the 11TO receives for participation in ll'l' operation·s. 

82. Such regulation and control of MT.operations will be beneficial to indigenous 
liTOs •and will enable them to overcome some of the difficulties mentioned earlier. 
For example, if an UTO enjoys the status of a licensed }lTO in his country and if 
he is.a vessel-operating HTO, his acwission to the membershi'? of a conference is 
likely to become easier. Similarly, a licensed HTO will be in a better position 
to command the confidence 'or banks and financial institutions abroad for the 
purpose of acceptance o:f; ,the HT documents issued by him. (The convention on · -· 
international mul timodal transport will, when adopted, give lei'.!al status to . 
the HT document and vill thus help in securing universal recognition for the MT 
docUill.ent issued in developi?lfe countries). In the case of· foreien IlTOs, the 
licensing control will ensure that his activities within the country are in 
confo~ity with national policies and are not in any way detrimental to national 
interests. · · 

a3. The licensing contr~l must, in particular~ protect consignors' interests. 
It must ensure that uros do not become monopolistic and that consignors always 
have a free choice betueen multil!lodal transport and conventional segmented 
transport so that carriers at every sta.ge continue to be.subject.to competition. 
The 11'1'0s must be required to quote rates in such a way as to enable the 
consi€nors to identify the specific services offered. 



TD/B/c.4/1a; 
page 31 

84. From the point of vieu of urote t. t . 
advanta,ceous to_ licenc"' ·1on-"arr·. c itnc ~e interectc of connirnorc, it oay uc 

"' • v 1.er en erprl."es l" f · , m1.lilrn vessel-oneratiY1cr ·iiTOs tll h . .., i:~e rei.znt forward.ere becaunc, 
• • ·..-.: , cy ave a wider t · d • 

procure the most econonic effir1ient a f t op ion an t10.y be in a position to 
t . . , ~ an sa es modes or tran~port Dut t t· 

same ime, it mv.d be ensured that th , . . ~ • a nc 
conference lines/shippifit! lines. ey .i.a.vc no loyalty ar::·ancerientn ,,ith 

Consultation between interested -parties 

85, The licensine control LJUDt also impose an oblication on HT03 to obncrve the 
follouin,:r consultation procedures: 

(a) Before the intr?duction of m servicen and ne,r transport technolocics, 
the:e sho~ld be :ons1;1-1 tation behmen H~O~ on the one hand anu. the conde-nor3 

(sh1pp~r~ organizations), port authontien and the nppropriate ~overnr.icnt 
authorities on the other. At that sta(!e the conoirnors I or1:1anizationn ohould 
~xamine the nature, scope, costs and benefits of the uroTJos~d liT service □ Tho 
port authorities and the appropriate ~ovenunent autho~ities chould nlno e;D.l!linc 
whether the ports are adequately equipped., \·rhether tho other infraotructural 
facilities are adequate, and uhether the introduction of the pror.io::;ed Hr service:J 
will affect domestic interests. 

(b) The object of the consultation machinery is to re~iot ~onopoliotic 
tendencies of carriers which are not subject to (?OVcrnment control, In the l1T 
system, the need for such a machinery docs not scorn to arise in the case of 
road, rail, or air transport, which in most countries are usually already 
subject to ,government cont:rol in some form or other. J3ilt connultation on 
specific issues between users and carriers on such modes of transport I!'.3.Y bo held 
as and when necessary. 

86. After the introduction of l'fl' services in 11hich a sea-log is involved, 
consultation should cover all matters envis3.tied in the Convention on a Code of 
Conduct for Liner Conferenceo, such us level of freicht rates, irnpocition of 
surcharges, loye,lty ar.can,'.Iements, ac1equc.y of ohipr:iine ser .. i.ces, etc, Such 
consultation should be. 

(a) bi-partite, if the IITO is a sea c~rri~r; 
take place direct between consi{Inors I orGaruzations 
under the existil1€ procedu:ce; 

i.e. consultatinn should 
and shippin:? lines as 

(b) t 
· t·t i" the ll.i10 is e non-vessel onerator; i.e. connulta.tion r1-par l. e, .L • , , • • , • ti no 

should be between shippinf' lines/conferences, t,1e cons1gn~rs or:a.ruza o 
and NVO-l1TOs. This uill afford the consi_snor .:,.n op~or~uni t~ to protect ~fa 
• r t .,,.i into consultation uith the sh1pp1.ne llnes/confere~ues 
inte:ests bJ . en e_ 1 tion of the IlTO between the consignor and the carrier. 
desp1 te th':1 inte:!'os n tion the mro-IlTO nay be u:;efully asniened the role 
In such tri-parti te conuul ta ' . 1 orna.ni' za""ion ,.ince tho bare:ainin.'? streneth 

f . t b r of tl~e consignor:::: -1.: " ,., 

o an associa e me1: e •. ,, countries na'' be adversely a.ffccteJ by a. 
of the consignors 1n_deve~opir1G mJ0-!1TOs. if both beloIJ€ to developed countries. 
combination of shippiIJ2 lines and 1

•• , 
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In ~my case, it is e8sential tlmt conoirnors, n.::, si:7no.:torics of conference 
loyalty agreements, maintain control over all ne~otiations uhich affect the 
general level··of freicht rates, ~.ncl ITVO-Ir.ros mtwt not ~Jc pc:imittcd to nec-otiak 
with conferences without the concurrence of conoiznors. Thia uill cn:::uro thet 
no concessional r.tes are .r.rrc1I1tcd to IiVO-IlJ.'On ui thout tlw l~10ul<?dce of consie.n•:----rs. 

. . . -
07. Finally, d.ev€ loping countries must cnclerwour to re;1ula te, by ne2.nn of 
licensinc control or by other r.1c2.surea, thi2 in::iti tt:tional crum.zcs m·isinc ,':'ron 
the introduction of ET services ui thin their terri torien l12st such cl'lf'.n:[C?S 

have adver~e socio-econo~ic repcrcussionn. 

88. It uill be adviGable for developill.2: countrie:::i to li□it lc,2'islative measures 
to the minimtm and ad.opt suit2}~~Le policy nt?n.suros, uhcrevcr nccesnr>.ry, to 
safeguard m:i:tional interests in the different urea:3 pcrta.ininJ to llT opor..-..tion:::;. 
For example, securiI1[! fe.vcurable form3 of shi:,ment fo:r· eX}?014 hl/iQportn or 
retention of an· equ.i table part of nr operations and carro insurance ui thin 
developin{i countries can be satisfactorily den.1 t ui th by evolvinG suitable p::>licy 
measures. Co-operation ,,rith other dev~lopi~ c01mtriea at the ra{!ional level in 
the provision of inla.~d transport and other infrastructural facilities is another 
sphere where such policy lileasures can be adoptec!. 

89. Simplification of docuricntar"J procedures and commercial practices, conoi::::tent 
uith national needs, is yet ruiother area vhere eovernme:'.1.tal measures can fo.cilitnte 
international I!'Illltimodal transport. This qu0stion has already enef>..Ced the 
attentio~ of internationa.l bodies like UHCTAD, ICC and ECE, uhich have recor>JUcnded 
uniform procedures and practices, includin€ standard formats for transport 
docu.i:1ents. It 1!ill be advioable for. developinc countries to fall in line ui th 
such international procedure::: and. practices, subject to the provisions of the 
international convention which is beil\'] elabor?.tocl. 

90. The customs procedures relatins to multimodal transport also call for 
concerted action on the part of sovernrnents. The IPG has formulated certain 
guidelines on customs procedui·es uhich it will be advisable for developin~ 
countries to fol1 1:-w, particularly becau3e they are not parties to moot of the 
existing international conventions relatil'l;'.? to customs. Developing countries 
can also consider establirihi!llf, on t'I. reaional basis, customs unionG or intcrtransit 
0€reements Go that customs formalities alroady completed. under tha transit oystem 
of one country are no.t repeated under the trruioit system of another country 
throueh which the eoodf3 pass under the Mr system. 
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Flow chart showing movement of cargo and documents 

A. E:ports 

DOCUMENTS 

CHECK-SPACE 

-CONTAINERS 
I 

CARGO 

- CUSTOMER PHONES nr BOOKING 

IlOOKilTG FORM---------------------. 

