TD/B/CN.4/27

UNITED NATIONS CONFERENCE ON TRADE AND DEVELOPMENT
Geneva

Review
of Maritime Transport

1992

Report by the UNCTAD secretariat

UNITED NATIONS
New York, 1993



NOTE

This Review has been prepared by the UNCTAD secretariat in accordance with section B of the programme
of work of the Committee on Developing Services Sectors: Fostering Competitive Services Sectors in Developing
Countries: Shipping. Any factual or editorial corrections that may prove necessary based on comments made by the
Committee in its consideration of this document or received directly from Governments would be reflected in a
corrigendum to be issued subsequently.

Symbols of United Nations documents are composed of capital letters combined with figures. Use of such
a symbol indicates a reference to a United Nations document.

The designations employed and the presentation of the material in this publication do not imply an expression
of opinion by the Secretariat of the United Nations concerning the legal status of any country, territory, city or area,
or of its authorities, or concerning the delimitation of its frontiers or boundaries.

Material in this publication may be freely quoted or reprinted, but acknowledgement is requested, with
reference to the document number. A copy of the publication containing the quotation or reprint should be sent to
the UNCTAD secretariat.

TD/B/CN.4/27

UNITED NATIONS PUBLICATION'

Sules No. E.94.11.D.2

ISBN 92-1-112336-4
ISSN 0566-7682




iii

CONTENTS
Abbreviations . .......... ... ... oL e
EXPIANALOTY MOES .+ o« o o oo et ettt ettt bt e e e et
INEOQUCHON v v e e ettt e et e e et e et e e R R RRRR
Summary of main dévelopments 1992 e i e
Chapter ’ | Paragraphs
I. The development of international seaborne trade . ..................... 1-13
A. World economic background . ............ ... ... i 1-3
B. International seaborne trade . .......... ... . . i i 4- 13
1. Development of the world fleet . ......... ... ... ..., e 14 - 34
A. Structure of the world fleet . ........... ... i, 14 l- 20
B. Ownership of the world fleet 21 -26
C. The 35 most important maritime countries and territories ............. 27 - 28
D. Operi and international registers . ... .. ... . i i i 29 - 32
E. Comparison of cargo turnover and fleet ownership . ................. 33
F. Forecasts for world fleet development . ... ............ ..., 34

III. Productivity of the world fleet and the supply and demand situation in world

SHIDDINE « ot v e e e e e e e 35-40
A. Estimate of tons and ton-milesperdwt . ............ ... .. ... ..., 35
B. Supply and demand in world shipping ............. . ... ... . ..., 36 - 40
IV. Shipbuilding, second-hand market and demolition ..................... 41 - 55
A. Newbuilding orders . . ............. ... ... e 41 - 42
B. SHIP PHCES v oo vttt . ‘. .. 43
C. Deliveries of newbuildings . ............ ... .. i i, 44 - 46
D. Tonnageonorder ..............ccvuvne... [ 47 - 50
E. Sale and purchase of second-hand tonnage . ...................... 51-52

F. Demolition of Ships . ..... ...ttt 53 -55

11
11
11
20
20
20

20

27
27
27
35
35
35
35
35
36

44



Chapter
V.

VL

VIL

VIIL

iv

CONTENTS (continued)

Paragraphs

Port development . . . . ... e e 56 - 75
A. Container port traffic .................. e e 56 - 58
B. Port development - from a transport centre to a logistic platform ........ 59 -175
Freight matkets . ... ..o vi i i i e 76 - 92
A. Freight rates of main cargo Sectors . ... ........vevr v 76 - 87
B. Liner freight rates as a percentage of prices for selected commodities . . . . . 88 - 89
C. Estimates of global freight costs . . ... ..o i, 90 - 91
D. Marine bunker prices . ... .... ..ottt it e 92
Multimodal transport and technological developments .................. 93 -112
A. Group of Experts on Multimodal Transport . ...................... 93
B. Second Seminar on Container Dimensions . . ... .......cocvv.un... 94 - 95
C. Further development of the double-stack container train network in

North AMEriCa . ..ottt et i ettt e e e 96 - 100
D. Rail landbridges . . .......co ittt e e e e 101 - 102
E. Introduction of 9'06" as a standard container height . ................ 103 - 105
F. World container population . .......... ..., 106 - 108
G. CSntainer Production . . .. .. u it e e 109 - 112
Other developments . ... ...ttt ettt e e 113 - 150

A. United Nations Convention on a Code of Conduct for Liner Conferences . . 113
B. United Nations Convention on International Multimo&al Transport of Goods 114

C. United Nations Convention on the Carriage of Goods by Sea, 1978

(Hamburg Rules) . ....... ...ttt e et 115 - 117
D. United Nations Convention on Conditions for Registration of Ships ...... 118 - 119
E. Maritime liens and mortgages . ... .........ouurrirnnneennenn.. 120 - 122
F. General average . ... .. .. .c.vvvvvtutenooeeeeerineeeenneennn. 123
G. UNCTAD Minimum Standards for Shipping Agents . ................ 124 - 125

H. The new UNCTAD/ICC Rules for Multimodal Transport Documents . . . .. 126 - 135

Page
47

47
47
51
51
54
55
58
59
59

59

59
60
60
60
61
65
65

65

65
66
66
66
66

67



Chapter

Annex
L
II.
IIL(a)
IIL(b)

Iv.
V.

Table

10.
11.

12.

13.

14.

A\

~ CONTENTS (continued)

Paragraphs Page
I. Technical cooperation and training . . ............coiteeiieenann.. 136 - 149 69
J. New classification of ships by type reviewed . ..................... 150 70
Classification of countries and territories . . ... ... ottt ittt 73
World seabome trade according to geographical areas, 1970, 1990 and 1991 . ... ......... 77
Merchant fleets of the world by flag of registration, groups of countries and types of ships
(in grt), as at 31 December 1992 . ... ... ... . . e 79
Merchant fleets of the world by flag of registration, groups of countries and types of ships
(in dwt), as at 31 December 1992 . .. ... . e e 83
Major flows of selected bulk commodities . . .. .. ...t i e 89
International classification of ships by type . ... ... i i i i e 115
LIST OF TABLES
Page
Development of international seaborne trade, 1970 and 1980-1992 . .................... 3
. World seaborne trade by types of cargo, 1970 and 1980-1992 . . .. ... ... ..., 5

World seaborne trade in 1970, 1990, 1991 and 1992 (est.) by type of cargo and country groups . 6

World fleet by principal types of vessel, 1990-1992 . . .. ... ... . i 12
Distribution of the world fleet and TEU capacity of fully cellular containerships by groups

of countries, at mid-year 1990, end-1991 and end-1992 . ............ ... ... ... ... .... 14
Age distribution of the world merchant fleet by type of vessel (as at 31 December 1992) ..... 15

Distribution of world tonnage (grt and dwt) by groups of countries of registration,
1970, 1991 and 1992 . ..ttt it e e e e e e e 16

Percentage shares of world tonnage by type of vessel and country groups, 1980, 1991 and 1992 . 18

Structure of the merchant marine fleet of the main country groups (as at 31 December 1992) ... 19
The 35 most important maritime countries (as at 31 December 1992) . .................. 21
Tonnage distribution of major open-registry fleets (as at 31 December 1992) .............. 22

Tonnage owned by the nationals of the country of registry in the total fleet of the most important
open and international registers (as at 31 December 1992) . ...... ... ... ... .. ... ..., 23

True nationality of major open-registry fleets (as at 31 December 1992) ................. 24

Comparison between total cargo turnover and fleet ownership by groups of countries,
1970, 1991 and 1992 . ..ottt e e 25



Table
15.

16.

17.

18.
19.
20.
21.
22.

23,

25.
26.
27.
28.
29.
30.
31
32.
33.
34.
35.
36.
37.
38.

39,

vi

CONTENTS (continued).

Cargo carried and ton-miles performed per dwt of the total world fleet, 1980-1992 ..........

Estimated productivity of tankers, bulk carriers, combined carriers and the residual fleet,
1980-1992 (ton-miles performed per dwWt) . ... .. oottt it e e

Estimated productivity of tankers, bulk carriers, combined carriers and the residual fleet,
1980-1992 (tons carried Per AWL) . . .. oottt e e e e e e e

Tonnage oversupply in the world merchant fleet, 1983-1992 . .. .......... ... ... ...,
Analysis of tonnage oversupply by vessel type, 1983-1992 . ... .. ... ... .. . ... ...
Tanker tonnage engaged in oil storage, 1981-1992 . . .. . ... ... ... . . i e
Newbuilding contracts placed for the main types of ship during 1988-1992 . ..............

Representative newbuilding prices, 1980, 1985 and 1988-1992 . ............ccovvv...

- Distribution of deliveries of newbuildings by principal types of ships, 1991-1992 . ..........

Distribution of deliveries of newbuildings by groups of countries of build, 1991-1992 . .......
World tonnage on order at the end of each quarter, 1990, 1991 and 1992 . ............. .
World tonnage on order as attheend of 1992 . ... ........ R
Second-hand prices for five-year-old vessels, 1986-1992 . ... . ... ... .. i
Development of sales and purchases of second-hand bulkersin 1992 . ...................
Broken-up tonnage trends, 1980, 1985-1992 . ... .. .. . i e e
Tonnage reported sold for breaking by type of vessel, 1987-1992 . ... ..................
Average age of broken-up ships by type during 1985-1992 . . .. ... ... ... .. .. i
Demolition prices in 1990-1992 . ... ... . e e e
Container port traffic of developing countries and territories, 1991 and 1990 ..............
Freight rate indices, 1990-1992 . . .. ... . i e e e
Comparative freight rates for selected commodities, 1992 versus 1991 . ..................
The ratio of liner freight rates to prices of selected commodities . ............. ...
Estimates of total freight costs in world trade by groups . ... ...... ... ...
Fluctuations in marine bunker fuel prices, 1990-1992 . . . ... .. . . . ittt i e

Analysis of world container fleet by length and height . . ....................... I



Table
40.
41.

42.

NoamARND-

G

1
WA S W= |é"

=

vii -

CONTENTS (continued)

Page
Analysis of change in world container population by length/height . .................... 62
Breakdown of annual container production by region/country for 1989-1991 . ............. 63
Comparison of standard freight container prices for 1991and 1992 ..................... 64

LIST OF BOXES
Vessel and registry groupings used in the Review of Maritime Transport . ................ X
Tanker demand likely to increase with growing world dependence on OPECoil ............ 9
Liner trade growth changes direction . ... ..ot ittt i i 26
New tankers expected tokeeprates Iow . ... ... i i i s 46
Restructuring of ports in Latin America and the Caribbean . .. ........................ 50
Increasing emphasis on quality control in transport services! . ... ......... ... . 64
Adoption of the International Convention on Maritime Liens and Mortgages, 1993 .......... 68
LIST OF GRAPHS

Annual change in OECD industrial production and seaborne trade, 1984-1992 ............. 2
International seaborne trade for selected years . . ....... ... i i i e 4
Export structure and direction of trade for developing countries ....................... 4
World seaborne trade by cOuntry roUpS . . . v oo v v vttt vntine ettt e i 8
Forecast of world seaborne trade, 1993102003 . ... ... ... . i i 8
World fleet by prinCipal Gypes . . . . v vttt i i e e e 13
World tonnage by country groups, 1992 . ... ... i e e e 17
Forecast of world fleet by principal type . ...... ... i i e e 26
Index of ton-miles performed per dwttotal world fleet . . ........... ... oL, 28
Trends in surplus capacity by main vessel types, 1983-1992 . ............. ... ... .. ... 33
Major conference rates 1988-1992 . ... .. .. .. e 53
Baltic freight index and selected routes, 1992 . ... ... i e e 53

Estimates of total freight costs in world trade by groups .. ...... ... i 57



viii

ABBREVIATIONS

cif Cost, insurance and freight

CIS Commonwealth of Independent States

dwt Deadweight tons

EEC European Economic Community

FEU Forty-foot equivalent unit

fob Free on board

GDP Gross domestic production

grt Gross registered tons

1dt Light displacement tons

MTO Multimodal transport operator

NIC Newly industrialized countries

NVO-MTO Non-vessel-operating multimodal transport operator
OECD Organisation for Economic Cooperation and Development
TEU Twenty-foot equivalent unit

ULCC Ultra-large crude carrier

VLCC Very large crude carrier

VO-MTO Vessel-operating multimodal transport operator

EXPLANATORY NOTES
References to dollars ($) are to United States dollars.
Billion means a thousand million.
Tons refer to metric tons, unless otherwise stated.
Details and percentages presented in tables, due to rounding, do not necessarily add up to the totals.
Two dots (..) indicate that data are not available or are not separately reported.
A dash (-) signifies that the amount is nil, or less than half the unit ‘used.

In some tables, the data shown for earlier years have been revised and updated, and may therefore differ from
those shown in previous issues of this Review.

In the tables and the text, the use of the term "countries" refers to countries, territories or areas.
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INTRODUCTION

The Review of Maritime Transport is an annual
publication prepared by the secretariat of UNCTAD,
in accordance with section B of the programme of
work of the Committee on Developing Services
Sectors: Fostering Competitive Services Sectors in
Developing Countries: Shipping. */ The purpose of
the Review is to identify the main developments in
world maritime transport and to provide relevant
statistical data. Emphasis is given to the development
of the merchant marines in developing countries as
compared with other groups of countries.

To maintain historical continuity, the overall
structure of the Review of Maritime Transport is
similar to previous editions. The current issue,
however, includes several new features. These are:
(1) a summary of world economic conditions and their
relationship to shipping; (2) extension of a standard
ship grouping to statistical tables; (3) an
origin/destination matrix for selected commodities;
(4) a review of the role of ports; (5) inclusion of the
BFI index; and (6) a proposal for a new international
classification of ships by type.

Summary of main developments in 1992

- Despite a decline in OECD industrial
production, international seaborne trade continued to
expand for the seventh consecutive year, exceeding
4.2 billion tons. The annual rate of change, however,
decelerated to 2.2 per cent.

- Total ton-miles for all cargoes increased to
18,280 billion (a 2.3 per cent gain over 1991).

- The world merchant fleet expanded slightly to
reach 694.7 million dwt by the end of 1992. This
minimal expansion (1.6 per cent) occurred despite a
quadrupling of scrapping and a decline in newbuilding
orders.

- Developed market-economy countries and the

major open-registry countries continued to be the
dominant groupings in the world merchant fleet (by
flag of registration). With a combined tonnage of
473.8 million dwt, they accounted for 68.2 per cent of
the total world fleet. Countries of Central and Eastern

Europe and socialist countries of Asia owned 5.6 per
cent and 3.2 per cent, respectively, of the world
merchant fleet.

- Developing countries increased their fleet to

- 149.9 million dwt; their share in the total world fleet

increased slightly to 21.6 per cent (versus 21.1 per
cent in 1991). Almost 72.5 per cent of this fleet was
concentrated in only 10 developing countries or
territories.

- The disparity between developing country cargo
generation and fleet ownership remains. For example,
developing countries were the origin for more than
one-third of all goods in world seaborne trade but
owned only 21.6 per cent of the world deadweight
tonnage. Conversely, developed market-economy
countries loaded/unloaded 55.9 per cent of world
seaborne trade but, either directly or indirectly through
open registry fleets, controlled 68.2 per cent of the
world tonnage.

- The productivity of the world fleet continued to
improve, reaching 26,314 ton miles per dwt.

- Global freight payments for imports increased
by about 3.0 per cent over 1990, but the ratio to c.i.f.
import value remained at 5.2 per cent. The
developing countries’ ratio, however, was almost
double that of the developed market-economy
countries.

- Container traffic reached a new record of
93.1 million TEUs in 1991.

- Freight rate indicators for most sectors declined
from 1991. In the liner market, a slight increase
occurred in selected conference container rates.

- The new UNCTAD/ICC Rules for Multimodal
Transport Documents became operational on
1 January 1992. The import of this development is to
provide commercial parties with a voluntary liability
régime for multimodal transport in the absence of an
international legal instrument currently in force.

>/ Report of the Standing Committee on Developing Services Sectors: Fostering Competitive Services
Sectors in Developing Countries - Shipping, first session, TD/B/39(2)/5-TD/B/CN.4/13, annex 1.



Box 1

Vessel and registry groupings used in the Review of Maritime Transport

As in the previous year’s Review, five vessel groupings have been used throughout most shipping tables in
this report. The cut-off point for all tables based on data from Lloyd’s Maritime Information Services Ltd. is
100 grt, except those tables dealing with ownership where the cut-off level is 1,000 grt. The groups aggregate
20 principal types of vessel categories, as noted below.

Review group Vessel included from Lloyd’s Register statistical tables

Oil tankers Qil tanker

Bulk carriers Ore and bulk carriers, ore/bulk/oil carriers

General cargo Refrigerated cargo, specialized cargo, ro-ro cargo, general cargo (single- and

multi-deck), general cargo/passenger
Containerships Fully cellular
Other ships Oil/chemical tankers, chemical tankers, other tankers, liquefied gas carriers,

passenger ro-ro, passenger, tank barges, general cargo barges, fishing, offshore
supply, and all other types '

Total all ships Summation of all the above-mentioned vessel types

With the formation of new States in Eastern Europe, the registry situation as at 31 December 1992 has
changed. Lloyd’s Register advises that vessels are only allocated to a new register after confirmation that a
new registry has been created and ships entered into a registry. The following guidelines are offered by
Lloyd’s Maritime Information Services Ltd. for the Review of Maritime Transport, 1992 tables relating to fleet
development.

Former USSR

(i) Confirmation has been received from the Latvian (LAV), Lithuanian (LTH) and Estonian (ETN)
registries, and these flag codes have been created and maintained.

(i)) The Russian (RUS), Ukrainian (UKE) and Azerbaijan (AZE) Republics have by this time started their
own registries and these have also been allocated accordingly.

(iii) The other republics, Armenia (ARM), Belarus (BEL), Georgia (GEO), . Kazakhstan (KAZ),
Kyrgyzstan (KYR), Moldova (MOL), Tajikistan (TAJ), Turkmenistan (TUR) and Uzbekistan (UZB), have not
made moves to set up registries, and in consequence a significant number of vessels are held under the USSR
flag code (USR) until such time as new registries are set up.

Former Yugoslavia

Ships have been allocated to either Croatia (CRT) or Slovenia (SLO). Any as yet unallocated have been
left under Yugoslavia (YUG).
S —

Source: Lloyd’s Maritime Information Services Ltd., London. l
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Chapter 1
THE DEVELOPMENT OF INTERNATIONAL SEABORNE TRADE

The initial chapter of the Review of Maritime Transport provides an overview of the demand for global shipping services.
This includes background information on the world economic situation (1992) as it relates to the maritime sector and a

review of developments in international seaborne trade.

A. World economic background

1. Developments in the world economy have a
direct impact on the derived demand for global
shipping services. Three key economic indicators are
changes in real GDP, world merchandise trade and
industrial production. In 1992, real GDP increased by
" 0.8 per cent over 1991. The GDP of OECD member
countries grew by 1.4 per cent, while that of
developing countries experienced an increase of
6.1 per cent over the previous year. ¥ Growth was
particularly strong in Asia and the Middle East.
However, formerly centrally planned economies
(Central and Eastern Europe and CIS) experienced a
17.2 per cent annual decline in output. #

2. World merchandise trade volume expanded at
a rate of 4.5 per cent in 1992. This reversed the
downward trend for the previous three-year period
(1989-1991) and reflected the improving economies in
North America and expanding imports and exports in
China and NICs in South-East Asia. Merchandise
trade in formerly planned economies continued to
decline in 1992. In these countries, annual export
volumes fell by 10 per cent and imports by 7.5 per
cent. The rate of deceleration, however, was less than
1991, when exports and imports dropped 25 per cent
and 33 per cent respectively. ¥

3. For the maritime sector, industrial production
of the OECD countries is an important economic
indicator. Graph 1 indicates the close correlation. In
1992, the total OECD industrial production index
declined from 115.8 in the first quarter to 114.7 in the
last quarter (1985=100). The EEC members
experienced a 4.0 per cent fall and Japan a 5.4 per
cent decline. The latter is particularly important as
Japan accounts for about a quarter of world seaborne
bulk trades.¥  Conversely North America, in
particular the United States, expanded industrial
production sustaining an annual rate of change of
4.1 per cent. ¥

B. International seaborne trade

4. International seaborne trade continued to
expand in 1992. Total tonnage exceeded 4.2 billion
tons, marking the seventh consecutive annual increase.

The annual rate of change, however, decelerated to
2.2 per cent, as compared to 2.8 per cent in the
previous year (1991). '

5. By broad maritime market segments, tanker
cargoes represented almost 44 per cent of total 1992
seaborne trade and increased to 1,850 million tons -
an increase of 3.4 per cent over 1991. Total dry
cargoes experienced a minimal gain (up 1.3 per cent
over 1991) of which main bulk commodity cargoes
declined 1.5 per cent to 990 million tons in 1992,
Table 1 and graph 2 illustrate the long-term upward
trends in seaborne trade since 1982. For example,
average annual rate of growth for all goods over the
1982-1992 period was 2.9 per cent. Dry cargoes
achieved the largest change (3.2 per cent), while
tanker cargo grew at 2.5 per cent annually and the
five main bulks increased by 3.0 per cent annually
over the same period.

6. In the oil tanker trades, the improvement in
seaborne crude and petroleum products was
unexpected because of the decline in OECD industrial
production and a decrease in oil production in the
former Soviet Union from 10.3 mb/d in 1991 to
8.6 mb/d in November 1992, ¢ Nevertheless, total
OECD oil imports increased 2.4 per cent in the
fourth quarter of 1992 over the same quarter in
1991, % and the former Soviet Union maintained
exports at an average 1.9 mb/d in 1992.¥ Also,
Middle East OPEC producers and North Sea
production increased by 8.0 per cent and 10.0 per cent
respectively in 1992, ¥

7. Within the dry bulk sector, developments:
differed considerably depending on types of
commodities. A 3.8 per cent decline in world crude
steel production & decreased the demand for
coal/coke and iron ore. Thus, coal exports from North
America and Australia amounted to 230.5 million
tonnes in 1992, as compared to 241.9 million tonnes
in 1991. %  Similarly, iron ore exports fell to
367.5 million tonnes in 1992, ¥ which represents a
7.8 per cent decline from 1991. On the other hand,
the course grain trade reached 92 million tons - up
9.5 per cent over 1990/91, with the four main
producing areas (North America, Australia, Argentina,
EEC) increasing exports to 75.2 million tons as



compared to 70.8 million tons in 1991, %
Conversely, the 1992 phosphate rock trade declined
5.1 per cent¥ for the January-September period,
reflecting reduced demand in Western Europe and a
consequent reduction of United States exports (down
29.7 per cent). ¥ The alumina and bauxite trades
remained static because primary aluminium production
continued at almost the same levels in 1991 and 1992
(14.7 million tons). X

8. The 1992 other dry cargo sector, which
includes general cargo, parcel shipments and liner
shipments, increased 3.1 per cent over 1991. The
OECD liner trades expanded by 5.4 per cent, X but
this was one of the slowest rates in recent history.
The gradual improvement occurred despite a 1.0 per
cent drop in OECD manufacturing production. These
declines in production, however, were uneven, as
North American production expanded by 3.0 per cent,
as compared to an 8.0 per cent decline in Japan, ¥
9. For developing countries, the structure of
exports by value are concentrated into five broad

categories. Manufactured goods and fuels are the
dominant cargoes. The direction of the developing
countries’ trade by value is oriented towards
developed market economies (62.6 per cent), while
trade within the group accounts for about 23.1 per
cent of the total. Graph 3 illustrates the structure and
direction of trade.

10. In terms of weight tons, developing countries’
exports consist nearly exclusively of bulk cargoes.
General cargo and refrigerated products represent less
than 10 per cent of the group’s total seaborne
trade. 2  Annex IV, a new item in this year’s
Review of Maritime Transport, provides for an origin

Graph 1

and destination matrix for selected commodities.

11. Ton-mile demand is arrived at by adding the
spatial element to the trade volume. Table 2 provides
long-term trends by types of cargo and indicates that
total ton-miles increased by 2.3 per cent in 1992 over
1991. This is well below the ten-year (1982-1992)
average annual rate of 3.5 per cent and reflects the
recent deceleration in seaborne trade.

Annual change in OECD industrial production and seaborne trade, 1984-1992

% PERCENTAGE

6%

4%

2%

0%

\'\\\\#—

1 L 1

1984 1985 1986

1987

1988

1989 1990 1991 1992

YEARS

—— Industrial Product’n

Source:
March 1993.

—B— Seaborne Trade

IMF, International Financial Statistics, various issues; OECD, Main Economic Indicators,



12. A summary of seaborne trade by major cargo
segments and country groups is found in table 3 and
graph 4. For 1992, the share of oil cargoes expanded
slightly over the previous year to 43.9 per cent of all
goods loaded, and dry cargo decreased to 56.1 per
cent from 56.5 per cent in 1991. In terms of regional
distribution, developing countries increased their share
of all goods loaded to 50.3 per cent and of goods
unloaded to 26.7 per cent. Developed market-
economy countries experienced a decrease in their
share of goods loaded to 43.4 per cent and accounted
for a stable 67.6 per cent of goods unloaded. For the
fourth consecutive year the share of countries of
Central and Eastern Europe declined both in terms of
goods loaded (4.2 per cent) and unloaded (3.7 per

Table 1

cent). The share of the socialist countries of Asia
(2.1 per cent loaded and 2.0 per cent unloaded)
remained unchanged from 1991,

13. A forecast of world trade by main cargo
sector from 1993 to 2003 is shown in Graph 5.
Estimated at 3.754 billion tons in 1993, trade is
expected to increase by an average of 3.1 per cent per
year, reaching 5.071 billion tons by 2003,
Containerized and other general cargoes are projected
to increase at 3.5 per cent per year to 1.117 billion
tons. Estimated growth by the year 2003 for the dry
bulk and tanker sectors is to 1.8 and 2.0 billion tons,
respectively.

Development of international seaborne trade, a/ 1970 and 1980-1992

(Estimates of goods loaded)

Tanker cargo Dry cargo Total (all goods)
Total of which: main bulk
commodities b/
Year Millions | Percentage | Millions | Percentage | Millions | Percentage | Millions | Percentage
of tons | annual of tons annual of tons annual of tons annual
_ change change change change

1970 1 440 - 131 1165 13.0 448 16.0 2,605 13.0
1980 1871 -6.6 1 833 33 796 4.5 3704 -2.0
1981 1 693 -9.5 1 866 1.8 806 13 3 559 -39
1982 1 480 -12.6 1793 -39 759 -5.8 3273 -8.0
1983 1 461 -13 1770 -1.3 732 -3.6 3231 -1.3
1984 1 498 2.5 1912 8.0 833 13.8 3410 5.5
1985 1459 2.6 1923 0.6 857 29 3382 -0.8
1986 1514 38 1945 1.1 834 -2.7 3 459 23
1987 1 506 -0.5 1 999 28 875 49 3 505 13
1988 1 587 54 2105 53 940 74 3 692 53
1989 1692 6.6 2 199 4.5 965 2.7 3891 54
1990 1755 3.7 2253 25 968 03 4 008 3.0
1991 1790 2.0 2 330 34 1 005 38 4 120 28
1992 ¢/ 1850 34 2 360 13 990 -1.5 4210 22

Sources: Based on data from the United Nations Statistical Office; Fearnleys, World Bulk Trades 1991 and
Review 1992, (Oslo), UNCTAD data bank and other specialized sources.

a/ Inciuding international cargoes loaded at ports of the Great Lakes and St. Lawrence system for unloading

at ports of the same system.

b/ Iron ore, grain, coal, bauxite/alumina and phosphate.

¢/ UNCTAD preliminary estimates.
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Graph 2

Intema;ional seaborne trade for selected years

5 BILLIONS OF TONS LOADED

1970 1975 1980 1985 1990 1991 1992
YEARS
Hl CRUDE OIiL & PRODUCTS 5 MAJOR BULKS OTHER DRY

Source: Review of Maritime Transport, vatious issues.

Graph 3

Export structure and direction of trade for developing countries
(1989 percentage distribution by value)

E. Europe 3.5%
Ores & metals 5.0%

Fuels 24'9% _ Agr. raw materials 3.7% Europe 23.6%
Y Soc. Asia 3.8%
Food 12.
ood 12.3% USA/Can. 26.5%
OPEC 4.0%
Japan 12.5%

Develping 28.1%
All other 3.0%

Manufactures 54.0%

Structure Direction

Source: UNCTAD, Handbook of International Trade and Development Statistics, 1991 (United Nations
publication, Sales Number E/F.92.11.D.6), table 3.2, p. 76. '

Note: Commodity groups are:

All food items (SITC O + 1 + 22 +4)

Agricultural raw materials (SITC 2, except 22, 27, 28)
Fuels (SITC 3)

Manufactured goods (SITC 5 to 8 less 68)

Ores and metals ( SITC 27 + 28 + 68)
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Table 2

World seaborne trade by types of cargo, 1970 and 1980-1992

(Billions of ton-miles)

Year oil .
Iron ore Coal Grain a/ Other cargo Total trade
Crude Products

1970 5597 890 1093 481 475 2118 10 654
1980 8 385 1020 1613 952 1 087 3720 16 777
1981 7371 1 000 1 508 1120 1131 3710 15 840
1982 5212 1070 1443 1 094 1120 3 560 13 499
1983 4 478 1 080 1320 1 057 1135 3510 12 580
1984 4 508 1140 1631 1270 1157 3720 13 426
1985 4 007 1150 1 675 1479 1 004 3750 13 065
1986 4 640 1265 1671 1 586 914 3780 13 856
1987 4 671 1320 1728 1653 1 061 3 840 14 273
1988 5 065 1 445 1919 1719 1117 4 040 15 305
1989 5736 1 540 1983 1798 1 095 4 250 16 402
1990 6 261 1 560 1978 1 849 1073 4 440 17 161
1991 6 757 1530 2 008 1999 1 069 4 510 17 873
1992 7 070 1 540 1 890 2 000 1130 4 650 18 280

Source: Fearnleys (Oslo), Review 1992.

a/ Including wheat, maize, barley, oats, rye, sorghum and soya beans.
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Table 3

World seaborne trade a/ in_1970, 1990, 1991 and 1992 (est.)

by type of cargo and country groups b/

Country group Year Goods loaded Goods unloaded
Oil Dry Total Oil Dry Total
cargo all cargo all
Crude | Products goods | Crude | Products goods
(Trade in millions of tons)
World total 1970 | 1110 330 1165 | 2605 | 1101 302 1127 | 2530
1990 | 1287 468 2253 | 4008 | 1315 446 2365 | 4126
1991 | 1333 457 2330 | 4120 | 1355 441 | 2449 | 4245
1992 | 1390 460 2360 | 4210 | 1410 445 2480 | 4335
(Percentage share of each category of goods in total)
World total 1970 | 426 12.7 447 1000 | 43.5 11.9 44.6 100.0
1990 | 321 11.7 56.2 1000 | 319 10.8 57.3 100.0
1991 324 11.1 56.5 100.0 319 104 57.7 100.0
1992 | 33.0 109 56.1 1000 | 325 103 57.2 100.0
(Percentage share of trade by groups of countries) -
Developed market- | 1970 2.0 27.1 60.0 31.1 80.4 79.6 79.1 79.9
economy countries 1990 134 32.6 63.4 438 72.5 814 61.7 67.3
1991 | 133 332 63.3 44.0 73.2 824 62.0 67.7
1992 | 134 335 63.1 434 72.9 823 61.9 67.6
Countries of 1970 34 8.0 6.9 5.6 12 1.0 3.8 23
Central and 1990 4.6 11.8 38 5.0 2.6 03 5.8 4.1
Eastern Europe 1991 40 10.3 3.6 4.5 22 0.2 55 3.9
(including the 1992 3.6 9.8 3.5 42 2.0 0.2 53 3.7
former USSR)
Socialist countries 1970 - - 12 0.5 0.5 0.1 2.0 1.2
of Asia 1990 2.7 0.9 2.0 2.0 0.3 03 34 2.1
1991 2.5 0.9 2.0 2.1 03 0.3 3.3 2.0
1992 25 0.9 2.1 2.1 03 0.3 3.3 2.0
Developing 1970 | 94.6 649 319 62.8 179 194. 15.1 16.6
countries 1990 | 79.6 54.7 30.8 49.2 24.6 18.0 29.1 26.5
1991 | 80.2 55.6 31.1 494 243 17.1 29.2 26.4
1992 | 80.6 559 314 50.3 24.8 17.3 29.5 26.7
of which in:
Africa 1970 | 25.5 24 9.1 15.2 1.7 4.7 3.6 29
1990 { 241 7.6 43 11.2 5.6 23 43 4.5
1991 | 23.8 7.5 42 11.0 5.5 2.1 42 44
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Table 3 (continued)

Country group Year Goods loaded Qoods unloaded

oil Dry | Total Gil Dry | Total

cargo all cargo all
Crude | Products goods | Crude | Products goods

(Percentage share of trade by groups of countries)

America 1970 | 122 354 13.8 16.0 10.5 5.6 44 72
1990 | 13.3 119 13.2 13.1 5.7 3.8 4.0 4.5

1991 134 12.0 132 13.0 55 3.6 4.1 44

Asia 1970 | 56.9 270 8.1 31.3 55 8.5 6.7 6.4
1990 | 422 34.9 126 24.7 12.6 109 19.9 '16.6

1991 | 434 358 13.0 25.0 13.1 10.6 20.0 16.7

Europe 1970 - - - - - 0.1 0.1 -

1990 - 0.2 0.3 0.2 0.7 0.5 0.8 0.7

1991 - 0.2 0.3 0.2 0.7 04 0.8 0.7

Oceania 1970 - 0.1 0.8 04 - 0.5 03 0.2
1990 - 0.1 0.4 0.2 - 0.5 0.1 0.2

1991 - 0.1 0.4 0.2 - 04 0.1 0.2

Sources: Based on statistics provided by the United Nations Statistical Office, the UNCTAD data bank, and other
specialized sources.

a/ Including international cargoes loaded at ports of the Great Lakes and St. Lawrence system for unloading

at ports of the same system, but excluding such traffic in main bulk commodities.

b/ See annex I for the composition of these groups, and note 2 thereto regarding the recording of trade of land-
locked countries. The estimates presented here reflect the inclusion of Yugoslavia in 1986 in the group "Developing

countries in Europe”; in previous years Yugoslavia was classified as a developed market-economy country.
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Graph 4

World seaborne trade by country groups
(Percentage distribution of tonnage, 1992)

DMECs 43.4% DMECs
67.6%

Q) SOC. ASIA 2.1%
E.EUROP 4.2%

Source: UNCTAD data bank.

| Graph 5

Forecast of world seaborne trade, 1993-2003

Billions of tons

1993 1994 1995 1996 1997 1998 1999 2000 2001 2002 2003
YEARS
Il LiQuib BULK DRY BULK LINER CONTAINER

Source: DRI/Mercer Management World Sea Trade Service.



Box 2

Tanker demand likely to increase with growing world dependence on OPEC oil

The Paris-based International Energy Agency’s report entitled "World Energy Outlook” indicates that
oil output in member countries of the Organisation for Economic Cooperation and Development is expected to
continue declining in this decade and the next, particularly in the United States. During the same period,
petroleum consumption is expected to surge, and OECD countries may end up importing 40 per cent more oil.
This would raise their import dependence to 70 per cent or more of their oil needs by 2010, compared with
about 58 per cent now.

Meanwhile, demand for oil in the rest of the world is expected to rise even faster than in the
industrialized countries, with consumption doubling in the 20 years to 2010.

This large appetite for oil can only be satisfied by the Organization of Petroleum Exporting Countries,
and some Middle East countries that are not members of the exporters’ group. Middle Eastern exporters
(excluding North African nations such as the Libyan Arab Jamahiriya and Egypt) and Venezuela currently
meet about 30 per cent of the world’s oil needs. The IEA says they may account for about 50 per cent of
world supply by 2010. Looked at another way, according to the IEA demand for oil from the 12 OPEC
nations is expected to double by 2010.

-Source: Wall Street Journal, 29 April 1993, p. 8.
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Chapter 11
DEVELOPMENT OF THE WORLD FLEET

This chapter discusses the supply of world merchant shipping. The information broadly covers structural characteristics,
ownership, the comparison between cargo generation and fleet ownership, and a forecast for fleet development.

A. Structure of the world fleet

14. Comparative time series data for 1990, 1991
and 1992 are presented in table 4. The size of the
world merchant fleet totalled 694.7 million dwt by
year-end 1992. This represents a 1.6 per cent increase
over the 1991 figures and exceeds the 0.17 per cent
yearly average growth of the 1980-1992 period. The
1992 fleet expansion occurred because newbuildings
deliveries increased (28.5 million dwt) 2 more than
scrapping (19.0 million dwt), 2/ leaving a net gain
of 9.5 million dwt.