INSTRUCT M0VENENTS 

ECSI .TI{0N CUSTOMER 
,__ __________ (Export cargo shipping 

instruction) 

ECPC \1ITH DRMR 
__________ {Export car~o pa.eking 

declaration) 

CARGO DATA. 
CODED 

IllPUT VIA TPS ilo '.!Ompu ter .. ·· I ( te leprv oossing system) 

DOCUMENTS PRW'l'ED BILL OF LAllillG (or FREIGHT BILL) 
IN REGION - · IHV0ICE TO CUSTOMER 

(from computer) 

COHPIIB MANIFEST 

COllTA IltpR TO 
CUSTOMER 

I 
CONTAINER WADED 

I 
LCL PACXED 

I 
TRUCKCD TO TERl1DTAL 

LOADED on VESSEL 
(or RAIDIAY/TRAIIER) 



TJJ/B/C.4/103. 
Annex I 
paee 2 

MANIFEST 
I 

c.)o. 
lCentral Traffic Office) 

I 
MAIITFEST TO 
REGIONS 

SUPPIEMENTARY 
INVOICE 

Aimex I (conti~ued) 
B. J:inports 

ARRIVAL NOTIFICATION 
TC CUSTOMER 

EHTRIES TO CUSTONS 

ENTRlES TO IMPORTS 

FREIGHT PAID 

BILL OF Llillll!G 
SmmENDEP.ED 

CLEARAl'TCCS TO MOVEllEHTS 

SHIPS - CONTAINCRS 

TEillJDm.L 

l 
sorrc C~IIBD AT TEPJiUTJ\.L 
SOIIE TRAVEL mr CUSTOUS 
FORNS TO JNLA.HD :9EPOT 

. TRUCKED TO REGIONS· 

I 
LCL UNPACKED 

I 
FCLs STA<mD 

FREE OF ALL RESTRAINTS 

I 
CARGO DELIVERED 
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opcrnting H]Q 
trade tctw(:en 

~I---------------------------------------------, I 

t Assets (as of 31,1.1978) I:e·rnnuo a:.11 cost rclatinR' to cn.,.,r:1tions 
-1for cne ycnr fror.i 1,2,77 to 31,3,7!'3) 

Current Assets 

Cash deposit 

Outstmding freight 
revenue 

Securities 

Other items 

Containers 

Container yard 

Long-tem advance payment 
for leased containers 

Other items 

Total 2,ssets 

PercentagG 

2L.5_ Itcvcnue 

19 .4 Frei1.:,·ht revenue 

Container rental 
16.2 

11,8 Cost 

10.1 CarGo handlinG cost 
(pa.rmcnt to actual 
carriers) 

Container h2.ndlinr: cost 

Ovcrhc2.d C() □ t 

22.4 

100.0 --
S 

• An al Business Report (1 February 1977 - 31 JmU£.ry 197
8

), 
ourco. mu J 

JEURO Container Tr1µ1spcrt Inc,, Yokohama, apnn. 

Perccn t.1,o:e 
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Annex III 
ORGAUIZATIOHAL CHARTS 

A. Non-vessel-operating ;.rTq_ 

Non-vessel-operatin-'s ltTO 
- l .. 

Iran, Hiddle 
East and 
Truck Control 
Division 

Head Office---------------,- affiliated concerns ____ f 

( LonclonATcw .York) -A . ! C 

I 
I Air freight Truck?lorr,J Removal 

I I Service Service Service Deep sea 
and 
Projects 
Division 

. I 

Europe Insurance I 
and Division 
Imports 
Division 

Head Office 
(London) 

I 
Branch Offices in U.K. Ermich Oi'fices 

J 
Fe li:rn towe Gl 213gow Hull ~~ I 1.anchester 

I 
Liverpool 

1- ; : 
Southampton 

.----r 
Han.chester 

•Airi)ort ·-

I 
Birmingham 

J 
Glasgow 

Aicyo·rt · Airport-· 
Branch Offices outside U.K. t · I· ,I - I · t 

Philaclclphi.a . Chicago... Boston Teheran . ;:tunich 

I . 
Corrcs ondentslAq;ents outside U.K. 

lr or,lan \ Is t~bul I nJen I Kuiu t Hel_sir.k~ ,--An-tw-l e-rp----,,--R-o_t_t .... J,_r_cl_~--1--?-, 1-· =--~-u-s-... ,--P-ar .... ,-is-_,,..f _v_i_e_ka 
I I,amn.scus Doha Riyac1 Oslo Stockhol1:i Amsterd.am Thcssaloni.1<i llilari 'l'u.rin 

(1) 

m 
n~u½s of operation;-

· (Greece) 

Procurement of different modes of tranoport both break-bull: and u."li tiz.ed cargo. 
Croui:ac;o of LCL Cargoes. (3) 1,fa.rehousi.na. (4) Pack~ng. (5) Docur.ientation. 
Customs formalitiec.. -• (._1)... __ Export/Import formalities. (8) Foreign exchange transcctions. 
Cargo Insuxance ' 

l~nly services to Hiddle ~ast, Far.East, Europo, Africa, Horth J.rnerica and South A_"!Crica. 



LITIIBX "IV 

Hul tinod['.l t:ransport docuricn tn 

A. Corabined trant:port docuncnt (C(l{BIDOC) 

TD/B/c.4/183 
Annex IV 

B. Iregotiable FIATA coubined tran:;port bill o:f lo.~ (FBL) 

C. Cor.1bined transport bill of lading: foroat rccOCIJended by ICS 



Code Name: "COMBIDOcn 
Consignor 

ANNEX IY.A 
CT Doc. No. 

N egotl•bh 

~~MBINED TRANSPORT DOCUMENT 
CC:Oonnssiiiggnnedeci°itoci'oo;;ird:iienr~oiit __________________ (BIMCO~and~~~~:,,,9:0~:•~rllonal ~••lll111e Cont..-.. subject to International Chamber ~ "-••hon (INSAj, 

for a Combined T,.,,.port Oocu111e':.t (ICC~:J:c~~:!::"" Ru,_ 
Juli ht, ,m Ho. mi. 

(Cl@ Notify addrea 

Place ol receipt 

Ocean vessel Port of loading Name of ,ub-contracto,1 for carriage 11y Inland w•t-ey9 • 

Port of discharge Place of dallvery Data or aut>-oontract for carriage by Inland •••-•'1'9 • 

Marks and Noa. Quantity and description of gooda 

Particulars above declared by Con■lgnor 

Freight and charges RECEIVED tha ~• In apparent !loocf ont. and condltklff Ind, • lat 
as aacertalned .-...onable maana of ch9cklng, • ~ffied •-
uni- otherwlH atated. 

Th• CTO. In ecconlanc:• with and to the extant of Illa Pf0\'181- COft-
talned In this CT Document. and wltll 11"'11 to au-treet u_, .. 
to perform and:or In hla own name to procure pa<fOnllance of the com-
blned tn,nsport and the dallvt(1 ol Ille goods. lncludll'IQ all --
which are _,., lo auch tranapon i,om Ille place and 11111, of c.,1ng 
Ill• good• In charge lo the place and Uma of O.li-J and acc.,• 
responsibility for auch 1n1n1port and auch ..-.tc-. 
Ona of the CT Documenta must be surrander.-1 duly andoned In o~ 
tor the good• or dal!wfY order. 

IN WITNESS whereOf CT Docurnatrt~ hat/hfte been a1::4 In Ille -
ber indicated below, on. ol which "II accompii.hed ollleft•I to be 
void. 

Freight payable at 
Pl- and dale ol lallU8 

N~mbar of original CT Documents 
Signed 10< the Combined T,-porl oc,ar.lOf CCTO, 

M 1gent11J 10 1M CTO 

p.lo. 
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COMBINED TRANSPORT 
DOCUMENT 
CODE NAME: •c O M B I DO C" 

Issued July 1sl, 19TT 

I. GENERAL PROVISIONS 
1. Applicability. Notwithstanding Iha heading 

·combined Transport Document", the provistQOs set 
out and referred to tn this CT Ooc1.1men1 shall also 
apply, if the tfansport as descnbed on the face of 
the Document contrary 10 the ongina• intentions of 
the parties is performed by Orte mode of transport 
only. 

2. Definitions. "CTOn means the party on whose 
behalf this CT Document has been signed. "'Merch
ant" includes the Shipper. the Receiver, the Con .. 
signor. the Consignee. the Holder of this CT Docu .. 
rnent and the Owner of the Goods. 
"'Oel;very" means de.livering the goods to or ptacing 
the goods at the disposal of the party entitled to 
recetve them. 
"Goods" means the cargo accepted from the Con
sigrtor and includes any container, transportable 
tank. not supplied by or on behalf of tM CTO. 
"Franc" means a unit consisting of 65.5 milligram
mes of gold of miltesimal fineness 900. 

3. cro·, Tarlll. The terms of rhe CTO's applicable 
Tarift at th~ da,e of shipment are incorporated 
here,n. Copies of the relevant provisions of the 
applicable TariH are available from tne CTO upon 

Cefu061cu1~e~~e acna;e,i~ i;ig.~~~s~r;cf a~~tw~~rs t~l 
Document shall prevail. 
. 4 .. Time Bar. The CTO shalt be discharged of all 

t1ab1hty under this CT Document unless suit is 

br)~~:td::~t!';y"~f~h:o9n~~~s~•~~~• 
ii) the dale when the goods shOuld have been de• 

li'lered, or 

:~l,J:': :ai;~,i~:~~h!" g~~~~r~;i1~. ~~hth~1!'::s~n~~ 
of evidence to the contrary, give to the party en .. 
titled to receive de1jvery the right to treat the goods 
as lost . 

~- Law and Jurisdiction. Disputes arising under 
this CT D~cument shall be determined al the option 
ot the Cl_a1mant by the courts and subject to Clause 
11 of this CT Document in accort1ance with the 
taw at 
~~J ~~:i~!!~~ :,here the CTO has his principal ptace 

ib) the place where the goods were taken in charge 
by the CTO or the place designated for delivery. 
No proceedings may be brought before other courts 
unl~ss the par1ies e,c:pressly agree on both the 
choice of another court or arbitrahon tribunal and 
lhe law to be then applicable. 

II. PERFORMANCE OF THE CONTRACT 
6. Methods and Routes of Transportation. 

(1) The CTO •s entitled to perlorm the transport in 
any reasonable manner and by any reasonable 
means. methods and routes. 
(2) In accord_ance herewith, for instance, in the 
e~ent of ~arnage by sea, vessels may sai~ with or 
without pilots. undergo repatrs. adjust eQu1pment, 
drydock and tow vessels in alt situations. 

7. Opllonal Stowage. 
(1) Goods may be slowed by the CTO by means of 
container~. ~ra,ters. transportable tanks, flats, pall
ets, or s1m,lar articles ot transport used to con-
sohdate goods. 
(2) Contamers, trailers and transportable tanks. 
whether stowed by the CTO or received by him m 
~ stowed condition from the Merchant. may be ca,
ned on o, ,.meter deck without nohc.e to the 
Merchant. 

11. Hindrances, etc. Affecting Performance. 
(1) The CTO shall use reasonable endeavours to 
complete the transport and to deliver the goods at 
t"1e place designated for delivery. 
(2J H at any time the performance or the contract 
as evidenced by this CT Document is or wil1 be
aflecteo by any hindrance, risk. delay, difficulty or 
disadvantage ot whatsoever kmd, and tf by virtue 
of sub-clause (1) the CTO has no duty to comptele 
the perfo,mance of th~ contract. the CTO (whether 
or not tho transport 1s commenced) may elect to 
(a) treat the performance of this contract as ter
minated and place che goods at the Merchant's 
disposal at any place which the CTO shall deem 
safe and conventent: or 
(b) deliver !he goods at the place designated for 
delivery. 
In . any event the CTO shall be enlilled to full 
freight for goods received for transpor,ation and 
additional . compensation for eJCtra costs resulting 
from the circumstances referred to above. 

Ill. CTO'• LIABILITY 
I. (1) The CTO assumes liability and under1akes 

to pay compensation ~or ~oss of or damage to lhe 
~oods. occurrmg with,n the time of taking them 
into his charge a.nd lhe lime of deJivery to the 
e,clent set out in this CT Document. · 
f21 The CTO accepts responsibilrty for ,he acts and 
omissions ot his agents or servanls. when such 
age_nts or servants are_ acHng ~ithin the scope of 
their e_mployment, as 1f such acts and omiss 1on,s 
we1e his <>wn: furlher. he accepts responsibihly ror 
the ~cts and cmisslons of any other persons whose 
sefv1ces he uses for the performance of the con• 
tract evidenced by 1his CT Document. 

10. When tha Stage of Transport Where the Loss 
or Damage Occurred Is Not Known 
{1) Compensatiofl as per Clau$e 9 i1) shall be cal
culated by refe,:ence to the value of such goods at 
the place ar\d time they are or. in accordance \Yith 
the contract i;>f combmed transport. they shoutd 
have been delivered to the Consignee 
{2) The value of the goods shall be d0termined a&• 
cor~ing to !he current c~mmodity exchange pr1ce 
or. if u,e,e 1s no such price, according lo the cur
rent market price. or. if there 1s rio Commodity 
eJ11.change price or cu,rent market price. by re
f~rence to the normal value of goods of the same 
kind and quahty. 
q) Compensatioi: Shan not exceed 30 francs per 
kilo of gross weigh! 01 the goods lost or aamaged 
unless. Wi1h tl"!e ~onsent of the CTO. the ConSigno; 
h~s declared a higher value for the goods and such 
higher value has been stated in this CT Document. 

lrl Wll1t;;n t..d:,ts :ltU\.11 111!:ijU'C'f •a111.11:i ~"Cl" 1,n;- .. , ... .,, .. , •• 

{4) The CTO shall not. in any case. be liable tor an 
amount greate, than the actual toss to the person 
entiHed to make the claim. 
(5) The CTO shall not be liable to pay compensation 
if the ~oss or damage was caused by: 
(a) an act or omission of the Merchant. or person 
other than tne CTO actmg on behalf of the Merch• 
ant. or from whom lhe CTO tooK the goods in 
charge: 
(b) insufficient or defeclive condition of the packing 
or marks; 
(c) handhng. loading. stowage or unloading of the 
goods by the Merchant or any person acting on his 
behalf; 
\d) inherenl vice of the goods; 
(e} strike, lockool. stoppage or restraint of labour, 
the consequences of which the CTO could not avoid 
by th& exercise of reaso!lable diligence; 
tf} any c;:ause or event whith the CTO could not 
avo,d and the consequences of which he coutd not 
prevent by the exerctse of reasonable diligence; 
(g) a nuclear incident i1 the operator of a nuclear 
installation or a person acting 1or him ts liable fo, 
this damage under an applicable international 
Convenlion or national law governing liability in 
respect ol nuclear energy_ 
(6) The burden of proving lhat the loss or damage 
was due to one or more of the causes or events 
mentioneCI in sub-clause (5) shall rest upon the 
CTO. 
When lhe CTO establishes that. in the circumstances 
of the case. the loss or damage could be attributed 
fo one or more of the causes o, events specified in 
(b) to (d) of sub-clause (5), ii shall be presumed 
thal it was so caused. The claimant sha11. howevef, 
be entitled to prove that the loss or damage was 
not. in fact, caused wholely or partly by one or 
more or these causes or events. 

1t. When lhe Slage of Transport Where the Lota 
or Damage Oc:curred Is Known. 
fl) The 1,abifily of the CTO in respect of such loss 
or damage shall be determined: 
(a) by lhe provisions contained in any international 
~onvention or national law, which provisions: 

1) cannot be departed from by private contract. to 
the detriment of the cJaimant, and 
iiJ wO\Jld have applied " the claimant had made a 
separate and direct contract wHll the CTO in re .. 
spect of the particular stage of transport where the 
loss or damage occurred a"d received as evidence 
thereof any particu2ar doctJment which must be 
issued in order 10 make sucn international Conven
tion or national ~aw applicable; or 
(b) in respecl of any carriage by sea, by the Hague 
Rutes contained in the International Convention for 
the _UnHicat,on of Certain Rules relating to Bills of 
lading, dated 25th August. 1924. even •r these Rules 
do not apply to the carriage by sea by virtue of 
sub-paragraph (a) of this Clause. Furthermore. lhe 
Hague Rules shalt apply to alt goods. whelher 
carried on deck or under deck. or 
(c) by the proV"isiolls of Clause 10 in cases where 
the provisions or sob•paragraphs (a) and (b) of this 
Clause do nol apply. 
(2) Without prejudice t~ ~he provisions of Clause 1s, 
~he_n: under the prov1s1ons of sub-clause (1). the 
l,_abd1ty of the CTO shall be delerm;ned by Iha pro• 
v1s1ons of any internatrnnal Convention or national 
raw, this liability shall be determined as though the 
CTO were the carrier reterred to in a"y such Con .. 
"ention or national law. However. the CTO shall not 
be exoneraled from liability where the loss or 
damage is caused or contributed to by the acts or 
o~issions of the CTO in his capacity as such, or 
his serva.nts or agen1s when acting in such capacity 
anct not 1n the performance of the carriage. 