15. By vessel type, liquid and dry bulk carriers
dominated. The former represented 37.9 per cent of
the 1992 global dwt and the latter 34.5 per cent. The
shares of general cargo and containerships were
15.1 per cent and 4.7 per cent, respectively. The
distribution of dwt by ship type has remained about
the same for the last two years. Longer-term trends
(1980-1992) indicate a decrease in tanker and general
cargo dwt share, while bulk carriers and
containerships dwt shares have increased. Graph 6
illustrates world fleet size trends by principal vessel
type for the 1980-1992 period.

16. The TEU capacity of the world’s fully
cellular containerships continued its three-year upward
trend and reached 1,925,177 TEUs by year end 1992.
This represents a 14.1 per cent annual average
increase and confirms that fully cellular containerships
are the fastest growing segment of the world shipping
industry, Table 5 summarizes developments for the
1990-1992 period.

17. The world 1992 container fleet remained

concentrated in the developed market-economy and

open-registry countries. The former owned 36.6 per
cent of the TEU capacity (38.9 per cent in 1991).
The five main open-registry countries represented
26.0 per cent of the world TEU capacity, as compared
to 22.8 in 1991.

18. In 1992 the share of developing countries in
the TEU capacity of the world fleet decreased, falling
to 16.6 per cent (versus 17.1 per cent in 1990). The
major proportion of the containership fleet registered
in developing countries was concentrated in the
developing countries of Asia, followed by developing

countriecs in Latin America.  Other developing
countries’ share of the world TEU capacity was less
than 0.2 per cent.

19. The average age of the total world fleet
increased slightly in 1992 to 14.91 years. This
represents a 4.2 per cent increase over 1991. Table 6
provides data on the age distribution of the world
merchant fleet by type of vessel and age groups at
end-1992. Containerships are the youngest type of-
ships (averaging 12.07 years versus 11.81 years in
1991), with 19.9 per cent of tonnage being less than
five years’ old. The average age of bulk carriers is
about one year more (13.50 years versus 13.18 years
in 1991). Tankers represented the oldest type of
vessel (16.72 years, versus 15.63 years in 1991) with
vessels built 15 and more years ago constituting
62.3 per cent of the available tanker tonnage.

20. By country grouping, developed
market-economy countries show the lowest average
age of ship (14.09 years), followed by developing
countries (14.22 years), countries of Central and
Eastern Europe (14.75 years) and open-registry
countries (15.92 years). Socialist countries of Asia
have the oldest fleet, with an average age of
16.28 years.

B. Ownership of the world fleet
21. Table 7 contains information concerning the

distribution of the world merchant fleet by groups of
countries for the years 1970, 1991 and 1992.
Developed market-economy countries and open-
registry fleets owned 68.2 per cent of the 1992 total.
This is about the same as 1991, but is down from
85.9 per cent in 1970. Developing countries’ share of
the total 1992 dwt increased to 21.6 per cent, as
compared to 21.1 per cent in 1991, This is a
significant increase over 1970, when the share was
only 6.3 per cent, and exceeds the target of the third
United Nations Development Decade for
Transportation. 2  Socialist countries’ of Asia and
Eastern European countries’ shares of world dwt
remained unchanged in 1992. Graph 7 summarizes
the dwt distribution for 1992 and emphasizes the
concentration of the developing countries’ share in
Asian countries.
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World fleet by principal types of vessel, 1990-1992

(Thousands of dwt) a/

Principal types 1990 b/ 1991 ¢/ 1992 ¢/ Pmleg;g/jgcg“;“ge
1. Oil tankers 245 936 256 905 263 334 2.5
374 37.6 37.9
2. Bulk carriers 234 659 241 215 239 973 -0.5
35.6 353 34.5
Ore/bulk/oil 33 599 33 599 36 460 8.5
5.1 4.9 53
Ore/bulk 201 060 207 616 203 513 -2.0
30.5 304 29.3
3. General cargo ships 102 676 103 386 104 933 1.5
15.6 15.1 15.1
4. Containerships 25 955 29 521 32 408 . 9.8
3.9 4.3 4.7
5. Other ships 49 151 .52 486 54 043 3.0
‘ 7.5 7.7 7.8
Liquified gas carriers 10 892 12 121 12 721 5.0
1.7 18 18
Chemical tankers 6 026 6 523 7113 9.0
0.9 1.0 1.0
Miscellancous tankers 536 544 627 15.3
0.1 0.1 0.1
Ferries and passenger ships 3220 3 435 3673 6.9
0.5 0.5 0.5
Others 28 477 29 863 29 909 0.2
4.3 44 4.3
World total 658 377 683 513 694 691 1.6
B 100.0 100.0 100.0

Source: Lloyd’s Maritime Information Services Ltd. (LMIS), London.

T &

Mid-year figure.
End-year figure.

e

Percentage shares are shown in italics.
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Graph 6

Selected years'1980-1992
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Table 5

Distribution of the world fleet and TEU capacity of fully cellular containerships by groups of countries,

at mid-year 1990, end-1991 and end-1992

Flags of registration by groups Number of ships TEU capacity and percentage shares a/
of countries 1990 | 1991 | 1992 1990 1991 1992
1. World total 1169 1269 1371 1502731 | 1734016 | 1925177
100.0 100.0 100.0
2. Developed market-economy 410 419 417 618 701 674 018 704 258
countries 412 38.9 36.6
3. Open-registry countries 261 308 377 312 055 395 661 501 281
208 228 26.0
Total, 2 and 3 671 727 794 930 756 1069 679 | 1205539
61.9 61.7 62.6
4. Countries of Central and 78 68 67 43 227 38 888 34 899
Eastern Europe (including
the former USSR) 2.9 2.2 18
5. Socialist countries of Asia 59 62 69 57 508 62 356 65 592
38 3.6 34
6. Developing countries 233 278 289 232 199 296 200 320 127
155 17.1 16.6
of which in:
Africa 4 3 3 1810 585 585
0.1 - -
America 36 40 55 22 954 25 745 36 075
15 15 19
Asia 172 213 225 195 353 255 796 279 867
13.0 148 145
Europe 12 16 2 9072 12 377 2 336
| 0.6 0.7 0.1
Oceania 9 6 4 3010 1 697 1264
0.2 0.1 0.1
7. Other, unallocated 128 134 152 239 041 266 893 299 020
159 154 155
Source: Lloyd’s Maritime Information Services Ltd. (LMIS), London.

a/ Percentage shares are shown in italics.




Age distribution of the world merchant fleet by type of‘ vessel
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Table 6

as at 31 December 1992

(Percentage of total in terms of dwt)

Average Average age
Country grouping Type of vessel | Total y(t)a:;'s yz;z.grs ;(;;lr: ;3 dy(e)szsr ageg (yef;s) ®
(years) a/ 1991 a/
All ships 100 11.2 18.9 20.2 49.7 1491 14.31
World total Tankers 100 | 106 | 9.0 18.1 62.3 16.72 15.63
Bulk carriers 100 11.2 28.6 19.7 40.5 13.50 13.18
General cargo 100 8.6 174 26.3 47.7 15.04 14.78
Containerships 100 19.9 27.3 18.6 34.2 12.07 11.81
All others 100 13.3 21.9 219 429 13.87 13.60
All ships 100 10.8 22.0 24.5 42.7 14.09 13.34
Developed market- | Tankers 100 7.4 114 26.6 54.6 16.15 14.64
economy countries | Bylk carriers 100 114 | 318 22.2 34.6 12.73 12.37
General cargo 100 11.7 25.1 28.6 34.6 13.04 12.73
Containerships 100 20.5 23.1 20.7 35.7 12.37 12.51
All others 100 14.9 26.2 22.4 36.5 12.85 12.61
All ships 100 114 14.5 16.3 57.8 15.92 15.52
Open-registry Tankers 100 13.2 5.3 12.1 69.4 17.36 16.78
countries Bulk carriers 100 8.7 22.3 174 51.6 15.18 14.83
General cargo 100 9.8 18.6 26.8 44.8 14.57 14.49
Containerships 100 15.6 30.3 16.4 37.7 12.70 11.69
All others 100 14.9 20.4 19.8 44.9 13.98 13.88
All ships 100 11.1 17.9 20.1 50.9 15.09 14.47
Subtotal Tankers 100 10.7 7.9 18.3 63.1 16.85 15.83
Bulk carriers 100 10.0 26.6 19.5 439 14.06 13.67
General cargo 100 10.6 21.1 27.5 40.8 13.97 13.73
Containerships 100 18.7 25.7 19.1 36.5 12.50 12.23
All others 100 14.9 24.0 214 39.7 13.28 13.07
All ships 100 8.9 20.5 24.0 46.6 14.75 13.87
Countries of Tankers 100 9.8 18.7 319 39.6 14.05 12.62
Central and Eastern | Byjk carriers 100 58 | 287 | 320 335 13.34 12.03
Europe General cargo | 100 | 95 | 153 | 17.3 57.9 16.08 15.83
Containerships 100 106 | 399 20.8 28.7 11.82 11.21
All others 100 12.8 16.2 14.3 56.7 15.58 15.19
All ships 100 5.7 18.9 17.5 57.9 16.28 15.71
Socialist countries Tankers 100 6.7 20.1 16.2 57.0 16.03 14.15
of Asia Bulk carriers 100 | 51 | 223 | 165 56.1 15.99 15.27
General cargo 100 3.6 11.9 21.3 63.2 17.37 17.17
Containerships 100 237 | 47.8 6.5 22.0 9.44 11.61
All others 100 3.1 5.9 15.0 76.0 19.00 17.02
All ships 100 122 | 22.0 20.4 454 14.22 13.61
Developing Tankers 100 | 104 | 124 | 141 63.1 16.65 15.26
countries Bulk carriers 100 | 17.5 | 374 | 19.0 26.1 10.99 11.11
(excluding open- | Genera] cargo | 100 | 47 | 111 | 30. 54.1 16.39 15.82
regisiry countries) | ¢voainerships | 100 | 25.1 | 19.5 | 19.5 35.9 1211 12.32
All others 100 7.5 18.9 29.7 43.9 14.70 14.44

Source: Compiled on the basis of data supplied by Lloyd’s Maritime Information Services Lid. (LMIS), London,

a/ To calculate average age, it has been assumed that the ages of vessels are distributed evenly between the lower and
upper limit of each age group. For the 15-years-and-over age group, the mid-point has been assumed to be 22 years.
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Table 7

Distribution of world tonnage (grt and dwt) by groups of countries
of registration, 1970, 1991 and 1992 a/
(End-year figures)

Flags of registrat'ion by Tonnage and percentage shares b/ Increase in tonnage
groups of countries In grt (millions) In dwt (millions) (mill. of dwt)
1970/ | 1991 | 1992 [1970¢ | 1991 | 1992 1970_1232&221'1992
1. World total 2179 | 4353 | 4449 | 3261 | 6835 | 6947 16.8 112
1000 | 1000 | 1000 | 1000 | 1000 | 1000
2. Developed market- | 1418 | 1451 | 1423 | 2007 | 2230 | 2166 03 64
economy countries | s ; 333 | 320 | 643 | 326 | 312
3. Open-registry 409 | 1434 | 1530 | 703 | 2442 | 2572 8.5 13.0
countries 188 | 329 | 344 | 216 | 357 | 370
Total 2 and 3 182.7 | 2885 | 2953 | 2800 | 4672 | 4738 8.8 6.6
_ 839 | 663 | 664 | 89 | 684 | 682
4. Countries of 186 | 348 | 337 | 227 | 408 | 390 0.7 -18
Central and Eastern
Europe (including 8.5 8.0 7.6 7.0 6.0 56
the former USSR) ,
5. Socialist countries 0.9 14.8 15.1 1.2 22.0 22.6 1.0 0.6
of Asia 04 34 | 34 04 | 32 33
6. Developing 145 | 912 | 946 | 205 | 1443 | 1499 5.9 5.6
countries df 67 | 210 | 213 | 63 | 201 | 216
of which in:
Africa 0.8 5.2 5.1 1.1 7.0 6.9 0.3 0.1
America 6.4 17.9 17.9 8.7 274 27.6 0.9 0.2
Asia 73 557 | 582 107 | 83 | 933 3.3 40
Europe d/ - 10.0 112 - 17.0 18.9 0.8 1.9
Oceania - 24 2.2 - 36 32 0.1 04
7. Other, unallocated 12 6.0 62 17 9.2 9.4 0.4 02
0.6 14 14 05 14 14

Source: Compiled on the basis of data supplied by the Shipping Information Services of Lloyd’s Register of
Shipping and Lloyd’s of London Press Ltd.

Excluding the United States Reserve Fleet and the United States and Canadian Great Lakes fleets, which
in 1992 amounted respectively to 2.8, 1.1 and 1.5 million grt.

b/ Percentage shares are shown in italics.
[J] Mid-year figure.

d/ Including the former Yugoslavia, classified as from 1986 as a developing country in Europe.
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Graph 7

World tonnage by country groups, 1992
Percentage %stnButxon of gwt :

Other 1.4%

Open-reg 37.0%

DMECs 31.2%

Socialist Asia 38.3%

i

ASIA 13.4

Source: Lloyd’s Maritime Information Services Ltd. (London).

22.  Additional details dealing with ownership
trends by vessel type and country groups for the
1980-1992 period are found in table 8. In the largest
sector (oil tankers), the share of developed market-
economy countries in world tonnage decreased from
52.5 per cent in 1980 to 34.1 per cent in 1992, a
reduction which was, however, offset by an increase
to 44.4 per cent in the share of tanker tonnage under
open registries. Developing countries also increased
their share to 17.1 per cent in 1992 from 7.7 per cent
in 1980.

23.  Ownership of dry bulk carriers follows a
similar pattern. For example, developed market-
economy countries decreased their share from 52.7 per
cent in 1980 to 27.8 in 1992, but open-registry fleets
expanded their dwt share to 35.8 per cent in 1992
from 31.7 per cent in 1980. Developing countries’
share grew to 25.7 per cent, as compared to only
9.2 per cent in 1980.

24.  In the general cargo and container ship sectors,
overall dwt share trends differed. For the former, the
share of the total world dwt decreased from 17.0 per
cent in 1980 to 15.1 per cent in 1992. The
proportional share of developed market-economy
countries declined by over half and represented
21.5 per cent of the general cargo dwt in 1992.
Open-registry fleet dwt share increased to 30.4 per
cent while developing countries’ share rose to 26.6 per
cent in 1992.

25.  The container sector expanded to 4.7 per cent
of the world dwt in 1992, which is a large change

from 1.6 per cent in 1980. Again, developed market-
economy countries’ share of the container dwt
decreased from 74.3 per cent in 1980 to 42.6 per cent
in 1992. Conversely, the open-registry fleets’ share
expanded to 25.5 per cent in 1992 from 13.5 per cent
in 1980. Developing countries too significantly
increased their share of the world container fleet to
18.1 in 1992 as compared to only 7.6 per cent in
1980.

26.  The 1992 structure of the merchant fleets of
the main country groups is shown in table 9.
Developed market-economy countries’ tonnage in
liquid and dry bulk tonnage exceeds 72.3 per cent of
the group’s total fleet, with general cargo ships
amounting to about 10.0 per cent, while containerships
account for 6.4 per cent. Open-registry fleets have a
greater proportion of their fleets in the tanker and dry
bulk carrier sector (combined 78.8 per cent). Also,
the general cargo share is higher than in developed
market-economy countries (12.4 per cent), but
containerships (3.2 per cent) account for less than the
developed market-economy countries.  Tonnage
distribution in developing countries is characterized by
a relatively high proportion of conventional general
cargo tonnage (18.6 per cent of total fleet), while
container ships make up for only 3.9 per cent.
Concentration on general cargo tonnage is, however,
most pronounced in countries of Central and Eastern
Europe (36.8 per cent of total tonnage), where
container tonnage accounts for only 1.8 per cent of the
fleet. A similar fleet structure can be observed in
socialist countries of Asia.
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Table 8

Percentage shares of world tonnage by type of vessel and country groups
1980 (as at 1 July), 1991 and 1992 (as at 31 December) a/

(In terms of dwt)

Country group Year Total dwt Oil Bulk General Container | Other
tankers | carriers b/ | cargo ships ships ships
I\;ﬁfll(ii?vr;s P:,rggrgag;lof Percentage share by vessel type
World total 1980 682.8 100.0 49.7 272 17.0 1.6 4.5
1991 683.5 100.0 37.6 35.3 15.1 4.3 7.7
1992 | 694.7 100.0 - 379 34.5 15.1 4.7 7.8
Percentage share by group of countries
Developed market- 1980 350.1 513 52.5 527 434 74.3 50.4
economy countries 1991 223.0 32.6 36.0 29.2 23.0 44.8 43.9
1992 216.6 31.2 34.1 27.8 21.5 42.6 43.9
Open-registry countries 1980 212.5 31.1 36.2 31.7 20.8 13.5 17.0
1991 244.2 35.7 43.5 345 28.0 23.1 25.8
1992 257.2 37.0 44.4 35.8 304 25.5 26.4
Countries of Central and 1980 37.8 5.5 2.8 4.2 12.3 2.9 19.2
Bastern Europe 1991 403 6.0 2.9 53 13.9 2.5 10.2
1992 39.0 5.6 2.7 4.9 13.7 2.0 9.6
Socialist countries in 1980 10.9 1.6 0.6 1.6 4.7 0.1 1.3
Asia 1991 22.0 3.2 1.1 3.7 78 40 2.2
1992 226 33 1.1 39 73 3.9 25
Developing countries ¢/ 1980 68.4 10.0 7.7 9.2 17.6 7.6 12.0
1991 144.3 21.1 16.0 252 26.9 17.9 17.8
1992 149.9 21.6 17.1 25.7 26.6 18.1 17.5
of which in:
Africa 1980 7.1 1.0 1.1 0.1 23 . 2.1
1991 7.0 1.0 0.8 0.5 2.2 . 32
1992 6.9 1.0 0.8 0.5 2.1 “ 2.6
America 1980 21.8 3.2 2.3 33 5.6 0.1 3.7
1991 27.4 4.0 3.1 3.8 7.1 1.6 4.6
1992 27.6 4.0 3.1 3.7 7.0 2.1 4.7
Asia 1980 39.1 5.7 43 5.7 9.8 2.7 5.7
1991 89.3 13.1 10.0 16.6 13.9 15.5 8.9
1992 93.3 13.4 10.9 - 169 13.6 15.0 8.9
Europe ¢/ 1980 1.2 . “ . 0.1 - -
1991 17.0 2.5 2.0 34 3.0 0.7 0.6
1992 18.9 2.9 22 3.8 3.2 0.9 0.7
Oceania 1980 02 . . . 0.1 - -
1991 3.6 0.5 0.1 0.9 0.7 0.1 0.5
1992 32 0.5 0.1 0.8 0.7 0.1 0.6
Other, unallocated 1980 3.0 0.4 0.2 0.6 0.9 1.6 0.1
1991 9.2 1.4 0.5 2.1 0.5 7.7 0.1
1992 9.4 1.4 0.6 1.9 0.5 7.9 0.1

Source: Compiled on the basis of data supplied by the Shipping Information Services of Lloyd’s Register of Shipping and Lloyd’s
of London Press Ltd. ‘

af Excluding the United States Reserve Fleet and the United States and Canadian Great Lakes Fleet.

b/ Ore and bulk carriers, including combined ore/oil and ore/bulk/oil carriers.