12. Delay. The CTO is liable to pay compensation 
for delay only when the slage of transport where a 
delay occurred is known. and to the extent that 
there is habilily according to the provisions in 
Clause 11. sub-clause (1). paragraph (a). However. 
the amount of suet) compensation shall not exceed 
the ~mount of th~ fr!"l~ht for that stage of lrans.port. 
prov,ded that thts 11m,tation is not contrary to the 
applicable internalionai Convention or national law. 

13. Nollce of LOH. Except In respecl of goods 
treated as lost fn accordance with c•ause 14 of this 
CT Oocume~t the CTO shall be deemed prima facie 
to have dehvered the goods as described in this 
CT Document unless notice of loss of. or damage 
to, the goods. indicaririg the general nature of such 
loss or damage, shaH have been given in writing to 
lhe. CTO or to his representative at the place of 
delivery_ before or at the time of removal of the 
go~ds into the custody of the person entitled to 
delivery thereof under this CT Document. or, if the 
loss ~r damage is not apparent. within seven con
secutive days thereafter . 

t4. Dellve,y/Non-Dellver, ol Goods . 
(1) II the goo~s are not laken delivery of by the 
Merchant within ~ teasonable time after the CTO 
has cal~ed upon him to take delivery, the CTO shall 
be at hberty to put the goods in sate custody on 
behalf of the Mercham at the Merchant's risk and 
expense. 
(?) Fa~lure to effect deli"e-ry within 90 days after the 
time 1t _would be reasonable to anow for diligent 
compl~l1on of !he combjned transport operat10" 
shall. in the absence of evidence to the _contrary 
9_n1e lo the party enlttled to receive delivery thE' 
right to treat the goods as lost. 

et!~· Defences and Limits for the CTO. Servants, 

P} T~e defences and limits of liability provided tor 
1n ~his CT Document shall apply in any action 
against the CTO fo, los~ of. damage or delay to rhe 
go~ds. whether the action be founded in contract 
or 1n tort. 
(2) If an ac.ti~n for loss or damage to the goods is 
broughl agamsl a servant. agent or independent 
contractor. SIJCfl persort shall be entitled to avail 
hrmself of ,ne defences and Umits 01 liability which :;nfTO is enMled to invoke under th,s CT Oocu-

{3) The aggrega~e of 1he amounts recoverable from 
the CTO and his servarats. agents o, independent 
contractors shall in no case exceed the limits 
provided for in this CT Document. 
14) The. CTO shall_ not. be entit!ed to the benefil or 
!h~ hm1tahon of hab1hty provided for in Clause 10 
1f it is proved_ that the loss er damage resulted from 
an act or om1ss1on of the CTO done wrth interit to 

f haa~':a~!~:9:0~[d ':;0k~!1~~y r::u~t. with knowledge 

IV. DESCRIPTION OF GOOOS 
16. CTO'o R•1ponaiblllly. T~is CT Document stiall 

be pnma fac1e evidence of the taking in charge by 

.,,.., ..... • - ... , •• ,.,. !::II"'"'..,~ u~ .,,..,,,...,., 1,111:i~._1,u1'a 1n 
respect of the part1cuPars whieh he had reasonable 
means of checking. Prool to lhe contrary shall 001 
be admissible when this CT Document is issued in 

::~.~ti=~tli~~or.;n 
9
~n0dd ~=fth~een transferred to a third 

'7. Consignor'• Responslblll!J. The Consig•or 
shall be cleemed to have guaranteed to the cro 
the accuracy al the time the goods were taken in 
charge by lhe CTO. of the descup11on_ of the goods, 
marks. ~umbers. m~asurements. quantity and weight. 
as furnished by him. and the C<>nsignor shall in
demnify th~ CTO against all loss. damage and ex• 
penses arising or result_1ng from inaccuractes tn or 
inadequacy or such particulars. The righl of the CTO 
to such 1ndemn1ty shall 1n no way limit his respon
sibility and 1;ability under this CT Document to any 
person other than the Consignor. 

11. Dangorouo Goode. 
(1) The Consignor shall comply with rules which 
are mandatory ac~ording to the national law or by 
reason of international Convention, relating to the 
~arr1age o1 g_oods of a dangerous nature, and shall 
1n any case 1!"lfo1m the CTO ln wrihng of the eaact 
nature of the oangfH before goods of a dangeroua 
natu_re a_re taken m charge by the CTO and indicate 
to him, ,, nee~ be. th~ p,ecauh<>ns to be taik.en. 
(2) If the Consignor fails to provide such informat;on 
and the CTO ;s unaware of the dangerous nature 
of the goods and the necessary precautions to be 
taken and if. at any time. they are deemed to be a 
hazard to life or property, they may at any place 
b~ unloaded, destroyed . or re~dared harm fess. as 
circumstances _may reQutre, without compensation, 
and the Consignor shall be liable for all loss, 
damage, delay or expenses arising out of their 
being ta_ker:i in charge. or their carnage, or of any 
serv,ce mc,dental thereto. 
The burden of proving the CTO knew lhe exact 
nature. of the danger constituted by 1he carriage of 
the sa,d goods shall rest upon the person entitled 
to the goods. 
(3) II any goods shipped with the knowledge of the 
CTO as to their dangerous nature shall become a 
danger to the ship or cargo, they may 4n like man
~e, be landed at any plac_e or destroyed or rendered 
mnocvous by the CTO without liabihty on the part 
of the CTO except to General Average, if any. 

11. Conolgnor-packed Containers, etc. 
(1) II a container has not been filled, pocked or 
stowed by the CTO. the CTO shall not be liable for 
any toss of or damage lo Hs contents and the 
Merchant shall cover any loss or expense incurred 
by lhe CTO. ii such loss, damage or expense hao 
been c&_used by 
(•! negligent filling. packing or stowing of the con
tainer; 
(b) the contents being unsuitable to, carriage In 
container; or 
(c) the unsuHability or defective cnndition of the 
con1ainer unless the container tias been supplied 
by the CTO and the unsuitabtlity or defective condi-. 
lion would not have been apparent upon reasonable 
inspection at or prior to the time when the eon, 
tainer was filled. packed or slowed. 
(2) The provisions of sub-clause (1) of lhis Ctause 
also apply with respect to trailers, transportable 
tanks. flats and pallers which have not been filled, 
packed or slowed by the CTO. 
(3) The CTO does not accepl liability for lhe func
tioning of reefer equipment or trailers supplied by 
tha Merchant. 

Y. FREIGHT AND LIEN 
20. Freight. 

(1) Freight shall be deemed earned on receipl of 
Iha goods by the CTO and shall be pol<! in any 
event. 
(2) The Merchanl's allention is drawn lo lhe slipvla
Oons concern;ng currency in which th& freight and 
charges are to be paid. rate of exchange, de
valuation and other contingencies relative to freight 
and charges in the re•evant tariff conditior1s. If no 
such stip1..1lation as to devaluation eiusta <>r ia ap• 

ft'i~~:l~~~r~~~~
0

:'°!h~~~u~~e~~"~Pf~Y,1 charges ar& 
quoted 1s devalued or revalued between the data of 
the freight agreement and the date when the freight 
and charges are paid, then all freight and charges 
shaU be automatically and immediately changed in 
proportion to the extent of the devaluation or re-

~~l:at~~~.:~te:J'e ti•i:ayc~~~~ncrn ~r::r t~:rr~:g 
than lhe above mentioned curre"cy, then all freight 
and charges shall - subject to the preceding para
graph - be pard at the highest selling fate of ew:
change for banker's sight draft current on the day 
when such 1reight and charges are paid. If the 
banks are closed on the day when the freight is 
paid the ,ate to be used will be the <>ne in force on 
the last day the banks were open. 
(3) For the purpose of verify,ng 1he freight basis, the 
CTO reserves the right lo have 1he contents of 
containers. trai5ers or similar articles of transpo,t 
inspected in order to ascertain the -weight, measure
ment. value, or nature of the goods. U on such In .. 
spection it is found that the declaration is not cor-
r~ct. it is agreed that a sum equal either to five 
hmes the ditference between the correct freight and 
the freight chafged or to double 11'\e correct freight 
less the freight charged, wh-ichever sum is the 
smaller. sl'\all be payable as liqufdated damages to 
the CTO notwithstanding any other sum having 
been stated on this CT Document as the freighl 
payable. 
(4) All dues. taxes and charges levied <>n the goods 
and other expenses in connection therewith shall 
be paid by the Merchanl. 