</ Including Yugoslavia as of 1986.
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C. The 35 most important maritime countries and
territories

27.  The 35 most important maritime countries in
dwt terms are ranked in table 10. The table lists
merchant ships registered under national flag and
foreign flag vessels when the controlling interest of
the ship is located in the country. These 35 countries
control 92.9 per cent of the world merchant fleet
through their own register or by control of foreign
flag vessels. Moreover, shipowners of five countries
or territories, i.e. Greece, Japan, United States,
Norway and Hong Kong, control over half the world
fleet, and over two-thirds of the world fleet is
controlled by the top 10 maritime countries.

28. The wend to flag out tonnage continues
unabated. In 1992 total tonnage registered under
foreign flags reached 295.7 million dwt. Nearly half
the tonnage of the 35 most important maritime
countries is thus commercially controlled, but not
registered, in the country of domicile of the parent
company. This practice is common for all country
groups but is particularly noticeable for developed
market-economy countries.

D. Open and international registers

29. Open and international registers continue to
attract a major part of the world merchant fleet. The
combined 1992 tonnage under these registers exceeded
311.1 million dwt or about 48.6 per cent of the world
total. This is a slight relative reduction from 1991,
when the total dwt was 293.7 million or 46.2 per cent
of the world’s merchant fleet.

30. Table 11 summarizes the tonnage distribution
of the five largest open-registry countries by vessel
type. 91.8 million dwt and 73.6 million dwt are
flying under the flags of Liberia and Panama,
respectively. By vessel type, oil tankers represent
46.2 per cent of total dwt, followed by dry bulk
carriers with 32.8 per cent of the total dwt and general
cargo ships with 12.0 per cent of the total dwt.

31.  The participation of nationals in the registry of
open or international registers is indicated in table 12,
The information compares the total tonnage registered
in selected countries with tonnage owned by nationals
of the country of registry. For most open-registry
countries the share owned by nationals is minimal or
zero, but with international registers ownership
exceeds 90 per cent.

32. The true nationality of the five major open-
registry fleets is examined in table 13. Ownership is
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concentrated in 10 countries or territories which
control 81.2 per cent of dwt and 74.7 per cent of the
number of vessels. In 1992, Japan replaced Greece as
the nationality with the largest share (17.3 per cent) of
the five major open-registry fleets. The United States
and Hong Kong ranked third and fourth, with 14.2 per
cent and 9.2 per cent, respectively.

E. Comparison _of cargo turnover and fleet
ownership

33. The relationship between cargo volumes
generated by different country groups and fleet
ownership in 1970, 1991 and 1992 is summarized in
table 14, The data indicates a disproportional
relationship between cargo generation and ownership.
In 1992 developed market-economy countries, either
directly or through open-registry countries, controlled
68.2 per cent of the world fleet, while generating
55.9 per cent of the international seaborne trade. At
the same time, the share of developing countries in
world cargo turnover stood at 38.1 per cent, while
their merchant fleet constituted 21.6 per cent of the
total world fleet in deadweight.  Longer-term ~
comparisons, however, indicate that developing
countries have significantly reduced the gap between
cargo generation and fleet ownership. Thus, in 1970
the share of world goods loaded and unloaded by
developing countries was 40.4 per cent, i.e. a relative
level similar to the one observed in 1992, while their
share of the world fleet was only 6.3 per cent.

F. Forecasts for world fleet development

34.  Forecasts for world fleet development by vessel
type are shown in graph 8. The World Fleet Forecast
Service (WFFS) projections indicate that the total
world fleet will increase from 675.1 million dwt in
1993 to 851.8 million tons by the year 2003. The
liner and dry bulk vessel types are expected to
increase by 30.0 per cent and 31.3 per cent
respectively over the decade. The deadweight tonnage
of the world tanker fleet will increase by 22.3 per cent
by the year 2003.
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Table 10

The 35 most important maritime countries
(as at 31 Dﬁ:cer_n&r 1992) 57

Country of Number of vessels Deadweight tonnage
domicile b/ :
) ) Foreign Total as
I\E;lgog?l Foﬂr:;gn Total National flag | Foreign flag Total pefrl:gn :::ge p:vrg:{amgfaff
of total
Greece - 988 1 631 2619 44 578 038 52 915 630 97 493 668 54.28 1522
Japan 1107 1776 2 883 31935 672 52 353 491 84 289 163 62.11 13.16
United States 559 685 1244 17 649 455 40 000 552 57 650 007 69.39 9.00
Norway 925 521 1 446 34 571 512 19 141 218 53 712 730 35.64 8.39
Hong Kong 81 566 647 4 466 386 26 614 708 31 081 094 85.63 4.85
China 1392 198 1590 20 096 279 7 295 388 27 391 667 26.63 4.28
United Kingdom 414 458 872 5543 843 18 093 988 23 637 831 76.55 3.69
Russia 2 622 280 2902 16 132 427 5306 625 21 439 052 2475 3.35
Republic of Korea 467 196 663 10 373 507 7319 168 17 692 675 41.37 2.76
Germany 580 589 1169 6 034 251 10 079 427 16 113 678 62.55 2.52
Denmark 432 239 671 7012 287 5 680 812 12 693 099 44.76 1.98
Ttaly 597 70 667 10 020 043 2264724 12 284 767 18.44 1.92
Sweden 182 149 331 2 936 940 9317 726 12 254 666 76.03 191
Taél\;vi:n, Province of 201 190 391 7 734 200 3933 926 11 668 126 3372 . 1.82
a
India 396 39 435 10 315 271 654 823 10 970 094 597 1.71
Brazil 233 12 245 8 661 680 1 084 193 9 745 873 11.12 1.52
Iran (Islamic Rep.of) 146 3 149 8 256 629 18 863 8 275 492 023 1.29
Singapore 276 160 436 5419 887 2419 777 7 839 664 30.87 1.22
France 186 111 297 3 170 090 3 784 694 6 954 784 54.42 1.09
Turkey 335 21 356 6 169 011 523 312 6 692 323 7.82 1.04
Ukraine 642 85 727 5 817 996 264 737 6 082 733 4.35 0.95
Netherlands 429 178 607 3 496 979 1951771 5 448 750 35.82 0.85
Belgium 44 125 169 191 501 4900 312 5091 813 96.24 0.79
Spain 291 92 383 3159 764 1931 824 5091 588 37.94 0.79
Switzerland 17 146 163 574 265 4 480 157 5054 422 88.64 0.79
Romania 303 15 318 4 287 195 728 998 5016 193 14.53 0.78
Kuwait 33 9 42 3 491 816 1 007 096 4 498 912 22.39 0.70
Cyprus 39 31 70 3 007 736 1 048 470 4 056 206 25.85 0.63
Finland 103 69 172 1 038 540 2 812 884 3 851 424 73.03 0.60
Philippines 272 14 286 3 682 480 135 123 3 817 603 3.54 0.60
Indonesia 399 74 473 2504 700 1199 849 3 704 549 32.39 0.58
Croatia 26 162 188 120 893 3 567 450 3 688 343 96.72 0.58
Poland 263 7 270 3 490 411 66 090 3 556 501 1.86 0.56
Saudi Arabia 64 35 99 876 539 2 554 706 3 431 245 74.45 0.54
Australia 79 19 98 2 784 351 243 264 3027 615 8.03 0.47
Total (35 countries) 15123 8 955 24 078 299 602 574 | 295695776 | 595 298 350 49.67 92.94
Percentage 62.8 372 100 50 50 100
World total 17 950 -9 730 27 680 329444905 | 311102407 | 640 547 312 48.57 100.00
Percentage 64.9 352 100 51 49 100

Source: Information supplied by Lloyd’s Maritime Information Services Ltd. (LMIS), London.

a/ Vessels of 1,000 grt and above, excluding United States reserve fleet and United States and Canada Great Lakes fleet.

b The country of domicile indicates where the controlling interest of the fleet is located, in terms of the parent company. In several cases, this has
required certain judgements to be made. Thus, for instance, Greece is shown as the country of domicile with respect to vessels owned by a Greek owner
with representative offices in New York, London and Piraeus, although the owner may be domiciled in the United States.

¢/ Including vessels flying the national flag but registered in territorial dependencies or associated self-goveming territories. For the United Kingdom,
British flag vessels are included under the national flag, except for Bermuda (listed in table 11 as an open-registry country) and Hong Kong (shown
separately in the present table).
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Table 12

Tonnage owned by the nationals of the country of registry in the total fleet of the most important open and

international registers
(Thousand dwt as at 31 December 1992) a/

Country of registry or Total tonnage registered Tonnage owned by Share of tonnage owned
register in the country of register | nationals of the country by nationals in the total
of registry registered fleet (%)
Liberia 91 757 0 0.0
Panama 73 585 63 0.1
g&?ﬁfgggt"ma‘mnal 34 864 32717 93.8
Cyprus 33374 2 990 9.0
Bahamas 31979 104 0.3
Malta 14 334 5 0.0
ls)si“;slgelg“its‘;";a‘mal 6 692 6 688 99.9
Bermuda 5 467 0 0.0
Vanuatu 2935 0 0.0

Source: See table 11.

a/ See table 11.




24

"UOPUOT “"PIT SOIAIOS UOTeULIOJU] SumMLRI S, pAor] Aq perddns ejep uo peseg :90IMOS

0EL 6 WITE | 0001 | 799 r9ec | oot | s %S | 000 | 106 6L6 1€ 0001 | 90T1 vieee | 0001 | 1662 ssseL | 0001 | S0ST LSL 16 TVIOL
988 1 €0V LE €01 8101 6SE 2 o€l ® T 68 891 6€82 6t (4 Tue9 VL €L€ oLy s 86 €T 996 8 s190
WL 660¢€Z | L68 w9 S 0811z | 08 9 ssLy | U6 €€L o1 62 608 1473 20 | 9% 86T SIIsY | 206 38 16L78 =ons
szt 006 ¥ v ¢ se8 00 - - vo s 9¢1 90 4t T61 00 14 [;4 ] 6 osy wnSg
091 e 90 8 Wl 00 - - €1 S i 00 - - 01 oL ZL €0 ka1 L6z ssodeBurg
134 3954 60 124 SE0T ¥0 z A 91 z o1 00 - - z0 u ST ST s wET wqwy pes
[3>4 1895 01 1€1 8EET 00 - - vE 8 uwotr | zo 6 €5 90 4 9y 60 €1 8LL FFeumaQ
o1 (1144 1 €6 195 0e - - L1 1 LY 01 €1 12 o1 is 9sL 01 s 5 PUEHSZING
11 S8LE TI oL 608¢ 00 - - 33 34 WL 10 9 22 90 Lt ey Lo 4 L19 souwig
69 €182 4 %S 99T 00 - - Vi 54 TUeT 80 1 ¥5T oo 4 ® 00 - - PUR]
061 ¥E6 € Tz LLt 867 S 00 - - 0 1 z€l o1 € THE 24 9¥1 0rT 9T = 1044 FUrg) JO 20mACI] TEMTEL
6v1 SIES (43 68 965 L eLr S S6 Ly 9% 96¥ 1 00 - - 70 st 1948 S €€ 010§ UIPIMG
861 S6T L (44 Jxas orl s 00 - - 10 T ¥ £0 v 88 9¥ 06 wee g1 43 ust ko)
961 6IE L 62 691 069 00 - - 00 - 00 - - TL 8yl Lz s 61 14 €0L T zasoy jo oygndoy
685 6.0 01 €€ 384 sLe 01 1 ¥ T i zse £ 681 SE6 T 6T =z PIp T 44 S8 200 ¥ Aueaen
sy 60 81 ST 34 209 01 334 V3 80p1 | 06 L6 188¢C 60 €l S1E 4! 0 S¥0 1 ¥s <8 €56 ¥ wopSury pairn
1zs 1 61 L 68 086 91 54 8 [yed T JAts S65 € 69 oz WeT x4 9 oz 96 Li 8L 8 Kemioy
995 S19.9¢ 6 34 L TT 00 - €0 S 601 91 jad %5 Ts1 £z €02 11 g0l 3 us6 uoy] Suoy
$89 100 0¥ Tyl 90§ 819 €€ S8E o1 Wiz | 6% 611 165 8 ¥0 ot -4 e LAl V34 -4 je74 S9Z 0T SIS PN
oLL 1 £5€ TS A [ 06 OF 00 - - (4 6€ €96 ¥0 L1 o0zt £0p Wil ¥59 62 i [4Y4 €61 01 wedsy
€91 91628 Ll SLT1 9%5 Oy 00 Tl 901 re44 609 799 6sc0z | 638 82 7S 9 €01 wi LSr 6 031D
s[ssa 000 % spssaa 000. % SsS3A 1000, % Sposson 000. % spssoa 000, % spssaa 000. ® s[ossaa 000. u__u_ﬂw.ﬁ
J0 oN wp JpoN wp JooN wp J 0N wp J00N wp JooN wp JooN wp kg
wuu.&u_unnsw @or, r=oiqng eprLeg seuTeqRg snadhy wareed euoqry Agunoo Jeyg

TO61 12quII( ¢ 18 SV

S1997] AmSigor-uado Joleul JO AJeuoney oniy,

¢1 SIqeL




25

Table 14

Comparison between total cargo turnover and fleet ownership
by groups of countries, 1970, 1991 and 1992

Country grouping Year Goods loaded and Total of Merchant | Percentage of world total of
unloaded (millions of tons) goods fleet
loaded and | (millions :
Loaded Unloaded | unloaded | of dwt) Goods Merchant
(millions loaded and fleet owned
of tons) unloaded (dwt)
Developed market- 1970 802.7 2 0104 2 813.1 282.2 54.8 86.5
economy and open-
registry countries 1991 1821.0 2 878.0 4 699.0 4612 56.2 68.4
1992 1845.0 2933.0 4778.0 473.8 559 68.2
Developing countries | 1970 16433 431.6 2074.9 20.5 40.4 6.3
+1991 2 0310 1115.0 3 146.0 1443 37.6 21.1
1992 2 100.0 11540 32540 149.9 38.1 21.6
Countries of Central 1970 1454 57.4 202.8 20.5 4.0 6.3
and Eastern Europe
(including the former 1991 184.0 166.0 350.0 40.8 42 6.0
USSR) 1992 177.0 161.0 338.0 39.0 40 556
Socialist countries of | 1970 13.4 30.2 43.6 1.2 0.9 04
Asia
1991 84.0 86.0 170.0 22.0 2.0 32
1992 88.0 87.0 175.0 22.6 2.1 3.3
World total a/ 1970 2 604.8 2529.6 51344 326.1
1991 41200 42450 8 365.0 683.5
1992 4210.0 43350 8 545.0 694.7

Source: As per tables 3 and 8.

3/ Including unallocated tonnage indicated in annex IIL
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Graph 8

Forecast of world fleet by principal type
1993 to 2003
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Source: DRI/LMIS World Fleet Forecast Service.

Box 3

Liner trade growth changes direction

Container trade growth to the end of the century is set to outstrip that of other shipping markets, with
intra-Asia trade leading the way. However, growth in the supply of tonnage means the problem of
overcapacity may be around for some time. This was the message from the World Sea Trade Outlook
conference held recently in Amsterdam and hosted by Dr. Douglas Beck, Research Director of
DRI/McGraw-Hill.

Michael L. Sclar, Senior Consultant at DRI/McGraw-Hill, presented forecasts from the World Sea
Trade Service (WSTC), an important forecasting tool for several major liner companies. To the end of this
century, total world seaborne trade is expected to grow at an average of 3.37 per cent per year. Within this,
liner trades are expected to grow 5.8 per cent per year. Higher growth, 6.3 per cent per year, is forecast for
unitized trade, expanding from 28 million TEU per year today to surpass 40 million TEU/year in 1998,
increasing to 45 million TEU per year by 2000. This growth rate would be an enormous strain on ports and
surface transport systems.

A narrowing of the gap between rates of growth in trade into the United States, Canada and Europe on
the one hand and Japan and the newly industrialized economies on the other is expected.

On specific trades, the most striking projection is for steady growth in the Atlantic from 1993 onwards
of both east- and west-bound shipments. By the year 2000, more than 800,000 TEU/year may be shipped in
both directions. On the transpacific, east-bound trade is projected to outstrip west-bound movements by more
than 1 million TEU per year by 2000. Intra-Asian container traffic will continue to enjoy the strongest growth
rate of any trade, and is forecast to double to around 7 million TEU per year at the end of the decade, an
average increase of 8.5 per cent per year.

Source: Lloyd's Shipping Economist (London), November 1992, p. 10.
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Chapter III

PRODUCTIVITY OF THE WORLD FLEET AND THE SUPPLY AND DEMAND
SITUATION IN WORLD SHIPPING

This chapter provides information concerning the operational productivity of the world fleet and an analysis of the balance
between supply and demand for tonnage. Key indicators are tons of cargo carried per dwt, ton-miles performed and

surplus tonnage by main shipping market sectors.

A. Estimate of tons and ton-miles per dwt

35. Operational productivity indicators for the
world fleet continued to improve in 1992 (see table 15
and graph 9). Tons of cargo carried per dwt reached
6.06 tons, and ton-miles performed per dwt continued
the upward trend to reach 26,314. The incremental
gains can be attributed to the growing expansion of
world seaborne trade, better utilization of shipping
capacity and a quadrupling of scrapping of obsolete
and inefficient tonnage in 1992. 2 Tables 16 and
17 provide additional details on ton-miles performed
by tanker, bulk carriers and combined carriers. The
former experienced the largest gains over 1991, as
ton-miles of oil and grain carried by tankers grew by
3.9 per cent. Ton-mile performance by the remaining
bulk fleet shows minimal operational productivity
change.