2t. Lien. The CTO shall have a lien on the good• 
for an~· amount due under this contract and fOf the 
costs or recovering the same. and may en1orce 
such hen in any reasonable manner. 

VI. MISCELLANEOUS PROVISIONS 
tt. General Aver•ge. 

(t) General Average to be adjusted at any port or 
place at the cro· s option. and to be settled ac
~ording to the York-Antwerp Rules 1974, ttlis cover• 
mg an goods, whether carried on or under deck. 
The New Jason Clause as approved by BIMCO to 
be considered as incorporated herein. 

g{Ju~~/~ceu~~y ~~m~!~f t~ :~~:r d~t!'e
0s!~tr:a:~ 

cont~ibutioo of the goods and any salvage and 
s~ec1a, charges thereon, shall, if required, be sub
mitted lo the CTO pr;or to delivery of lhe goods. 

23. l!oth•lo-Blame Colflolon Clauoe. The Both-to· 
Blame Collisioo Clause as adopted by BIMCO to b• 
considered ;ncorporated herein. 
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Shipper ANNEX IV.B 

FBL 
NEGOTIABLE FIATA I@@ 
COMBINED TRANSPORT -; (! 
BIU OF LADING 

Consigned to order of 
;;:,ed Sul>jed lo ICC UrwfOffl\. Ruf" to, 1 

!lined Tra119poft Oocumenl IICC ~ 298} 

Notify address 

Place of Receipt 

Place of Delivery 

Marks and numbers 
Number and kind of packages 

Description of goods Gross weight Mtasu,..,,.,,, 

according to the declarnbn of the merchant 

The goods and instructions are aceepted and dealt with subject ro th& Standard Conditions printed ove,leef. 

Taken in charge in apparent good order and condition, u nfe~ otherwise nored herein, at the place of receii:,t for 1,ansport tnd def~ es ~n,,o...., at,o,.. 

One of these Combined Transport Bills of Lading must be surrendered duly endorsed in ••change for the goods. rn WitMSs whffeol the o,,ginal Col"'b•'Wd 
Transport Bills of Lading all of this tenor and date have been signed in the number staled above. one of whi<h being acco,nphst...i !he othtrhl to i,. votd 

Freight amount Freight payable at Place and datt ot issue 

Cargo Insurance through the undersigned Number of Orig,nal FBL's 

O not covered O Covered according to attached Policy 

For delivery of goods please apply to: 



JIVY .. ""'11 , • .,.,.,. vv--""'"'-'"' , .. ..._..,...,.---v,.,,• -•--
Of' LADING 

O.,lnNlon• •Mercllant• ,_,,. and indudes 1he Shipper, the ConSigllOf, Ille Consignee. _the 
Holder ol lhis Bill o1 La<lng. the Receiver and Iha Owner ol the Goods.• The Freight 
Fo,w...,. means lhe issuer ol this Bill of Laong es named on the lace ol IL 

The headings set lorth below are lor easy reference only. 

CONDmONS 
1. AppllcabilNy . , . . 

Notwlhstanding the hMclng •Combined Transport em of Lading•, lhe pr(>Vl$0011$ set Ot.t and 
referred 10 in !his doCumenl shall al50 apply d the transpo,t as de~ on lhe lace o! lhe Bill 
ol Leclng. contrary to Ille original intention ot lhe parties, is performed by one mode ol 

2. r.:. o;r.,. ■Combined Trer,epon BIii of Lading• 
2.1 By the issuance ot tl1I$ •Comboned Transport Sill of l.a<llng,,. the Freight Forwarder: . 

e) undertakes to perform ancl'or in h,s own name to p,oeure the performance of Ille emre 
transport, lrorn the place at whidl lhe goods ore taken in char99 lo the place deslgnaled for 
dei,,,,.Y in !hi$ Bill of Lading. 
bl assumes 1111),lily as set out in these C-onditionS. 

2-2 For 1he purposes and subjecl to the provisioos of this Bill ol Lading, the Freight FIJl'W8lder 
shall be responsible for the acts and orniss,oos of any i-son of whose serv,ces he makes 
use for the pe,fonnance ol the tonllact evidenced by this Bell ol Ultlifl!'. 

3. Negotiability and t~i. to the good& . . 
3. t By accepting !his BiH of Lading the Merchant and his transferees agree with lhe Freight 

Forwarder tha, unless • is mar1<ed -non-negol1able•, l shall constlute li11e to the goods and 
tne -· by endorwnent of this B,H of Lading, shall be e'111tled to raceove or to transfer lhe 

3.2 ~e,w•;,~i~e,:~-be prm,a facie evidence of the taking in chetge by the Freight 
F01Warder of lhe !lOOdS as hereon described. However, proof lo the contrary shall ,,.,. be 
admissible wll9fl ttn B,n of Lading has been negoliated 011ransfen"ed 101 valuable constder· 
afon to a lhird par1y acting in good fa~h. 

4. D■ng•ou• Goode and Indemnity . 
4.1 The Merchanl $1\all oomply wrth rues which are mandalory aocording to the na1Iooal law or by 

reason of international Cornlenlion. relaling to the carriage of go«ls ol a dangerous n;oture. 
and shall in any case inform the Freight Forwarder in writing of the 8Jlact n;o1ure ol lhe danger, 
before goods of a dangerous nature are taken in enarge by the F,e,ghl Forwarder and 
indicate to him, ii need be, the precautions to be taken. 

4-2 If the Merchant lailS to proode SUdl information and the Freoght Forwarder is una .. are ol the 
dangerous nature ol lhe goods and the necessary p,ecaut,ons to be taken and ii, at any time, 
lhey .,. deemed to be a hazard to lie or property, they may at any place be unloaded, 
-oyad or rendetad harmless. as circumstances may req1.1re, wdhoul compensabon, and 
the Merchant snall be iable !or•• bss, damage. delay 01 expenses ari51ng out of tr- being 
taken in charge. or ~ carriage. or of any service incidenlal ll>ereto 
The IUden of p<ovingf>e Freight Fo,war(ler knew the exact nature of the danger constituted 
bJ the cama99 of lhe said goods shall rest upor, the person enhlle<I to the goods 

4.3 II any goods shipped with lhe k"""'4edge of the Freigt,t Forwarder as to thew dangerous 
nature Shall t>ecome a <1anger10 the vehlcle or cargo, they may ,n like ma mer be unloeded or 
landed at any place or destroyed or rendered Imocuous by lh& Freight F01Warder. W!lhou1 
iallility on the pal'I ol lhe Fre,ghl Forwarder, except lo General Av<1ragt, 11 any 

S. DelCriPllon of G- end Merdl.,,U Packing 
$.1 Tllet;onsignc.-.hall be deemed to have guaranteed to the Fre,ght Forwarder the IICQlracy. at 

lhe lme the 9()0dS -• taken ,n charge by the Fre,ght Forwarder. of the descripbon of the 
goods, marl<$. number. quantity, W90Q111 ancror -me a• fumtshe<I by lllm, and the Consig
nor shall tndemnify the Freight Forwarder aga,nst all loss. damage and expenses ans,ng o,r 
resuning from inaccuracies in or inadequacy ot such P8'1iculars. The nght of the F,e,gt,t 
Forwarder to such indemnity shall in no way hm~ his resp.,ns1t>1lity and •a1>olIty under !Ills a.u 
ol Ladl'llJ 10 any person other than the Consignor. 