B. Supply and demand in world shipping

36. Excess capacity expanded to 10.1 per cent of
the world merchant fleet in 1992. Table 18 provides
a summary of tonnage oversupply for the 1983-1992
period. The total surplus reached 71.7 million dwt,
compared to 64.2 million dwt in 1991. By sector (see
table 19) the tanker trades continued to have the
largest proportion of excess tonnage, followed by dry
bulk, while the conventional and unitized fleet had
less than 5.0 per cent surpluses (see graph 10 for
sector comparisons).

37. Surplus capacity in the tanker sector reached
its highest levels since 1988. A total of 41.8 million

dwt or 14.8 per cent of the total world tanker fleet

was in excess in relation to oil seaborne transport
demand. This was slightly higher than in 1991, when
14.6 per cent of the fleet was surplus but considerably
less than the 1983 high of 42.0 per cent. The growth
in excess capacity is primarily due to a shift from
tankers being employed in oil storage to active
service.

38. Tanker tonnage engaged in oil storage
declined over the full calendar year 1992. In January,
tankers used for storage purposes amounted to
11.9 million dwt and by year-end the total was

9.2 million dwt - a 22.7 per cent decline. Most of the
reduction came from activating VLCCs and ULCCs
that had been used for short-term storage since the
Gulf crisis. Table 20 indicates the long-term declining
trend in tankers used for storage. For example, in the
peak period (July 1981) 26.9 million dwt were
employed in oil storage compared to the recent low in
November 1992 of 8.8 million dwt.

39. Overcapacity in the dry bulk sector expanded
to 25.1 million dwt. This represents a 21.3 per cent
increase over 1991 and amounts to about 10 per cent
of the world dry bulk fleet. The disequilibrium can be
explained by declining outputs in the steel industry
and a corresponding drop in the demand for coal and
iron ore. This, combined with a small dwt increase
(0.98 per cent) in the bulk fleet, contributed to the
highest surplus since 1987.

40. Surplus capacity in the conventional general
cargo and unitized sectors is normally less than the
bulk trades. This is because the shipowners are
catering to a more constant trading pattern and are
less involved in the volatile spot markets. In 1992
only 4.3 per cent of the conventional general cargo
vessels’ total dwt was in excess of demand. The
unitized fleet surplus was even less, with 1.6 per cent.
Moreover, these 1992 surplus ratios are well below
the 10-year annual averages of 5.8 per cent and
3.6 per cent, respectively.
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Table 15

Cargo carried and ton-miles performed per dwt of the total world fleet, 1980-1992

Year | World fleet Total cargo Total ton-miles performed | Tons of cargo Ton-miles
(millions of | carried (millions (thousands of millions of | carried per dwt | performed per
dwt) of tons) ton-miles) dwt
1980 682.8 3 704 16 777 542 24 571
1981 688.8 3 555 15 840 5.16 22 990
1982 693.5 3273 13 699 4.72 20 460
1983 686.0 3 230 12 850 4.71 18 340
1984 674.5 3410 13 368 5.06 19 820
1985 664.8 3382 13 160 5.09 19 800
1986 639.1 3 459 13 856 541 21 680
1987 632.3 3 505 14 298 5.54 22 610
1988 628.0 3692 15 299 5.88 24 360
1989 638.0 3 891 16 385 6.10 25 680
1990 658.4 4 008 17 121 6.09 26 000
1991 683.5 4120 17 873 6.03 26 150
1992 694.7 4210 18 280 6.06 26 310

Source: World fleet: Lloyd's Register of Shipping: Statistical Tables (London), various issues, Shipping
Information Services of Lloyd’s Register of Shipping and Lloyd’s of London Press Ltd. (mid-year data for 1980-1990,
year-end data for 1991 and 1992); total cargo carried: UNCTAD data bank; ton-miles: Fearnleys, Review (Oslo),
various issues.

Graph 9

Index of ton-miles performed per dwt total world fleet
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Source: UNCTAD calculations based on table 15, Review of Maritime Transport, 1992 (TD/B/CN.4/8).



29

*3[qe[TeAR 10U JI® BIep Sk ‘786T dours urels Swpnpxyg o

*f€ 910300 UT POTEIPUT AFUEI SZIS Y} JO SISLILD N[N PAUGUIOD PUE SISLLIED Y[Nq ‘S1axue) SUIPN[OXa ‘6 S[qe] UI POPNOUL S[ISSIA [[E 01 SI0JeI ,109]) [eNpIsal, oyl /q

“podox Tenuue swy) Jo sansst snoaexd UT punoj asoy) 0} uone[I W ‘axdy paysiqnd
SOTeUIISO Q8T SUE JO UOISIAI JURIIHUSIS oY) JOJ SUNOddE bomg J010€] SIYJ, ‘PopuUSWE ALIBJIUIIS US9q dARY SIOLLED PAUIqUIO) "(IMP 000 0 Aisnotasid) 1Mp 0000S

aA0qe sdiys Os[e mou ST SISeq Yl SISLIEO J[Nq 10 “(IMp (0009 Asnoraaid) 1mp 000S 2a0qe sdiys oy ureurad sioyue) J0J BIEp 90mMOS oY) 8861 woy sy jE

*SONSSI SNOLRA (0[SQ) 1291 YINg PI4OM PUR SIPDLL YINg PILOM ‘M2143Y ‘SAIUIRS JO siseq oy uo popdwio)) B3OS

7661-0861 /4 313 R:Emou 3} PUE /e SISTIE) pouIquiod 'SISIE) J[Nq ‘SIajue] JO AJIANONPOId pajewiisg

91 SIqeL

029 9¢ §96 v 059 ¢¢ 0S0 1 078 81 S0 v 0Ty 1€ 061 8 7661
086 9¢ S06 ¥ 079 ¢€ 670 1 089 81 SE0 ¥ 026 0¢ 88 L 1661
096 ST LLL v 010 9¢ o1 1 OLL 81 708 € 018 0¢ oLE L 0661
08L ST 99¢ v 0S¥ LE L1 09¢S 81 609 € 000 0¢ 0969 6861
0€9 St Iy v OIS LE YT 1 066 L1 SLy € 068 9¢ SS1 9 8861
0r6 1T 6CL € 069 0¢ 01 010 0T T € 0€0 v¢ 009 S L861
019 7T 69L € 0¢¢ 92 ¥6 078 81 LIL € 0L9 T 9Ty S 9861
0vec e Cig8 ¢ 000 6T ol 1 080 L1 80T € 0S¢ 81 eS8 ¥ $861
050 ¢ GE8 € 0¢T 8¢ LT 1 0L0 LT 1820 RY 0¢c6 81 S0¢ § 7861
08¢ 17 69 € OLS ¢T 910 1 009 S1 00T 08¢ L1 0eT & £861
0s¢ ¢T VL8 € 0T6 8C 01e I 099 S1 e 00¥ 81 €68 S 7861
09¢C ¢ 12494 0opl 2¢ 8IS 1 0¢L ¥1 691 ¢C 008 ¢ 600 8 1861
0£8 ¥T 6l v ¢y ¢€ 696 1 OLY v1 600 T 096 LT L00 6 0861
1091J (suorfru SIOLIED (suorIw Jo spuesnoys) SISLIIRD (suorpu /o (suoriu 3o
Jenpisar oy JO spuesnoy) PUIqUIOD SISLLIED POUIqWOD ynq jo JO spuesno) sIoLIeS | SIdNue] JO | Spuesnoyl) sioyue)
Jo mp 1d /@ 10973 enpisox Jo mp xd £q 081ed g LI1p 1Mp xd ¥inq A1p Aq oSreo 12p xod Aq ures3 pue
SSMIW-uoy, 2yl JO so[Iw-u0], | SoW-uoj, pue 110 3O sopw-uoy, | sopiw-uol | g Aip Jo sopw-ucy, | SO[W-UOY, | IO JO SOpW-UOL 122} §
(mp 1od paunroyrad sorwi-uox)




30

Table 17

Estimated productivity of tankers, bulk carriers, combined carriers and the residual fleet, a/ 1980-1992

(Tons carried per dwt)

Year Tons of Tons Tons of dry Tons Tons of oil Tons Tons Tons

oil and carried | cargo carried | carried and dry bulk carried carried carried

grain per dwt by bulk per dwt | cargo carried per dwt by the per dwt

carried by of carriers of of bulk | by combined of residual of the

tankers tankers | over 18,000 | carriers carriers of combined fleet b/ residual
(millions) dwt over 18,000 carriers (millions) fleet

(millions) dwt (millions)

1980 1 564 4.79 396 2.85 282 5.83 1 406 8.33
1981 1419 439 42] 2.86 262 5.53 1404 8.22
1982 1191 3.72 455 294 232 512 1321 7.62
1983 1132 3.76 493 290 196 4.55 1272 7.36
1984 1174 4.19 566 3.18 214 5.07 1358 7.81
1985 1 084 4.10 620 3.30 200 4.80 1 389 8.10
1986 1 140 4.76 663 3.36 195 5.48 1420 8.52
1987 1185 5.08 693 3.54 195 5.84 1384 8.15
1988 1295 5.66 610 3.16 214 6.35 1 556 9.04
1989 1 398 6.02 639 327 211 16.34 1612 9.10
1990 1427 5.96 667 3.29 203 6.28 1 680 9.13
1991 1485 582 707 327 196 6.38 1722 947
1992 1 545 5.93 700 3.24 192 6.15 1770 949

Source: As for table 16.

a/ See footnote a/ to table 16.
b/ See footnote b/ to table 16.
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Table 18

Tonnage oversupply in the world merchant fleet, 1983-1992
(Million dwt and percentages)

1983 | 1984 | 1985 | 1986 | 1987 | 1988 1989 1990 1991 1992
Million dwt

World merchant fleet | 686.0 | 674.5 | 664.8 | 639.1 | 632.3 | 627.9 | 638.0 | 658.4 | 683.5¢/ | 694.7¢c/
(as at mid-year)

Surplus tonnage a/ 1958 | 171.2 | 161.5 | 108.0 | 101.1 | 834 62.3 63.7 64.2 71.7

Active fleet b/ 490.2 | 503.3 | 503.3 | 531.0 | 531.2 | 544.5 | 575.7 | 594.7 619.3 624.4
Percentages
Surplus tonnage asa | 28.5 | 254 | 243 16.9 16.0 13.3 9.8 9.7 94 10.1

percentage of the
world merchant fleet

Surplus tonnage as a 399 | 340 | 321 | 203 19.0 153 10.8 10.7 10.4 11.3
percentage of the
active world
merchant fleet

Source: Shipping Information Services of Lloyd’s Register of Shipping and Lloyd’s of London Press Ltd.;
Lloyd’s Shipping Economist (London), various issues.

a/ Estimates of average year figures. Surplus tonnage is defined as tonnage which is not fully utilized
due to slow steaming, lay-up status or because it is lying idle for other reasons. As of March 1989, Lloyd’s Shipping
Economist (London) (the main source for estimates of surplus tonnage in the world fleet shown in the present paper)
changed the base for its calculation of slow-steaming bulk carriers (see the March 1989 issue of Lloyd's Shipping
Economist (London), p. 10). Thus the figures for the bulk carriers’ surplus fleet for 1982-1985 in this table are estimated
in accordance with the method used before March 1989. Estimates for 1986-1992 are based on a new method which
show considerably lower figures.

b/ World fleet minus surplus tonnage.

</ Year-end figure.
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Table 19

Analysis of tonnage oversupply by main vessel type, 1983-1992
(Average year figures in million dwt) g/

1983 | 1984 | 1985 | 1986 | 1987 { 1988 1989 1990 1991 1992

Supply of world tanker | 319.4 | 296.7 | 273.0 | 261.7 | 255.1 | 250.6 | 253.9 | 266.2 | 273.5 | 2834
fleet b/

Total tanker surplus 134.0 | 111.7 | 1009 | 68.8 | 65.8 54.7 41.0 40.9 39.8 | 418
fleet ¢/

Share of surplus fleet in 42.0 37.7 37.0 26.3 25.8 21.8 16.2 15.4 14.6 14.8
the world tanker fleet

(per cent)

Supply of world dry 202.9 | 215.0 | 222.7 | 2154 | 213.8 | 220.6 | 2254 | 228.7 | 2350 | 237.3
bulk fleet b/

Dry bulk fleet surplus ¢/ | 52.0 50.3 50.1 30.8 28.0 23.4 17.0 19.4 20.7 25.1
Share of surplus in the 25.6 23.4 22.5 14.3 13.1 10.6 7.5 8.5 8.8 10.6
world dry bulk fleet

(per cent)

Supply of world 82.1 79.8 74.9 69.7 65.6 64.7 63.4 63.6 63.5 63.0
conventional general

cargo fleet

Conventional general 8.3 7.6 5.8 43 3.6 2.9 2.2 2.1 2.2 2.7

cargo fleet surplus

Share of surplus in the 10.1 9.5 7.7 6.2 5.5 4.5 3.5 33 3.5 4.3
world conventional
general cargo fleet (per
cent)

Supply of world 252 | 273 | 299 | 312 | 329 34.4 35.8 375 40.3 43.0
unitized fleet d/

Surplus of unitized fleet 1.5 1.6 1.7 1.5 L7 0.8 0.8 0.5 04 0.7

Share of surplus in the 6.0 5.9 5.7 4.8 5.2 2.3 2.2 1.3 1.0 1.6
world unitized fleet (per
cent)

Source: Based on Lloyd’s Shipping Economist (London), various issues.

a/ Aggregates for all sectors as shown in the present table are averages for the years shown and therefore
differ from the world figures in table 18, which indicate estimates at mid-year. Table 19 excludes tankers and dry bulk
carriers of less than 10,000 dwt and conventional general cargo/unitized vessels of less than 5,000 dwt.

b/ Including combined ore/bulk/oil carriers on the basis of actual supply (e.g. December 1992, total of 32.9,
of which 15.6 as tanker and 17.3 as dry bulker).
c/ Including 50 per cent of combined ore/bulk/oil carriers.
- d/ Unitized fleet includes here fully cellular containerships, partly cellular containerships, ro-ro ships and

barge carriers.
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Graph 10

Trends in surplus capacity by main vessel types 1983-1992
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Table 20

Tanker tonnage engaged in oil storage, 1981-1992
(Capacity in thousand dwt)

Semi-permanent Short-term Total
Date
No. Dwt No. Dwt No. Dwt

July 1981 52 10 649 62 16 205 114 26 854
January 1982 58 12 682 45 11 772 103 24 454
July 1982 .58 12 703 16 2 753 74 15 456
January 1983 51 11 135 16 2615 67 13 750
July 1983 53 11 837 14 1764 67 13 601
January 1984 49 9 737 25 4 658 74 14 395
July 1984 43 9 601 48 11 134 91 20 735
January 1985 30 6 384 49 12 093 79 18 477
July 1985 38 8 342 38 91714 76 18 056
January 1986 43 7514 35 8 353 78 15 867
July 1986 40 6 696 33 9 196 73 15 892
January 1987 41 7 148 45 12 879 86 20 027
July 1987 39 7012 28 7917 67 14 929
January 1988 40 6 837 30 9 394 70 16 231
July 1988 37 6 553 29 7 636 66 14 189
January 1989 35 6 123 20 4 783 55 10 906
July 1989 35 6 123 19 5125 54 11248
January 1990 37 6 234 16 4162 53 10 396
July 1990 34 5784 20 5618 54 11 402
December 1990 33 5929 27 6 720 60 12 649
July 1991 34 6 081 52 11 499 86 17 580
December 1991 34 6 291 22 4 553 56 10 844
January 1992 34 6 325 27 5 588 61 11 913
February 1992 32 6 013 25 5124 57 11 137
March 1992 32 6013 23 4 371 55 10 384
April 1992 33 6 147 25 4 986 58 11 133
May 1992 34 6 301 25 5343 59 11 644
June 1992 33 6 076 24 5217 57 11 293
July 1992 36 6 425 25 5734 61 12 159
August 1992 38 6 852 23 4 569 61 11 421
September 1992 35 6 331 21 - 4172 56 10 503
October 1992 33 6 063 16 3157 49 9 220
November 1992 32 5983 15 2 844 47 8 827
December 1992 34 6 299 16 2 886 50 9 185

Source: John I. Jacobs PLC, World Tanker Fleet Review (London), various issues.
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Chapter IV
SHIPBUILDING, SECOND-HAND MARKET AND DEMOLITION

The chapter reviews the supply side of the world shipping industry. This includes newbuilding orders, new ship prices, and
deliveries of new tonnage on order. Second-hand prices for major sectors are also reviewed, as are deductions from the

world fleet due to demolition.

A. Newbuilding orders

41. Total newbuilding contracts decreased by
36.7 per cent in 1992. The downward wend began
mid-year, and in December only 412,000 dwt of
orders were placed (see table 21). The decline
mirrors many owners’ uncertainty over global
recession and the short-term growth prospects for
world trade. The decrease was particularly significant
for tankers, where orders declined by 49.4 per cent
from 1991. Moreover, a major shift to meet IMO
double-hull regulations did not occur, although an
emphasis on quality and environmental features was
evident. The larger tanker orders reported included
13 VLCCs, 8 Suezmax, 15 Aframax and 4 Panamax
tankers. 2/

42, New orders for dry bulk carriers declined
38.7 per cent from the previous year. Within the
Panamax sector, tonnage increased, but Capesize and
handy-size orders were less than half those of 1991.
Conversely, general cargo and container tonnage
newbuilding orders increased 59.9 per cent and
79.7 per cent, respectively (see table 21). Many of
the general cargo/container orders were for
replacement of older, less efficient vessels. The
remaining new orders were spread over car carriers
(12), a few refrigerated ships, passenger/ferries (7) and
cruise vessels (3). 2/

B. Ship prices

43, Despite a strong reduction in the demand for
new ships, newbuilding prices did not decline by more
than 10 per cent from the end of 1991.% As

shown in table 22, the prices of the principal types

and sizes of ships, except 1,200 TEU ro/ro and
2,500 TEU full containerships, decreased or remained
unchanged.  Larger 250,000 dwt tankers’ and
125,000 m® LNG carriers’ prices decreased from the
previous year’s 10-year high. Over the calendar year
1992, 250,000 dwt tankers remained at the
$90 million level in the first quarter, and the large
LNG carriers maintained the $US 240-260 million
level in the first six months, but fell towards year-end.
Smaller bulk carriers of 70,000 dwt and 120,000 dwt
followed the same overall downward trend for all ship
types in 1992.

C. Deliveries of newbuildings

44, Table 23 indicates that the total tonnage of
newbuildings delivered in 1992 reached 18.6 million
grt. This represents a 15.8 per cent growth over the
previous year’s figure, although the number of
newbuildings decreased from 1,574 units in 1991 to
1,506 units in 1992. Oil tankers dominated
newbuilding deliveries, as gross-ton tonnage increased .
by 37.4 per cent from 1991, reaching 9.0 million grt.
Containerships increased by 138 per cent to
2.2 million grt in 1992, but the "other ships" category
declined 7.2 per cent to 2.1 million dwt.

45. Deliveries of newbuildings by country
groupings - according to country of build - are
indicated in table 24. Shipyards of developed market-
economy countriecs maintained their predominant
position in the delivery of newbuildings. Tonnage
delivered in 1992 increased by 4.9 per cent as
compared to the previous year to reach 11.07 million
grt or 60.6 per cent of all newbuilding deliveries, of
which 7.56 million grt were delivered by Japanese
shipyards.

46. The amount of tonnage delivered by
developing countries’ yards increased considerably in
1992, rising by 34.0 per cent over the previous year
and reaching 5.2 million grt. The newbuildings,
however, were highly concentrated in only
one developing country, namely the Republic of
Korea; with 4.7 million grt delivered by its yards, the
Republic of Korea accounted for 90.2 per cent of the
newbuildings delivered by all developing countries in
1992,

D. Tonnage on order

47. The backlog of newbuilding orders is
reflected in table 25. The information indicates a
declining trend from the record high of 64.8 million
dwt in March 1992 to 56.0 million dwt at year-end.
The downward trend reflects the dearth of new orders
and the completion of ships under construction. The
order books are dominated by tanker tonnage
(28.9 million dwt), followed by dry bulk carriers
(15.7 million dwt).



48. Table 26 indicates that tonnage on order in
developed market-economy countries and . open-
registry countries at the end of 1992 amounted to
15.6 million dwt and 30.5 million dwt, respectively.
This represented 27.9 per cent and 54.4 per cent of
the world total tonnage on order and was about the
same proportion as the previous year. Developing
countries’ share stood at 8.0 per cent of the world
total tonnage on order in 1992, versus 8.1 per cent in
1991. The share of countries of Central and Eastern
Europe fell to 3.2 per cent in 1992 from 4.1 per cent
in 1991, while socialist countries of Asia gained
1.8 per cent, reaching 4.1 per cent in 1992.

49. By country of registry, developed market-
economy countries and open registries taken together
had the largest portion of ships on order for all types
of newbuildings. The 1992 combined share in the
orders for dry bulk carriers and containerships
increased to 78.3 per cent and 79.3 per cent,
respectively. Conversely, the share in the 1992 order
book for oil tankers and general cargo ships was

reduced to 873 per cent and 54.2 per cent
respectively.
50. Developing countries increased their share in

the ships on order in 1992 for oil tankers and general
cargo ships to 7.5 per cent and 17.5 per cent
respectively. In the other sectors, however, a decrease
in orders occurred. For example, the proportion of
dry bulk carriers and containerships amounted to
48 per cent and 123 per cent, respectively.
Moreover, Asian developing countries were the source
of more than half of the group’s tonnage on order,
followed by Latin America with 35.8 per cent.

E. Sale and purchase of second-hand tonnage

51. In the second-hand market, prices of five-
year-old tankers and dry bulk carriers were
conspicuously marked down as shown in table 27.
The lower prices reflect the fact that the average
freight rates of tankers throughout 1992 were the
lowest both on spot and period markets for the three
principal sizes, compared to those of the last three
years, 1989-1991. Similarly, the prices for second-
hand dry bulk carriers declined significantly from
1991. For example, ships in the 60,000 dwt group fell
21.7 per cent, and 120,000 dwt vessels dropped
24.3 per cent. Handy-size dry bulk carriers, however,
decreased only 7.4 per cent. The overall decreases
reflect the parallel declines in the dry bulk freight

markets. 2

52. Table 28 indicates monthly fluctuations of
sales and purchases of second-hand tankers, dry bulk

36

carriers and combination carriers. In the tanker sector,
the decrease in values occurred despite the very active
market stimulated by Norwegian owners. Moreover,
the total amount of tanker tonnage traded slightly
exceeded the 1991 volume by 3.2 per cent.
VLCC/ULCCs dominated the market through the year,
with 25 vessels sold for further trading and 25 vessels
sent to demolition. Also, the Suezmax, Aframax and
handy-size tankers were traded in an unexpectedly
large number. Dry bulker prices were influenced by
overcapacity and depressed freight charter rates
throughout most of 1992. In the combination carriers
market, total transactions dropped significantly from
a total of 26 ships in 1991 to about 13 during 1992,
with total tonnage declining by 69.9 per cent. &
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Representative newbuilding prices, 1980, 1985 and 1988-1992
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Table 22

(Millions of dollars)

Type and size of vessel 1980 | 1985 | 1988 | 1989 | 1990 | 1991 | 1992 Percentage
change

1991/1992

30 000 dwt bulk 17 11 19 22 24 24 24 0

32 000 dwt tanker 19 18 23 27 29 30 30 0

70 000 dwt bulk 24 14 24 27 32 32 30 -6.3

80 000 dwt tanker 28 22 33 38 42 43 42 -2.3

120 000 dwt bulk 32 27 33 42 45 47 44 -6.4

250 000 dwt tanker 75 47 63 75 90 95 86 -9.5

125 000 m* LNG 200 200 150 190 | 225 | 260 237 -8.9

75 000 m* LPG 77 44 57 68 78 83 80 -3.6

1 200 TEU ro/ro 44 28 28 32 36 38 40 53

15 000 dwt general cargo ship 14 12 17 22 24 24 24 0

2 500 TEU full containership 26 32 41 52 58 59 1.7

Source: Lloyd's Shipping Economist (London), various issues.
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Table 23

Distribution of deliveries of newbuildings by principal types of ships, 1991-1992
(Number of ships, thousands of grt) a/

Ship types 1991 1992
No. Grt No. Grt
Oil tankers 151 6 567 215 9 022
408 484
Bulk carriers 75 3231 77 3342
20.1 179
General cargo 421 2 084 360 1958
13.0 105
Containerships 78 1910 88 2173
11.9 117
Other ships 849 2303 766 2138
14.3 115
World total 1574 16 095 1 506 18 633
100.0 100.0

Source: Lloyd’s Maritime Information Services Ltd. (LMIS), London.

o

Percentage shares of the world total are indicated in italics.
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Table 24
Distribution of deliveries of newbuildings by groups of countries of build, 1991-1992
(Thousands of grt) a/ b/
Country grouping 1991 1992
Developed market-economy countries 10 548 11 067
66.2 60.6
Developing countries 3902 5230
245 28.7
Countries of Central and Eastern Europe 683 594
4.3 3.3
Socialist countries of Asia 293 363
18 2.0
Other, unallocated 511 999
32 55
‘ 15 937 18 253
World total T
L 100.0 100.0

Source: Compiled by the UNCTAD éecretariat on the basis of data contained in Lloyd’s Register of
Shipping: Merchant shipbuilding returns, quarterly issues of the respective years.

a/ Percentage shares of the world total are indicated in italics.

b/ General cargo ships of 2,000 gross tons and over. This table is not fully comparable with table 23,
which includes ships of 100 grt and over.
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Table 26

World tonnage on order as at the end of 1992

(Thousands of dwt) a/

Countries of registry A}l - Oil Bu}k General Contginer Otper
ships tankers | carriers cargo ships ships
World total 56 032 | 28918 | 15 666 2725 4 734 3 989
Developed market-economy countries 15622 | 6835 4 011 865 1 807 2104
Open-registry countries 30502 | 18 417 8 249 612 1947 1276
Subtotal 46 124 | 25252 | 12260 1477 3 754 3 380
Countries of Central and Eastern Europe 1 804 366 704 639 48 47
Socialist countries of Asia 2275 702 1100 116 330 28
Developing countries, total 4 508 2163 751 478 584 532
of which in:
Africa 14 0 - - - 14
America 1616 1189 203 85 98 41
Asia 2733 862 548 386 460 477
Europe 145 112 - 7 26 -
Oceania - - - - - -
Unallocated 1321 435 851 15 18 1
Source: Lloyd’s Maritime Information Services Ltd. (LMIS), London.
Table 27
Second-hand prices for five-year-old vessels, 1986-1992
(as at end of year)
(Millions of United States dollars)
Percentage
1986 | 1987 | 1988 | 1989 | 1990 | 1991 1992 change
1991/1992
30 000 dwt tanker 110 | 130 | 160 | 200 | 215 | 200 14.5 -27.5
80 000 dwt tanker 130 | 160 | 22.0 | 340 | 34.0 { 320 22.0 -31.3
130 000 dwt tanker 13.8 { 200 | 28.0 | 40.0 | 37.0 | 36.0 29.0 -194
27 000 dwt dry bulk carrier 4.0 7.0 | 11.0 | 140 { 11.0 | 135 12.5 -74
60 000 dwt dry bulk carrier 78 | 130 | 170 | 215 | 185 | 230 18.0 217
120 000 dwt dry bulk carrier 120 | 195 | 275 | 320 | 28.0 | 370 28.0 -24.3

Source: Fearnleys (Oslo), Review 1992.




43

"SONSSI SNOLIBA ‘€661 ‘TE6I “Sonuouodsy puv sousupls Surddmys ‘(uopuo ) pry siuemsuo) Surddiys Aimoxq Somog
1°81- L6t | 8861¢ | S88C | ¥98C | 89T | 06ST | ¥/OT | TS6T | LLST | T0Ev | 80ST | 6S6C | OEL T | 0€6 € feo0L
6'69- 6Cv ¥ Seel 8L LT - 6v - - 12 X4 Iee - 12:33 - (441 1quion

SIOUIRD
96T 809 LT | L6OET | T9CT | I8P T | €€V T | 6£8 809 LT6 LETT | LSST | 609 eLL 8L9 €9L 1 | dmq A1
[43 QIO LT | 9SS LT | SPST | 9STT | SIT 1 0L 9y 1 | STOT | 90CT | €86 T | 6681 | TOBT | TSOT | S€0C SIoyue],
T661/1661 1661 2661
a8ueyd o o p=Tgf AON 190 dog Sny nr unf KBy dy BN qoq uer aodLy,
a8e1u00Iag feloL oL
(1p puesnoy])

7661 UI SIOY[4 PUBY-PUOJaS JO SoSeyoind pue Sa[es JO JUSWAOPAd(

ST 91a8L




F. Demolition of ships

53. A dramatic change in the volume of ship
demolition occurred in 1992. Total tonnage sold (see
tables 29 and 30) was higher than in the four previous
years and reached 19.0 million dwt. The surge in
demolition can be attributed to poor earning prospects
for shipowners in freight markets, scrap incentive
schemes, obsolescence of older bulk carriers and
tankers and the expansion of ship breaking activities
in Bangladesh and China. Despite the tremendous
increase of tonnages sold for demolition, the average
age of broken-up ships increased marginally for
tankers and dry bulk carriers. Only the average age
of scrapped general cargo ships increased markedly
from 24.8 years in 1991 to 25.7 years in 1992.
Table 31 indicates comparative trends for the 1985-

44

demolition sales, as compared with 72.7 per cent in
1991 (see table 30). Dry bulk carrier sales increased
the most, up from 0.7 million dwt in 1991 to
4.1 million dwt in 1992. Most of the ships sold for
demolition comprised larger dry bulk carriers with an
average size of about 64,000 dwt in 1992.% The
tonnage of tankers sold to shipbreakers also increased
from 2.7 million dwt in 1991 to 11.6 million dwt in
1992. This included 25 VLCCs, of which 16 were
sold to China, 5 to Pakistan and the remaining 4 to
Bangladesh.

55. Table 32 indicates a downward trend in
demolition prices in the three main markets. India
and Bangladesh paid the highest prices. By the end of
the first quarter of 1992, the average price was
$US 175.0 per Idt, but when supply increased,

1992 period. breakers managed to lower prices down to
$US 137.5 per 1dt.
54. Dry bulk carriers and tankers combined
represented 82.7 per cent of the 1992 world
Table 29
Broken-up tonnage trends, 1980, 1985-1992
1980 1985 1986 | 1987 1988 1989 1 1990 | 1991 | 1992
Tonnage sold for breaking 10.0 41.7 312 16.3 5.7 33 33 4.7 19.0
(million dwt)
Share of broken-up tonnage in 1.5 6.3 49 2.6 0.9 0.5 0.5 0.7 2.7
the total world fleet (percentage)
Source: Fearnleys (Oslo), Review, various issues.
Table 30
Tonnage reported sold for breaking by type of vessel, 1987-1992
(Thousand dwt and percentage shares)
Type of Thousand dwt Percentage shares
1
vesse 1987 1988 1989 1990 1991 1992 1987 1988 1989 1990 1991 1992
Tankers 6549 | 2570 | 1567 | 1000 | 2714 | 11561 40.1 44,6 48.1 | 299 | 573 60.9
Combined 950 293 108 378 426 1580 5.8 5.1 33 11.3 9.0 8.3
carriers
Dry bulk 5539 846 510 649 728 4 141 339 14.7 15.6 19.4 154 21.8
carriers
Other dry 3310 | 2050 | 1076 | 1317 870 1693 20.3 356 | 330 | 394 | 184 8.9
cargo ships
Total 16348 | 5759 | 3261 | 3344 | 4738 | 18975 | 1000 | 100.0 | 100.0 | 100.0 | 100.0 | 100.0

Source: Fearnleys (Oslo), Review, various issues.
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Table 31
Average age of broken-up ships by type during 1985-1992 a/
(vears)
Year Tankers Dry bulk carriers General cargo ships
1985 209 20.1 223
1986 213 194 236
1987 244 19.8 238
1988 24.6 224 242
1989 249 23.1 255
1990 264 21.7 25.1
1991 253 220 24.8
1992 258 229 25.7

Source: Institute of Shipping Economics and Logistics (Bremen), Shipping Statistics, 1993, No. 2.

af Ships of 300 grt and over.

Table 32
Demolition prices in 1990-1992
(Dollars per 1dt)
Market

Month Far East Pakistan/India Southern Europe

1990 1991 1992 1990 1991 1992 1990 1991 1992
January 215.0 160.0 1550 | 260.0 180.0 | 180.0 120.0 107.5 82.5
February 215.0 160.0 1600 | 260.0 1600 | 172.5 120.0 85.0 71.5
March 202.5 160.0 155.0 | 2525 1750 | 1750 122.5 85.0 80.0
April 202.5 157.5 1500 | 260.0 | 1850 | 157.5 122.5 90.0 80.0
May 202.5 157.5 1400 | 262.5 180.0 | 150.0 122.5 80.0 80.0
June 202.5 155.0 140.0 | 260.0 180.0 | 142.5 122.5 80.0 80.0
July 202.5 155.0 140.0 | 2625 157.5 152.5 122.5 80.0 80.0
August 202.5 155.0 1400 | 2525 157.5 150.0 120.0 82.0 80.0
September 192.5 155.0 1425 | 2325 157.5 150.0 117.5 82.5 80.0
October 190.0 1550 | 1425 { 210.0 1600 | 1500 | 1175 82.5 80.0
November 180.0 155.0 142.5 195.0 160.0 | 137.5 117.5 82.5 80.0
December 160.0 155.0 142.5 180.0 170.0 | 150.0 107.5 82.5 80.0
Annual average 197.3 156.7 1458 | 240.6 | 168.5 1556 | 1194 85.0 80.0
Annual average 190 | 206 | 70 | 48 | 300 | 77 | -63 | 288 | -59
change (%)

Source: Institute of Shipping Logistics (Bremen), Shipping Statistics, various issues.
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Box 4

New tankers expected to keep rates low

A stronger United States economy and relatively high levels of scrapping are expected to provide
some upward pressure on freight rates, but the large number of new tankers coming on line is expected to
keep 1993 rates around 1992°s low levels. The low rates will translate into more financial pressure on
shipowners.

Although just about everybody agrees 1993 looks like a tough year for tanker owners, there remain a
lot of wild cards in the market that could send it spiking up or down. The first is scrapping, which turned out
to be one of the bright spots for owners in 1992. After years of hoping, at least 23 very large crude carriers
headed for the scrap heap in 1992,

Marsoft Inc. in Boston estimates that about 12 million deadweight tons of tankers and combination
carriers were scrapped in 1992 and about the same amount will go to the breaker’s yard in 1993. With about
20 million dwt worth of new tankers coming on the market, that yields a net gain of only 8 million dwt, or a
3 per cent growth of the fleet. "We see demand growing just a little bit fast," said Kevin Hazel, Marsoft’s
senior shipping economist. The key element of the demand growth will come from the United States, where
Marsoft predicts oil imports will be up 8 per cent. United States oil consumption "should increase a little, and
production should go down a bit," Mr. Hazel said.

Rates could plunge even lower, SS&Y Research Services Ltd. warned in a recent edition of its
shipping review. Political factors are always a significant unknown for the tanker market, most immediately
the possibility that Iraq could return to the world oil trade. Iragi oil moved by pipeline to Turkey has a much
shorter trip to Europe than Persian Gulf crude and demands fewer ships to move it.

Similarly, the increase in capacity of the Sumed pipeline will put downward pressure on tanker
demand. And, as always, slower-than-expected growth in the major industrial nations could set back the
tanker market, SS&Y warned.

Source; The Journal of Commerce, International Edition, February 1993.
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Chapter V.
PORT DEVELOPMENT

This chapter covers recent developments in global container port traffic, including expanded coverage and new world
records in reported TEU movements. A review of the evolution of the role of ports is also featured.

A. Container port traffic

56. Table 33 gives the latest available figures on
world container port traffic in developing countries
and territories for 1991. The figures given for the
world total reported have been improved due to the
increased coverage of the survey.

57. The world rate of growth for 1990/1991 was
8.8 per cent, which is more than that achieved for
1989/1990 (5.5 per cent).

58. The rate of growth for developing countries
and territories was more than double that of the world,
reaching 18.1 per cent in the period 1990/1991, and
showed a strong increase in comparison with the
12.2 per cent attainted in the period 1989/1990. The
growth is uneven from year to year due in some cases
to improved data or lack of it, and in other cases to
violent fluctuations in trade.

B. Port development - from a transport centre to
a logistic platform

59. Today ports can be classified into
three different categories or generations.  This
categorization is not based on the size or the
geographical location of the port, or on the public or
private nature of its organization. It is based on
three criteria: (a) port development policy, strategy
and attitude; (b) the scope and extension of port
activities, especially in the area of information; and
(c) the integration of port activities and organization.