5.2 Wtlhoul prejUdice to Clause 6 (A) (2) (e). the Merchant shall be hable lot any loss. damage or 
lf1Ury caused by faulty or 1nsufficoent packing ol goodS or by laulty loadng or pact<ing ..-111n 
contaoners and lr8'1ers and on flats w""" SUch loading 01 paciung has been performed by the 
Merchant or on behaJI o! the Merchant by• - olher lhan the Freigfll Forwarder. 01 by the 
defect or unsuila~ o! lhe con1a1ners, tra,1<,rs or ftats, when supplted by lhe Merchant, and 
shall indemnify tM Freigtll Forwarder aga,nst any additIonal exper,$85 so cat.llled. 

I. Extent of UtlbllltJ 
A. 1) The Freighl Forwarder shall be liable !or loss ol or damage to the goodsoa:umng -ee,, the bme when he takes the gOOds into his eharge and the time ol deltvery. 

2) The Freight Forwarder shall. however, be relieved of iabi•ty !or any loss or damaged 
such loss or <l,'.;.-nage was caused by: 

a) an act or omiss,on ot the Merchant. or person other lhan the Freight Forwarder 
acting on behall of the Merthanl or Imm whnm the Freight F01Warder look the 
goods ,n charge; 

b) insufflaency or defeet,ve conditioo of the pact<aging 01 marl<s ancl'01 numbers: 
c) handhng, loadng, •-age or unloading of the goods by the Merchant or any 

person acting on behall of the Merchant; 
d) inherenl vice ol the goods; 
e) strike. lockout. stoppage or restraint ol labou,, the consequences ol which the 

Freight Forwarder crud not avod by the e•erace of reasonable di•11enc:e: 
I) any cause or event which ttMI Freight F01Wardet COUid not avoid and Ille 

con"""'""""s whereof he OOUld not proven! by Ille -eise of niasonable 
diligence; 

Ill a nuclear i.-icidenl ii the operaror of a nuclear installation or a persoo acting 101 him 
is kable lor this damage under an applicable 1nterna1Iona1 Convention or nalional 
law goyem,ng iablhty ., rasped of nuclear energy. 

3) The burden of prov,ng tl'lat the loss crt damage was dUe lo one or more of the above 
causes or events shall rosl upon Ille fr,.ghl Forwaraer w""" the F,..ight Forwarder establishes that, in the circumstances of the case. the 
loss or damage could be tlflnbuted 10 one or more o! the causes or ovents spec,fied in 
b) tod) al>OINl.i!Sllall be ,.-eoumedlhat ii was socauoed. The claimant shall. howev«, 
be entitled 10 pmve that tile loss or damaQ& was nor. in fact, cau5'ld wholly or pa,1ly by 
one or more ot 1hese causes or events 

B. wr,.,., in acco,danoe With cla.- 6. A.1 lhe Freight Forwarder is hatJle lopaycompens&
tion ., respact of loss or damage lo lhe goods and the Siege of tran$p011 where the toss or 
damage occurred ,.knQwn, lhe i-ty of tll,t Freight Forwarder in respect of suet, loss Of 
dllmage Shall be oetonnined by the pr.,.;"""1$ oontaIne<J ,n any .,,.,national Conve,_, 
or nauonal law. Whch provisions 
(0 cannot be dopatted from by private contract, ta the detriment of the claimant. and 
(10 ~d have applied d the Oaimanl had made a separate and ,i,,ec:1 conlracl With Iha 

Freight Forwarder ,n re,pect ol the par1'CUlar stage ol lranspon where the loss or 
damage oca,,red and received as ev,dence thereof any part,cular document w!IICh 
must be ,ssued ,n orde< to make SUCh intema~onal conventton or nal!Onal law appltca· 
ble. 

7. P-mount Ci.uM 
The Hague Rules cont•ned ,n the lnlomational Corovenfion lor the unificatioo of cartain n"8s 
relaling to !ltlls of Lading, dated Elrussel$ 25th AugUSI 1924, or in those countnes where 1l'ley 
are already in lon;e Iha Hague-V,sby Rules conlained in the Protocol of Brussels. dated 
February 23rd 1968, as enacted in the Country of Shipment. shall apply 10 all carnage ot 
Qo()(ls by see and, whe,e no mandatory intemalional ot nat10nat law appUes, to the carriage ot 
goocls by inland wal-ays also, and such prov;,..,,,, Shall apply to all goods whether carried 
oo CleCI< or under ded<. 

1.1 When the Fr.Forwarder ia liable !or comp ... sabon in respect of loss of or (lamage lo the 
goods, such cornpensabon shall be cal<:,Jlaled by reference to lhe value of such goods 81 lhe 
place and time f>ey are delivered to lhe Consignee ,n BCC4fdance With the conlrll(:I 01 shOIAd 
have been so deltvered. 

1.2 The value ol the goods shall be fixed aceotding to !ht current commodity exchange l)ri(e, or, 
d there be no sud> pnce. ac:co,rdngtotherurrenl marl<at price.or, if there be no tommocMy 
exchange price 01 cooenl marl<et pnce, by reference lo lhe normal value of gooos of the same 
kind and qualty. e.:, CompensabOn snall nor, however, exceed 30 Francs ( •Franc• maening • un~ consisbng or 
65,S mgs ol gold ot mollesimal fineness 900) per kilo of gross -gt,! ol the goods lost or 
damaged. unless, - tt>• consent of the Freight Forwarder. lhe Merchant has declared a 
higher value tor me good& and such h,gher_ vakle has been stated ,n the CT !loll ol Ladtng. ,n 
wt11cll case suc:ti t,;ghet' value ehall be !ht Wm~. Howevet". the Fre,ght Forwarder shall nor, in 
any case. be lallle for an amount greate, lhan the llclual loss to the pe,son entitled 10 make 
Ille claim. 

I. Deley, Coneequentlal Lo■■• etc. 
Amval times are not ouaranleed by lhe Freight Fo,warder. II the Freighl Fo,warder is held 
Wable in respect of delay. consequential IOSS or damage Oll\er lhan loS$ ol or damage lo the 
goods, the iabiity ol lhe Freight Forwarder shall be lim,led to tlouble the lre,ght lor the 
ll'ansport-ered by !his Bill of Ladng. or lhe vMJe ol the 9()0dS as <leterminad In Clause 8, 
whichever is the lesa. 

10. Dalene•• 
10.1 The defence• and limils of Nabitly provided for in these Condtions shall apply in any ~on 

againSI the Fr.,q,t Fo,wa,der fo,r loss of 01 damage or delay to the gOOdS whether the ~on 
be lounded ., contract or ,n tort. 

10.2 The Freight Forworller shall not be enlrtled lo Iha benefit d the •m1tation ol liabi•ty proYlded 
tor in paragraph 3 of Clause 8 d it is proved that the loss or damage resutted kom an acl or 
omission of the Freighl Forwarder done with 1nten1 to cause damage or recidessly and w•th 
knowledge that damage would probatlly resuft. 

11. UabllNy of Servant• end Sub-contractor• 
11.1 II an action 'or loss of or damage to the goods is brought aga,nsl • person referred lo in 

paragrapll 2 of Clause 2. sucll person shall be emit.led to ava• himseH ol the defences and 
limilS of liat.ly which the Fr .. i,,t Forwarder ,s entitled to ,nvoh under these Cl)n<)•oos. 

11-2 However. ,1 ii is proved that the lo,;s or damage resulled lrom an act or omis•ion ol thtS 
peroon, done wtlll intenl to cause damage or recld&<Sly and w,th knowledge that damage 
-.Cd probably ntsult, such person Shall not be en1,tled to benefit ol limrtation ol liallol,ly 
provided for ,n peragraph 3 of Clause 8. 

11.3 Subject to lhe provi9tl'.ll'1s of paragraph 2 of Clause_ to and paragraph 2 of !Ills Clause, lhe 
aggregate of the amoun!s recover- Imm lhe Freight Forwarder _and lhe persons relerred 
to in paragraph 1 of Clause 2 shall in no case exceed the limna prOVlded lor in these 
Conditioos. 