60. Port development policy, strategy and attitude
are fundamental points when distinguishing a new
generation port from an old one. Uniil the 1960s,
ports were merely the interface locations for cargo
between land and sea transport. The traditions and
habits of those years have conditioned the thinking of
many people involved in port activities. Apart from
cargo loading/discharging and storing, other activities
were not usually carried out in the port area. Today,
this way of thinking still exists and limits the
conception of the port to a fixed and limited role,
which in turn tends to make decision-makers at the
government, municipality or enterprise levels favour
conservative or passive policies. Consequently,
Governments may restrict the activities of ports to a

minimum, for example loading/discharging, storage
and some navigational services. Investments are
concentrated on waterfront infrastructures, without any
awareness of what is happening to the vessels and
cargo outside that waterfront area. Such attitudes and
the resulting restricted scope of activities have led
ports of the first generation towards organizational
isolation.

61. Second generation ports are different. In this
category of ports, Governments, port authorities and
those who provide port services have a broader
understanding of the functions of seaports. The port
is regarded as a transport, industrial and commercial
service centre. Thus, ports are allowed to undertake
and offer industrial or commercial services to their
users which are not directly connected to the
traditional loading/discharging activity. Based on a
broader conception and management attitude, port
policies, legislation and development strategies are
made.

62. As a result, the scope of port activities is
extended to commercial activities or any other
relevant service such as cargo packing and marking
and industrial services such as cargo transformation.
Industrial facilities are built up within the port area.
The port thus develops and expands towards its
hinterland with industries such as iron and steel, heavy
metallurgy, refineries and basic petrochemicals,
aluminium, paper pulp making, fertilizers, sugar and
starch, flour milling and various agro-food activities.
The second generation ports are not only transport
centres but also industrial and commercial centres.

63. Organization within a second generation port
is different from that of a first generation one.
Second generation ports enjoy a closer relationship
with transport and trade partners who have built their
cargo transformation facilities in the port area.
However, only the big shippers or shipowners benefit
from that activity. The number of privileged port
users is small and their relationship with the port
organization is quite simple and direct. Second
generation ports also have a closer relationship with
the municipality, since they are more dependent on the
surrounding city as regards land, energy, water and
manpower supply, as well as the land transport
connection systems. Inside the port organization,
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Table 33
Container port traffic of developing countries and territories, 1991 and 1990
Country or territory Container traffic 1991 Container traffic 1990 | Percentage change | Percentage change
(TEUs) (TEUs) 1990/1991 1989/1990

Singapore 6 354 000 5223 500 21.6 19.6
Hong Kong 6 161 912 5100 637 20.8 14.3
Republic of Korea 2694 115 2 348 475 14.7 8.8
United Arab Emirates 2073 125 1563 297 32,6 144
Philippines 1463 223 1 408 034 39 7.5
Thailand 1170 697 1 078 290 8.6 14.8
Indonesia 1156 265 923 663 252 209
Malaysia 1 074 295 888 157 21.0 21.8
Saudi Arabia 1 044 661 788 567 32.5 3.9
India 679 114 686 833 -1.1 10.1
Sri Lanka 669 489 583 811 14.7 71
Brazil a/ 623 446 691 034 9.8 -23.0
Egypt 565 858 350 090 61.6 62.0
Pakistan 458 829 390 391 17.5 14.0
Mexico af 344 494 307 220 12.1 23.2
Cyprus 328 520 384 279 -14.5 4.0
Panama 233 450 180 053 29.7 18.1
Argentina 221 000 209 150 5.7 -4.1
Nigeria 210 144 208 144 1.0 21.6
Chile a/ 207 671 177 722 169 85
Malta ' 207 636 135 790 529 235.7
Honduras 190 100 180 253 5.5 -6.7
Morocco 185 838 173 332 7.2 413
Cote d'Ivoire . 179 501 181 037 -0.9 n.a.
Jamaica : 164 636 144 576 139 -8.7
Oman 156 439 168 465 -1.1 1.8
Kenya 135 541 136 406 0.6 52
Colombia a/ 135 157 113 889 18.7 39.0
Lebanon 131 175 n.a. n.a. n.a.
Qatar 129 753 20 725 526.1 n.a.
Costa Rica 123 254 106 286 ‘ 16.0 -38.9
Ecuador 113 463 97 030 169 n.a.
Martinique 108 500 n.a. n.a. n.a.
Peru 104 899 65 610 59.9 n.a.
Guadeloupe 99 929 102 140 2.2 73
Papua New Guinea 97 825 90 361 8.3 29
Netherlands Antilles 91 174 95 130 -4.2 149
Bahrain 84 254 75 066 122 n.a.
Syrian Arab Republic 82 832 67 340 23.0 229
Jordan 72 725 83 283 -12.7 7.6
Mauritius 72 271 62 272 16.1 4.1
Cameroon 71102 91 379 -22.2 4.7
Ghana 70 723 64 157 102 7.9
Kuwait 65 058 124 466 -47.7 -33.5
Uruguay 55 524 51 443 79 27.0
Tunisia 54 105 37 891 42.8 0.1
Haiti 40 348 45 724 -11.8 n.a.
Fiji 38 890 25 423 53.0 n.a.
Barbados 36 010 36 701 -1.9 -0.1
French Polynesia 34 957 32 451 7.1 43
New Caledonia 30 980 27 799 114 n.a.
Other reported b/ 294 628 289 171 19 4.8
Total reported ¢/ 31 195 526 26 418 933 18.1 122
World total reported 93 100 738 85 596 903 8.8 5.5

Source: Derived from information printed in Containerisation International Yearbook, 1993.
a/ Data subject to omissions.

b/ Comprising developing countries and territories where less than 30,000 TEU per year were reported or where
substantjal lack of data was found.

c/ Certain ports did not respond to the background survey. While they were not amongst the largest ports, total
omissions"may be estimated at 5 to 10 per cent.



different activities become more integrated, in keeping
with the increase in quantity and the quick turn-over
of cargo throughout the port.  However, the
integration of second generation ports is often
spontaneous rather than organized.

64. The third generation ports emerged in the
1980s, principally due to world-wide large-scale
containerization and intermodalism combined with the
growing requirements of international trade.

65. The policy-makers, managers and operators
of third generation ports have a very different
understanding and attitude towards the running and
development of their ports. They see their port as a
dynamic node in the complex international
production/distribution network.  Based on this
thinking, people have changed their management
attitude from the rather passive offer of facilities and
services to that of active concern and participation in
the overall international trade process. These efforts
necessarily are directed towards promoting trade and
transport activities which, in turn, generate new
revenue-making and value-adding business. As a
result of such efforts, the ports have been turning into
integrated transport centres and logistic platforms for
international trade.

66. Activities and services in such third
generation ports are specialized, variable and
integrated. They are subdivided into four different
categories, as described below.

(a) Traditional port services

67. The traditional port services such as cargo
handling are and will remain the backbone of port
activities. The difference is that in a third generation
port, logistic and total distribution services are also
provided to port users. Moreover, all conventional
services are carried out with information distribution,
and therefore port infrastructure is planned with equal
consideration for the "port infostructure".
(information processing facilities).

b) Industrial/environmental services

68. Industrial services in a third generation port
can relate to ships or cargoes. Ship-related services,
such as ship repairing industries and other engineering
and technical services, are of great importance to
building up a good reputation. Cargo-related services
allow others to establish industries within the port area
to generate more cargo throughput and more value
added for the port. In some countries, export
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processing zones have been established in or near the
port-area with attractive commercial conditions.

69. Modern ports should be equipped with the
necessary facilities for environmental protection.
Ships and cargoes have long been sources of pollution
in the port area (e.g. ship’s wastes and refuse and
dangerous cargoes), and with industrial activities in
the port area, environmental problems are becoming
one of the major concerns of port managers.

©) Administrative and commercial services

70. The administrative services in a third
generation port are considerably upgraded, in line with
the closer relationship between the port and trade.
Documentation, regulations and the writing schedule
of the port are the three areas in which bold measures
have to be introduced. Commercial services, such as
banks, insurance, legal services and communications,
are usually highly developed in third generation ports.

(d) Logistics and distribution services

71. Again, the rationale for these services stems
from the needs of trade. It is essential to distinguish
between distribution and storage to understand what
port users really need. As explained by the logistics
manager of a distribution company in the port of
Rotterdam: "Demand from the Far East and the
United States for central distribution facilities has
increased, ... if I were just to offer warehouse
accommodation, I would not have any clients. What

they require is an integrated logistic service". 2

72. The provision of these services is usually
encompassed under the heading of port distribution
centre. This means that the port provides the
infrastructure and organization that allow companies
to undertake activities in respect of warehousing,
transport connections (air, water, land), logistics,
electronic data interchange, and other value-adding
activities.

73. It is difficult for a port to become a third
generation port without undertaking some
organizational changes regarding the relationship
between activities within the port area and the
relationship between the port and the municipality
(and local andfor central government). As a
distribution and logistic service centre, the port is
becoming more and more dependent on and integrated
in the life of the surrounding city. With their much
enlarged dimensions and activities, ports can no longer
afford to keep the simple and somewhat independent
relationship they had with the city in the past.



Excellent city-port relations and the full support of the
former is one of the most important conditions for the
success of any port. To this end, port organizers must
bear in mind two things: first, they must adopt an
active approach by presenting their port development
plans to the city and government and explaining fully
their needs and difficulties. Secondly, they must
convince the authorities that the city/region stands to
gain from the development of the port.

74. In many countries, the fact that the port and
the city make their own separate and independent
plans has brought about urban degradation. In fact the
city and the port are largely interdependent and share
mutual interests. The port may be a large job
supplier, and it has various positive effects on the
local social and economic life, while the city provides
basic conditions for the port such as commercial
services, telecommunications, land transport, water
supply, housing, etc. In today’s world, the city and
port ought more than ever to work closely together;
each should look at the problem of development from
the other’s point of view and consider the other’s
problems as its own. The city should consider
providing the necessary space for the port’s new
activities, such as distribution centres, and improve
rail/road transport and telecommunication systems.
Ports should think more about the well-being of the
local community and make their own contribution.
Many ports no longer use old quays and docks which
are often located close to the city centre. When the
relationship between the port and city is good, the
reconversion of these assets is easier to achieve.
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75. Ports, especially those dealing with general
cargo, have been undergoing an evolution from the
first generation to the second and third generations,
with an increasing role in the transport chain and
international trade. There are two very important
factors to be bome in mind when building a
third-generation port, namely timing and coordination
of actions. Timing is essential, since the third
generation port requires fundamental changes which
can only be achieved effectively after years of effort.
The most difficult task is, very often, ensuring the
motivation of the whole port community and the
establishment, among all parties, including each
docker in the port area, of a common consciousness of
the port’s development. The building of a
third-generation port depends on the quality of the
joint work of the port community, government
authorities, the municipality and even the people
living in the city. Making people aware of the
desirability of such a port, as shown by past
experiences in industrialized countries, needs several
years of constant effort. This is partly because the
benefits of a third-generation port are obtained only
after a period of four to six years; even a
computerized information system (or an EDI system)
usually needs four to six years before it is considered
fully integrated and functional. Coordination means
that a third-generation port can only be built through
actions being taken systematically, not independently
one of the other. In other words, the services
previously mentioned concerning a third-generation
port should all be established in a coordinated manner.

Box §

Reswucturing of ports in Latin America and the Caribbean a/

The Economic Commission for Latin America and the Caribbean collaborated with member States on

a study to improve port productivity and reduce related costs. The study presents an analysis of options for
private sector participation in public-sector ports and the main -issues arising from such involvement, and
suggests economic, legal and social measures Governments might adopt to deal with them. Probably the most
important findings to come out of the study are that: (i) any effort to restructure public-sector ports must be
supported by a market-oriented institutional framework composed of deregulation, decentralization, anti-
monopoly laws and specific legislation which defines how private investors are to participate, or a
public-sector monopoly could easily be transferred to private interests; (ii) economists and attorneys must join
forces to elaborate the required legal measures which create that framework, or the desired economic
consequences of any restructuring endeavour will be distorted by dominant interest groups trying to recover
their historical privileges and benefits; and (iii) commercial goals and social equity can both be achieved
through the participation of port administrators and dock labour in the resulting private enterprises and through
the utilization of various programmes to compensate them for the forfeiture of acquired rights.

a/ United Nations, The restructuring of public-sector enterprises: The case of Latin American
and Caribbean ports, Sales No. E.92.11.G.9.
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Chapter VI

FREIGHT MARKETS

This chapter presents conditions and trends in freight markets. Coverage is by main cargo sectors, liner freight as a
percentage of selected commodities, estimates of global freight costs and marine bunker trends.

A. Freight rates of main cargo sectors

76. Broad freight rate trends for the three main
shipping markets are found in table 34. The monthly
freight indices cover the 1990-1992 period for selected
liner rates, dry cargo time and voyage charters and
tanker world scale indices for five types of petroleum
cargoes.

717. The 1992 liner freight index peaked in May
at 81 but declined slightly to 79 by year-end. The
monthly average rate was 78 which, compares to 79
in the previous year and 75 in 1990. The stability of
the liner market can be explained by the bias of the
index, which is based only upon freight rates in the
Antwerp/Hamburg range, the decline in European
industrial production and the deceleration of the
subregion’s (OECD-Europe) seaborne trade.

78. More global indicators within the liner sector
are containership charter rates and major conference
container rates. For the former, smaller 500 TEU
capacity container vessels experienced a 9.2 per cent
increase over 1991. -Larger 1,000 TEU capacity
vessels reached about $US 11,500 per day by year
end, or a 4.5 per cent rise from January 1992. 2
Conference unit rates ($/TEU) increased slightly on
three routes with a maximum gain of 4.8 per cent on
the transpacific route, while, the Europe-Australia
route declined 4.6 per cent during 1992. Graph 11
presents medium-term trends. The information
indicates ' that major conference container rates
experienced limited change over the 1988-1992
period. ¥

79. In the dry bulk sector, both time and voyage

charter annual average indices decreased significantly

from 1991. For example, time charters rates dropped
20.7 per cent, while voyage charter rates fell 5.9 per
cent. Much of the reduction is attributable to the
steep decline in globatl steel production, particularly in
Japan, which in turn dampened the demand for coal
and iron ore transport. Steam coal and grain
shipments, however, increased, and there was also a
large increase in scrapping, preventing a further
decrease in dry bulk shipping rates.

80. Another indicator of dry bulk freight rates in
world shipping markets is the Baltic Freight Index

(BFI).
importance of the major dry bulk routes.
composition of the index during 1992 was:

The index is weighted to reflect the
The

Route Commodity Weighting

US Gulf-North Continent Grain 10 per cent
la Transatlantic round T/e 10 per cent
2 US Gulf-Japan Grain 10 per cent
2a US Gulf-Far East T/e 10 per cent
3 US North Pacific-Japan Grain 7.5 percent .
3a Transpacific round Tle 7.5 percent
4 US Gulf-Venezuela Grain 5 per cent
5 Continent-South America-

Far East T/e S per cent

6 H Roads-R Bay-Japan Coal 7.5 per cent
7 H Roads-North Continent Coal 5 per cent
8 Queensland-Rotterdam Coal 5 per cent
9 US West Coast-Continent Petcoke 5 per cent
10 Tubarao-Rotterdam Iron ore 5 per cent
11 Casablanca-WC India Phosrock 2.5 percent
12 Aqgaba-WC India Phosrock 5 per cent

Graph 12 shows the BFI for 1992 and selected
routes/commodities that are important to the trades of
developing countries. The 1992 BFI indicates the
volatility of the dry bulk spot market. The year
started with uncertainty over grain trade shipments to
the CIS and weak markets in iron ore and coal due to
recessionary pressures, as a result of which the larger-
sized vessel rates were particularly depressed.
Following a slight improvement in the late spring, due
to grain demand and the effects of port congestion,
this was soon reversed. The market continued to be
poor until late October when a significant recovery
occurred following demand for grain from the CIS.
This was then followed by a much firmer market,

* with continued demand for grain but also for iron ore

and coal. The year closed better than expected but
with uncertainty for 1993.

81. Table 35 indicates the highest and lowest freight
rates reported during 1991 and 1992 in the leading dry
bulk trades. Both high and low freight rates for all
the commodities except grain were down compared to
the previous year. Moreover the range between the
year’s high and low rates for grain, sugar and
fertilizers decreased considerably from those of 1991.
Conversely, the spreads between the low and high for
fertilizers and ore increased.
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Graph 11

Major conference rates 1988-1992
Average annual rate per TEU
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Graph 12
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Table 35

Comparative freight rates for selected commodities, 1992 versus 1991

Freight rate range
. 1991 1992

Commodity Route ($US/ton) ($US/ton)

High Low High Low
Grain United States (Gulf of Mexico)/Venezuela 20.00 11.00 19.00 13.00
Sugar Queensland/Japan 19.90 17.25 18.75 16.75
Fertilizers Aqaba/West Coast India 25.50 18.95 16.00 15.00
Fertilizers United States (Gulf of Mexico)/West Coast India | 48.50 39.50 37.00 36.50
Fertilizers Continental Europe/West Coast India 41.25 39.00 39.00 34.25
Ore Brazil/Japan 13.70 11.40 9.85 6.95
Ore Brazil/Continental Europe 8.10 6.50 6.25 3.50

Source: Lloyd's List, London, 10 February 1992 and 14 June 1993.

82. Freight rates for the five types of ships in the
tanker sector reached a low point in the middle of
1992, before recovering in the fourth quarter. The
rise in rates reflected the increase in world crude oil
shipments from 1,333 million tons in 1991 to
1,390 million tons in 1992, with most of the growth
from the Middle-East/Gulf region. Also, world total
oil shipments increased slightly from 457 million tons
to 460 million tons (see table 3).

83. The VLCC market fluctuated within the
Worldscale 40s range from January to
September 1992 and quickly escalated to WS 52 by
December. The year-end improvement in Worldscale
rates was caused by expanding oil-products shipments,
delays at Red Sea terminals and more fixtures on the
long routes between the GQulf and Europe. The annual
average VLCC/ULCC Worldscale rate, however, was
significantly less than 1990 and 1991. Table 34
shows a drop of 21 points in the large tanker average
index in 1992.

84. Medium-sized crude carrier rates followed a
similar pattern to the larger VLCC/ULCCs. The
Worldscale rate declined during the first half of the
year and moved upward as winter approached the
Northern hemisphere. The firming of rates reflected
a growth in crude shipments and a relative balance
between the supply of medium-sized tonnage and oil
shipping demand. The 1992 average monthly rates
were also less than in the two previous years, with a
decline in Worldscale of about 27.4 per cent.

85. For small crude and product carriers, the
Mediterranean market fluctuated in the WS 80s and

WS 90s during the first 10 months of the year. The
usual winter upturn raised the rate level into the
WS 120s in December. In the Caribbean, rate levels
for the 70-75,000 ton class were between WS 125 and
WS 150 in the first quarter. The second and third
quarters saw the rates consistently below WS 120, but
by year-end rates had increased to the WS 120s range.