12. Mamod an<I Route of Trlfteportallon 
The Freight Forwarder reserves to l'lmsen a reasonat>le lberly as lo the means. route and 
procedure to be followed ,n tne handing, storage and tranSf)Ol'lation ol goods. 

fl. Delivery 
n delivery of the goodS or any part lhereol is nor lakan by tne Merchant. al the bme and place 
when and where the Freight Fo,wa,de, ,s entitled to call up0n the Merchanl lo lake delivery 
lhe<eol. the Fretghl Forwarder Shall be enliUed 10 Slore the goods or the pal'! thereof at the 
sOle nsk of the Me<chanl, where Uf)Orl the iaboHy of lhe F,,,.ghl Forwarder in respect of the 
goods or that J)al'l lha,eof stored as alore&aid (at the case may be) $1\all wllOlly cease and Iha 
cOSI of such s:orage (11 paid by or payable by the Fre,ghl Forwarder or any agent or 
,lb-contractor ol lhe F,e,ghl Fo,wardef) Shall lol'lhwdh up0n demand be pa,d by the- Mer· 
chant to lhe Fra,ghl Fo,wa,der. 

14. Frelvhl ahd a.■rgee 
14.1 Freight shall be pa,O ,n cash wdhout cli!Jcount and, whe1her ,:,repayable 01 payable al 

des~nation, Shall be conSJdetad &$ ellnled oo rece,pt of lhe ljl)Ods and not to be retuNWI or 
relin,iu,sned In any ev9nl. 

14.2 Freighl ilnd all other emounls mentioned in Ill!$ (lill of Lading are to be pa,d in the currency 
named in f>e B•I of Lading or, al lhe Freoghl f orwardel's OpltO<l •n the currency of lhe counlry 
ol dlspalch or destination at the highesl <ale ol 11Xchange to, bankers s,ghl btll• curront !or 
prepeyllble lre,ghl on the day of di51)&tch and for lre,ght peyllble al dest,nabon on !he day 
when lhe Merct>ant iS not,fted of arrovll ol lhe goods there or on the date of w~hdrawat ol the 
delivery order. wrnenever rate is the h,ghe<, or al the option ol lhe Freight Forwarder on Ille 
d411tt ol the !loll of Lading 

14.) All ..,es, laxes and charges or OII\M expansea in connection With the goo0$ shall be patd by 
the Me<chant. 

14.& The Merchant ""811 reim:iurse lhe Freoght F01Warder in p<Ol)O(l,on lo tile amount ol ""'9hl for 
any costs for devtalion or delay or any other inaease of costs of what- nature caused by 
war, warlike operalions, epidemic•. stnkes, gove<Mlent c,r!Jdions or lorce majeure 

14.5 The Merchant warrants the correctness ol the declaration or contents. insurance. -ghl, 
measurements or value of the goodS but the Freight Forwarder reserves lhe nghl to Mva 
Iha contents N'l$fl8Cled and the weigh!, me<osurements or value venlied. ff on soch inspection 
c •• found the declaration ,s not correct ,t iS agrff<! that a sum equal e,thef to Ive t,mes the 
difference belween IN correct figure and the lreoghl cllarged."" to~ lhe correct ffeii,,t 
less Ille fre,gllt charged, whichever ...., ,s lhe smaller. shall be payable as I,quldaled damage 
lo the Fre,gt,t Forwwder for his ins!)ection CO$I$ and losses of freight on other goodS 
nclwithstanding any olher sum haVing been stated on the S.11 ol Ledong as lre,gt,t payable. 

tS. lien 
The Freight Forwarder shall ha"" a ien on the g>Ods lo< any amount we under this Bill of 
Lading <OClldng Slor age lees and for the 00SI ol recoveong same, and may enforce such lien 
in any rea90nable man...,, which he may think fit. 

16. G-el Average 
The Mercl>ant shall indemnify the Freight Forwarder in respect of any claims of a General 
Average nat,.e whiCII may be made on him and shall prOVlde such secunty as may be 
required by the Freighl Forwarder ,n !Ills connectron. 

17. Notice 
Unless no11ce of loss of Of damage to the goods and the genMal nat,.e of d be 9n1en in wni,ng 
lo lhe Freighl forwarderortheparsoosrelen"edloin paragraph Zo! Clause 2. 81 lhe place of 
del!va,y before or at the hme of the removal of lhe goods onto the cuSlody ol lhe J>8'W" 
entitled to deltvery ll'lefeol under this Bell of Lading, Of d the loss 01 damage be no lll)flarent. 
w~llln seven consecutn,e days thereafter, suet, removal shall be1)'ima lac,e eVidence of the 
defivery by lhe Freight Forwarder of lhe goods as described ,n !Ills Boll ol Lading. 

19. Non cleli....-y . 
Failu,e to effect delivery Wllllin90days after lhe exp,ry of a time Im- agreed and expressed'" 
a CT Billo! Lading Of,-• no11me•md is agreed end 90elqlfesoed, failure to ellectde•ve,y 
within 90 days attar the lime • - be reasonatlle to allow lor diigent complebon of lh• 
cornb,necf transporl c,per-n shall, in the absence ol 11Yidance to Ille contrary, give lo th& 
party entitled lo receove delvery, the right to treat lhe goods as lost. 

Ill. TlmeB■r 
The Freight Forwarder Shall be tliseh#ged ol "" iabilily ,,rider lhe rules ol lhesa Condil1ons. 
unless sul is broughl Wlllon nilVI months after 
(i) the deltvery of lhe goods. or 
iii) the data when lhe goods Should have been de,vered, or 
(i•O the date when in accordance """ Clausa ta. lailura to -er lhe goods wo<Ad. in the 

absence ot ev,dence to the contrary, give to lhe party enldled to receive delrvet)', 
the '911 to treat lhe goods u lost. 

20. Jurlll<llctlon 
Actions against the Freight Forwarde< may only be inslltuted in Ille a,..,try where the Freight 
F01Wa111er has his principal Place of business and Shall be decided according to the law of 
sueh counlry. 
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A"NNEX"IV.C 

COMBINED TRANSPORT BILL OF LADING 
8/LHo. 

Consignee FREE DISPOSAL AREA 

Name of Cerrief + 
Notify Address 

Pl•ce of DeUvery 

Vessel I Port of Loading 

Port of Ois,;harge 

Marks and Nos; Conti.in• NOSi Number Ind kind of P1cM1,9es; csnc,lpllon Df COOdJ. 

Total No. of Conlainen/Packages 

Movement 
FREE DISPOSAL AREA 

Freight/Cnarge 1nd1e>tor 

Ploc• and Oat• ot .. ,.,. 

Numtter of o,1,,.ni11 e:s/L 

FREE DISPOSAL AREA 

L • th f common docu!NftlS. t "Name of Carrier'' applicable only ,n • c.- o 9 
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MTO•s relationship with the various parties 
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Government and appropriate public and other authorities I 

Port 
authorities 

Consignor/ 
Consignee 

Cargo 
Insurance 

I 
Import/Export 
trade control 

Foreign exchange/ 
control 

Transport/Licensing 

Public Health 

MTO 

Customs 

Sub-contractors 

Carriers 
shipowner~ 
road operators 
rallvays 
airways 
inland waterwy 

operators 

Non-carriers 
container terminals 
container freight 

stations/groupage/ 
consolidation depots 

warehouses 
container leasing 

organ! za tions 
trei~ht forwarders 

Liability Insurers 

P. and I. Clubs 

L-----------. Through transit 
Recourse action Clubs 

Liab1lit1 
Insurers 

Recourse 
action 



Annex VI 
Investment: financial ?.nd te~'mical assist<l!'lce 
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1 • Modern transport technoloryi s • . . 
faced by developi~g countrie ~ ead. ar~_capital intensive and tho ~.ain prcblco 
inadequacy of ca1ii tal s m ap ,me th~.nelves to the~.e tcchnol.,;ic:l is the 

- resources. Al tnour.h mve"'t- t ,_ phased programme it has to be un :'. .., , .. en coi1 ..ci :;prc::d ··.•..:i: ll!".der a 
investment in fill t e of . { d.ert~en in a c0ncertod. fashior.; fo:- f>X£..nple, 
facilities and ~l~ tr :11 t-:--zed ~h7p. has to be na tched '1ith invcs tLie:n t in pert 
the investment b a.r_1~por-t faci~i ties, otherwfae the econor.:ic viability cf 
for countrie~ ~~~!e ;i~:~~~;ly at risk. It_i~ this n~pect which creates protlens 

+ _ _ ~ resources are lmited. It has therefore been :i;;::ed tha,_d~velopmg countries a.dept a cautious approach and tal:e an 
of a co:t dec1~ion only after carrying out evaluation of the project on the basis 

_ _ prehensrve transport su.rvey and cost-benefit nnalysis The ,~ollow.ing 
~~ecif~c s~g:-s~ions m~e in regard to the choice of technolo;,Y, the dcvelopw::nt 
. por ~acil1t1es and the orgtnization of indigenous Ml' entcrpriseo are intended 
inter a~ia, to ke~p down the level of initial investoent to bo undertaken by ' 
developmg countries: · 

(a) Adoption of sophisticated technology, such as containcriza~ion, under n 
~h~s~d procr~e and. introduction of an i.'ltemediate tcclmology in the 
initial stage J.11volvmg the use of multi-purpose ships ~.nd the provision 
of multi-purpose teminals at the ports; 

(~) Formation of joL~t enterprises of foreign shipowners and nction~ shipping 
lines for the operation of multi.modal transport services; 

(c) Formation of joint transport enterprises ai;ione developing countries for 
the operation of Mr services; 

(d) Commencement of l"'Zr operations with charterine of space on ships :md 
use of leased containers, thus postponinG investment in ships nnd equipnent 
to a later stage. 

2. The need for regional co-operation a,;...ong developine- countries for p-rotlotinc 
MT services referred to earlier is particularly important from the investment point 
of view. Such co-operation at Goverm:ient level could bring about hareonizatiw of 
Governmental policies and co-ordination of tra..~sport underta.kin(;p resulting in 
reduction of investnent burden on each country, and r:.a:y be required to keep down 
transport costs when one country provides overland. transit routes and other 
infrastructure for use by c~rriers of another ccuntr,y. Besides, co-operation and 
consultation am.one port authorities and. other concemed i;oveniment:Jl ~-:;cncics can 
prevent wasteful conpeti tion among ports in the region. S.ini.lar co-operation a.cone 
carriers and other enterprises can improve the economics of o~crati~~ ~y enlarginc;' 
the scope of their services and the poolinb of resources. 

3. The main components of the Mr system, base:d on unitized cargo, which involve 
financial investment a.re: 

(a) Ships (pallet ships, container ships, ro/r0 ships, barce carriers, 
multi-purpose ships, etc.); 

(b) · Cargo units (pallets, containers, wheeled units, barges, etc.)J 

(c) Port facilities (container berths/multi-purpose berths, gantry crane~, 
mobile cranes, forklift trucks, straddle caITiers, etc.); 
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(d) Transport.vehicles Ct"rucks,. trailers-, ~-tc.); 

(e) Inland transport facilities (roads, railways, inland waterways, etc.); 

(f) Container tepots/inllJ.Ild clearance depots, c-roupage stations, etc.; 

(g) Warehouses, packaging organizations, etc. 

Statements are appended-?f showing t11e estilllatod present-day costs of: 

A. Con~truction of a container berth; 

B. Construction of a multi-purpose berth; 

c. Different types of equipment for handling unitized cargo, 

The over-all cost of investment will depend upon the type of technology adopted c.nd 
the scale of its application. Apart from the capital investment required, cost of 
maintenance, repairs, spare parts, etc., have necessarily to be.- included in the total 
cost. For most developing countries, the major portion of the total cost will have 
to be incurred in foreign exchange and this may pose difficult financial probler:1s 
for them. 

4. The need may also arise for technical assistance. Such technical assistance 
can make good the shortage of trained managerial and tec1mical stcl'f, and provide 
t..~e necessary expertise ro1d teclmical know-how of MT operations. The question of 
assisting developing countries needs to be considered at tho international level so 
as to mako available financial and technical assistance from the following sour~es: 

(a) Technical and financial assistance by developed countries c:t government 
·1evel. Such assistance has been granted in the past by several developed 
countries to assist the development of shipping ~nd ports in developing 
countries; 

(b) Technical and financial assistance by private enterprises in developed 
countries. In tho past, shipowners of some developed countries have granted 
such aid to developing countries in tho field of shipping and ports by wa:y of 
either making available the services of experts and ndvisers or by granting 
loans for procuring teclmical equipment, etc.; 

(c) Finar1cial as~istance by international financial institutions like the 
World Bank and the regional development banks. These institutions have also 
gr.mted substantial ~id to developing countries in the past in the field·of 
shipping and ports; 

(d) Financial assistance by shipowners/shipyards, private banks and other 
fin~.ncial institutions in developed countries. Shipo.mers of developing 
countries have ~wailed themselves of this type of assista...71ce ·"in acquiring 
tonn,...ge; · 

( e) Tcchnic'.'.l and fin .. nxi.c i<',l ~ssint~mcc by United rfo. tions ag-)ncfo::: like 
IDTCT}J); U1tJP ~, :,d Il1CO. 

~ See the append.ix to' this 8.U..riex. A new document on the azconomic and Social 
implications of modern transport tecl>..nologies to developing countries" has been 
prepared by the UUCTlill secretariat (TD/B/c.4/181) which. inter alia contains the 
current prices of different types of ships suitable for c~,rrying unitized cargo. 
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ESTIMATED COSTS OF TERMDlAL CONSTRUCTIOir AND EQUIPMENT 

A. Container terminal - estinated cost 197:;J 
(Based on pure straddle carrier operation) 

Berth cost 

Surfacing 
(120,000 sq. metres) 

Gantry cranes - 2 

Straddle carriers - 12 

Additional equipment 

B. ~fu.lti-purpose terminal - estioated 

Berth cost 

Surfacing and sheds 
~ **' Handling equipment--' 

Miscellaneous 

'!./ TD/B/c.4/129, Supplements 1 and 2. 

::.!I Gantry crane - 1 
Heavy lift crane - 1 (30 tons) 
Mobile cranes 15 tons - 2 
Mobile cranes 6 tons - 2 
Tractors - 6 
Chassis - 18 
Fork lift trucks 3 tons - 15 
Fork lift trucks 10 tons - 5 
Straddle carriers - 3 
Mobile ·crane 20 tons - 1 
Mobile cranes 5 tons - 2 

cost 

Millian 
US-d~rs 

4.5 

6.o 
7.0 
4.2 
2.3 -

24,0 

197rP 

Million 
US dollars --

6.5 
7.7 
8,6 

1.2 

24.0 
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Different types of equipment for handling unitized cargo: 
Estimated cost - December 1978 · 

1. Containers - Steel general cargo 

20 ft 
40 ft 

2. Insulated containers 

20 ft 
40 ft 

3. Integral containers (with own refrigerating machinery) 

20 ft 
40 ft 

4. Container chassis seD.i.-trailers for road use 

20 ft 
40 ft (or· 2 x 20· ft.) 

5. Rolltainer 

20 ft/25 ton trailer 
40 ft/65 ton traiLer 
Gooseneck coupler 
Tractor•unit 

6. Economy container gantry crane 

30 tons (ISO containers 20ft/30ft/40ft) 

?. Container _gantry crane 

40 tons 111 ft. outreach with spreader 

a. Mobile cranes 

11 tons at 3 netre radius 
15 tons 
32 tons 
40 tons 
60 tons 

9. Sideloader 

20/25 tons (20/30 ft. containers) 
35 tons (20/30/40 ft~ containers) 

10. Forklift truck 

3 - 5 tons 
7 - 12 tons 
20 - 25 tons 

11. Sidelift spreader frane 

20 i't 
40 ft 

US dollars 

2,800 
6,800 

7,000 
11,000 

17,000 
24,000 

1,000 
9,000 

3,000 
10,500 

5,500 
55,000 

3,000,000 

·4,000,000 

85,500 
89,500 

130,000 
175,00Q 
255,000 

246,000 
380,000 

18,500 
80,000 

260,000 

3,200 
4,200 



12. Side transfer equipment 

(Capable of 20 ft/40 ft off either aide of lorry) 

13. Roller jack 

Joloda (jack trolleys and rail) 

14. Ramps 

Mobile ramp (for forklifts to enter 
containers) 

Pallet ramp (for conveyer belt to load 
parcels into container) 

15. Straddle Carrier 

3 hi@l stacking 
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US dollars 

120,000 

200/2000 
dcpondinc on cccplication 

1,000 eat. 

200/2000 
depending on reach/capacity 

3 50, OCXJ/ t,00, 000 