86. In the market for handy-size clean or dirty,
the rates for 30,000 tonnes Caribbean-United States
fluctuated widely up to WS 250 in January then down
to the WS 150s in May and ended up at an average of
below WS 220 in December.

87. The time charter market for tankers reflected
the depressed rate levels in 1992. Qwners were
reluctant to accept long-term fixtures at low rates, and
most activity focused on modern tonnage for short
periods. These conditions characterized both the
crude and clean markets for all major oil/petroleum
trades.

B. Liner freight rates as a percentage of prices
for selected commodities

88. Table 36 indicates liner freight rates as a
percentage of prices for selected commodities and
trade routes in 1970-1992. Over the entire period the
ratio increased on all commodities/routes. The ratios
for jute, cocoa beans from Ghana and Brazil and
coffee from Colombia more than doubled during the
period.  Higher-value commodities such as tin,
coconut oil and tea experienced minimal change.
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Table 36

The ratio of liner freight rates to prices of selected commodities

Commodity and route Freight rate as percentage of price a/ b/ ¢f

1970 1975 1980 1985 1990 | 1991 | 1992
Rubber Singapore/Malaysia-Europe 10.5 18.5 8.9 n.a. 15.5 126 | 13.1
Tin Singapore/Malaysia-Europe 12 1.6 1.0 n.a. 1.7 1.9 1.1
Jute Bangladesh-Europe 12.1 19.5 19.8 64 212 250 | 24.1
Cocoa beans Ghana-Europe 24 34 2.7 1.9 6.7 6.2 6.9
Coconut oil Sri Lanka-Europe 8.9 9.1 12.6 12.6 n.a. 10.6 8.7
Tea Sri Lanka-Europe 9.5 104 9.9 6.9 10.0 10.9 9.1
Coffee Brazil-Europe 52 9.7 6.0 5.0 100 9.3 8.8
Coffee Colombia (Atlantic)-Europe 42 5.7 33 6.7 6.8 72 79
Cocoa beans Brazil-Europe 74 8.2 8.6 6.9 11.0 122 | 185
Coffee Colombia (Pacific-Europe) 4.5 6.3 44 6.1 74 7.8 84

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by the Royal Netherlands
Shipowners’ Association (data for 1970-1989) and conferences engaged in the respective trades (data for 1990-1992).

a/ C.if. prices were quoted for coffee (Brazil-Europe and Colombia-Europe) and coconut oil. For cocoa beans
(Ghana-Europe and Brazil-Europe) and tea, averages of the daily prices in London were quoted. Prices of the
remaining commodities are quoted on f.o0.b. terms.

b/ Freight rates include, where applicable, bunker surcharges and currency adjustment factors, a "tank cleaning
surcharge" (for coconut oil only), port delay and additional port surcharges (for Colombia only). Conversion of rates
to other currencies is based on parities given in International Financial Statistics published by the International
Monetary Fund. Annual freight rates were calculated by taking a weighted average of various freight rates quoted
during the year, weighted by their period of duration.

¢/ For the period 1990-1992, the prices of the commodities were taken from UNCTAD, Monthly Commodity
Price Bulletin, the March 1993 issue.

89. In 1992 the freight level for tin, jute, coconut in 1980 to 5.2 per cent in 1991. The developed
oil and tea were unchanged from 1991. The prices, market-economy countries’ proportion was about half
however, for these commodities increased, thus that of developing countries, but the ratio has
reducing the freight ratio in 1992. The freight for decreased more rapidly for developing countries. For
rubber and cocoa beans remained at almost the same example, in 1980 the developed market-ecconomy
level as in 1991. The prices, however, decreased and countries’ proportion was 5.5 per cent and by 1991 it
consequently the freight ratios increased. Conversely was 435 per cent. The developing countries’
the freight level on the trade routes from Brazil and proportion, however, decreased from 10.4 per cent in
Colombia (Atlantic and Pacific) fell very drastically, 1980 to 8.5 per cent in 1991.
but the prices for coffee and cocoa beans decreased
more and thus the ratio of freights for these 91. The proportional difference between the
commodities increased. country groups is attributed to several factors. These
include, inter alia, greater bargaining power on the
C. Estimates of global freight costs part of developed market-economy countries when
dealing with shipowners/conferences, greater cargo
90. Global payments for maritime services volumes, more efficient infrastructure facilities at
increased slightly (3.0 per cent) in 1991 from the ports and inland distribution systems, and generally
previous year. Table 37 estimates total freight longer trade routes for developing countries.
payments for imports and their percentage of import Graph 13 compares freight as a percentage of c.if.
value by country groups. Freight payments as a values for the world, developed market-economy

proportion of import value declined from 6.6 per cent countries and developing countries.
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Table 37

Estimates of total freight costs in world trade a/ by groups b/
(Estimates in US dollars)

Year Country group Estimate of total freight | Value of imports | Freight costs as
costs of imports (c.i.f.) (millions percentage of
(millions of dollars) of dollars) import value
1980 | 1. World total 123 264 1 856 834 6.64
2. Developed market-economy 78 286 1425 979 549
countries
3. Developing countries - total 44 978 430 855 1044
of which:
in Africa 10 432 77 757 13.42
America 10 929 123 495 8.85
Asia 21 979 211 089 10.41
Europe 1320 16 037 8.23
Oceania 318 2477 12.84
1990 | 1. World total 173 102 3314 298 5.22
2. Developed market-economy 117 004 2 661 650 4.40
countries '
3. Developing countries - total 56 098 652 648 8.60
of which: .
in Africa 9 048 81 890 11.05
America 9 626 117 769 8.17
Asia 35 054 427 926 8.19
Europe 1 909 21 303 8.96
Oceania 461 3 760 12.26
1991 | 1. World total 178 307 3 402 660 524
2. Developed market-economy 115 895 2 666 645 435
countries
3. Developing countries - total 62 412 736 015 848
of which:
in Africa 8738 > 78 703 11.10
America 10 609 131 260 8.08
Asia 40 764 501 906 8.12
Europe 1812 20 159 8.99
Oceania 489 3987 12.26

Source: Derived from IMF c.if./f.0.b. factors and IMF import data.

a/ The estimate for the world is not complete, since data for countries which are not members of the IMF are
not included.

b/. The estimates presented here reflect the inclusion of the former Yugoslavia in this review in "developing
countries in Europe" as of 1986. In previous years the former Yugoslavia was classified as a developed market-
economy country.



Source:

57

Graph 13

Estimates of total freight costs in world trade by groups
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D. Marine bunker prices

92. Marine bunker prices surged from the first
quarter to the last quarter 1992. In all major markets
the average price for intermediate fuel oil and high
viscosity fuel oil increased by 33.9 per cent and
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37.0 per cent, respectively. The largest changes
occurred in the United States and North-West Europe.
Marine diesel oil prices, however, experienced
comparatively small increases and in some markets
(Rotterdam and Ras Tanura) remained unchanged.
Table 38 provides details on the 1990-1992 period.

Table 38

Fluctuations in marine bunker fuel prices a/ 1990-1992

($US per ton)

1990 | 1991 1992 1992 Percentage
change (fourth
4Q 4Q 1Q 2Q 3Q 4Q quarter to first
quarter)
Persian Gulf (Ras Tanura) IFO 160 91 75 84 100 102 36.0
MDO 308 202 207 | 207 | 207 | 207 0.0
Mediterranean (Genoa) HVF 151 92 82 90 99 105 28.1
IFO 162 102 91 98 109 | 113 242
MDO 335 226 195 | 200 | 209 | 215 10.3
North West Europe HVF 139 82 69 80 90 93 348
(Rotterdam)
IFO 147 88 76 86 94 97 27.6
MDO 263 172 157 | 163 166 | 157 0.0
Gulf of Mexico (Houston) HVF 135 72 57 72 91 88 544
IFO 139 77 61 76 94 91 49.2
MDO 258 172 150 | 158 172 | 173 153
West Coast of United States HVF 140 76 62 75 99 89 43.6
(Los Angeles)
IFO 146 81 67 80 105 94 40.3
MDO 290 192 182 | 192 | 201 192 55
Far East (Singapore) HVF 147 82 70 82 95 87 24.3
IFO 151 86 73 86 98 92 26.0
MDO 295 178 159 | 162 165 166 44

Source: Drewry Shipping Consultants (London), Shipping Statistics and Economics, various issues.

a/ Average prices for each quarter.

HVF
IFO
MDO

- High viscosity fuel oil (380 cSt)
- Intermediate fuel oil (180 cSt)
- Marine diesel oil
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Chapter VI
MULTIMODAL TRANSPORT AND TECHNOLOGICAL DEVELOPMENTS

Chapter VII updates developments in the field of multimodal transport. Topics covered include a summary report of the
meeting of an UNCTAD Group of Experts on Multimodal Transport, innovations in double-stack container train networks,
new container standards and information on container production.

A. Group of Experts on Multimodal Transport

93. In accordance with resolution 67 (XIV) of the
Committee on Shipping, adopted on 29 June 1990, a
Group of Experts on Multimodal Transport was
convened by UNCTAD from 9 to 13 March 1992.
The Group examined developments in the field of
multimodal transport and containerization, as well as
the main problems experienced by users and providers
of these services. Bearing in mind in particular the
needs of developing countries and countries with
economies in transition, the experts prepared proposals
on a future programme of work for UNCTAD in the
field of multimodal transport, containerization and
technological development, which was put before the
newly established UNCTAD Standing Committee on
Developing Services Sectors.

B. Second Seminar on Container Dimensions

94, The second Seminar on the Impact of the
Increasing Dimensions of Loading Units on Combined
Transport was convened by the Executive Secretary of
the Economic Commission for Europe in September
1992. The Seminar was particularly important
because it provided an opportunity for worldwide
consultations on the acute problem of container
standards, vital for the development of multimodal
transport. The participation of all interests and the
taking into account of their views in considering this
problem was particularly useful in avoiding
dominance of any one group of interests. For that
reason the UNCTAD secretariat supported the
convening of the Seminar and assisted in obtaining
broad participation by inviting its member countries,

particularly the developing ones, to participate in it.

95. The Seminar reconfirmed that the existing
ISO series I containers, which particularly in
developing countries had been the basis for recent
large-scale investment in infrastructure, rolling stock
and handling equipment, should continue to be the
main container standard, which should be improved in
line with emerging market requirements.

C. Further development of the double-stack
container train network in North America

96. In November 1992, Canadian Pacific Rail
completed a $US 15 million tunnel clearance project
to increase the vertical clearance through tunnels and
other structures in British Columbia and Ontario. The
increased clearances will allow Canadian Pacific to
move any double-stack combination of domestic and
international containers from coast to coast. An
additional Canadian Pacific tunnel clearance project in
Wisconsin, which was scheduled for completion in
February 1993, will extend the railway’s double-stack
capabilities to the United States Midwest. Canadian
Pacific is taking delivery of 170 new double-stack
cars by March 1993, bringing its total number of
double-stack cars to 220.

97. Similarly, the other Canadian rail system,
Canadian National Railways, completed a
$US 5 million clearance programme through
22 tunnels and five rocksheds in September 1992,
about the same time that it finished work on its
$US 15 million Fraser River Bridge rehabilitation
project. In October 1992, it opened a new
$US 19 million Vancouver Intermodal Terminal,
relocating its west coast intermodal operations from
Vancouver to Surrey, thereby providing improved
highway access and state-of-the-art systems to speed
loading and unloading. Canadian National’s
$US 15 million bridge project improves height
clearances for double-stack trains, increases the bridge
speed limit and allows heavier loads. The work is
also expected to reduce the number of disruptive
maintenance closures and extend the bridge’s life
expectancy by 25 years.

98. A further development in double-stack
container train operations is expected in the north-
south corridors, particularly as a result of the
United States-Canada Free Trade Agreement and
prospectively the North American Free Trade
Agreement involving also Mexico.

99, American President Lines (APL) operates a
unit train three times a week for the Ford Motor
Company between Detroit and Hermosillo, Mexico,
and a double-stack train six times a week between



Mexico City and the Midwest with Union Pacific and
Ferrocarrilles Nacionales de Mexico. APL recently
teamed up with Canadian National North America to
offer what the two companies said was the first
intermodal container service linking the United States,
Canada and Mexico. The company will extend its
double-stack service between Mexico City and
Chicago to Canada via Canadian National North
America’s rail system. By offering departures from
Mexico City six days per week and transit time of
seven days to Toronto and eight days to Montreal,
American President Lines and Canadian National
believe they are competitive with over-the-road
service.

100. It is felt that as intermodal rail technology
and services improve, the distance at which intermodal
rail services become competitive with trucking is
shortened. The threshold distance used to be 700-
800 miles in North America, but some now say it has
been reduced to 500 and the Florida East Coast
Railroad has a strong intermodal service between
Jacksonville and Miami with a distance of only
365 miles.

D. Rail landbridges

101. A new railway route linking China through
Kazakhstan, the Russian Federation, Belarus, Poland
and Germany with the ports in Belgium and
Netherlands was officially inaugurated on
1 December 1992, It starts from the Chinese port of
Lianyungang in Jiangou province. The new route
became possible with the completion in September
1990 of the connection of the Chinese railway system
with the railway network of Kazakhstan. The new
route is about 3,000 kilometres shorter than the Trans-
Siberian route.

102. Yet another landbridge proposal has been
suggested for the Central American isthmus. Coming
on top of existing and competing proposals for
landbridges in Costa Rica, Mexico and Panama, the
Governments of Honduras and El Salvador have
signed a bilateral agreement to develop a 320-
kilometre-long intermodal rail link between
Puerto Cortes on the Gulf of Mexico and the
Salvadorian port of Acajutla on the Pacific. Parts of
the proposed link already exist in the two countries
but would have to be upgraded and modernized to
make them compatible with the new rail infrastructure
which is required to link the two lines. It is hoped
that the project will commence by May 1993, with
completion scheduled for early 1994.
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E. Introduction of 9"06" as a standard container
height
103. At its sixteenth session in May 1991 in

Seoul, Republic of Korea, the ISO Technical
Committee TC 104 confirmed its decision to introduce
an additional standard container height of 9 feet
6 inches (2.9 meters) into the ISO 668 and other
international standards with the designation IAAA (40-
foot) and IBBB (30-foot) containers. The new
dimensions were circulated as a draft international
standard (DIS) by the ISO secretariat to all ISO
member bodies for a vote on 19 March 1992.
According to the new ISO Directives (1992 Edition),
a draft International Standard having been circulated
for voting is approved if:

(a) A two-thirds majority of votes cast
by the P-members of the technical committee or sub-
committee are in favour; and

(b) Not more than one-quarter of the
total number of votes cast are negative.

104. Abstentions, as well as negative votes not
accompanied by technical reasons, are excluded when
votes are counted. In accordance with these conditions
the draft standard was approved, since among
21 P-members of the TC 104, 15 votes were in favour
(71 per cent) and among the 24 ISO member bodies
voting 6 cast negative votes (25 per cent). 2

105.  The result of the voting on the introduction
of the new standard container height of 9-foot
6-inches was unprecedented and controversial. Indeed,
of the 26 ISO member bodies participating in the vote,
six cast negative votes, two abstained and the votes of
two other member bodies came after the time-limit
(19 September 1992) and, therefore, were not taken
into account. Among the P-members of the Technical
Committee 104 which cast negative votes, one finds
Australia, Belgium, Cuba, the Czech Republic, India
and the United Kingdom - countries with non-
negligible container traffic.

F. World container population

106. According to the census carried out by
Cargoware International, the world’s container
population by mid-1992 amounted to 7,320,400 TEUs
of all types. The previous census carried out in mid-
1990 showed the world container population at
5,874,084 TEUs. Though the total number of
containers increased by about 25 per cent, the
composition- of the world container population in
terms of dimensions (length and height) did not



change significantly. The overwhelming majority of
the fleet is represented by 20- and 40-foot-long, 8-foot
6-inch-high containers with a further increased share
of 40-foot stock. Except for a significant increase of
9-foot 6-inch-high high-cube containers, which had
reached 684,064 TEUs or 9 per cent of the total
container population by mid-1992, there has been no
meaningful proliferation of non-ISO standard
containers, through there was a further decrease in the
number of 8-foot-high containers. Containers with
lengths other than 20 and 40 feet were represented
mainly by 45-, 48- and 53-foot length containers.
Their share in the total fleet was about 2.1 per cent in
1992, whereas in the 1990 census it was 1.8 per cent.
An analysis of the world container fleet by length and
height is reproduced in table 39.

107.  Over 20 per cent of high-cube containers are
either 45, 48 or 53 feet in length, while the other
80 per cent are 40-foot containers. Contrary to the
growth in the absolute number and share of 9-foot
6-inch high-cube containers, the number and share of
8-foot-high containers continue to fall. Their number
had fallen by one third since the 1990 census, and
their share in the world fleet is now under 1.4 per
cent. Table 40 gives a comparison of the world
container population by length/height for the period
1990-1992.

108. As regards geographic distribution, North
American owners control 72.5 per cent of all non-ISO
length containers, and their fleet of 40-foot containers
is twice the size of their fleet of 20-foot-long
containers.  All other regions, except the Mid-
East/India, have a high proportion of 20-foot
containers. High-cube containers are more commonly
encountered in North America and North Asia, where
they account for 13 per cent of all inventories. These
two regions together control 80 per cent of all high
cube containers of the world.

G. Container production

109.
26 per cent in 1992 in comparison with production in
1991 and reached 1.15 million TEUs, 240,000 TEUs
more than the 1991 total (see table 41). Despite
predictions of overcapacity, the industry was still able
to raise its output. Many new-generation plants,
particularly in Indonesia, Malaysia, China, the
Philippines and Thailand, made a major contribution
to the registered growth of world production. A few
factories are still at the construction stage in these
countries. Certain estimates suggest that, during the
coming one to two years, new factories, primarily in
China and India, could add a further 100,000 TEUs to

The global production of containers grew by -
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the annual capacity. It may also be added that in
general the present production capacity already
outstrips manufacturing levels, sometimes
significantly. According to Cargoware International,
current production in different countries ranges from
33 to 82 per cent of the potential capacity and on
average represents 53 per cent. Total production in
Asia rose by about 200,000 TEUs in 1992 over 1991,
and more than 75 per cent of this growth was
attributed to newly operational factories.

110. 1992 was another record year for the
manufacturers in the Republic of Korea, with their
overall production reaching 372,000 TEUs against
340,000 TEUs in 1991. Nevertheless, the share of
this country in global production fell from 37.4 per
cent in 1991 to 32.3 per cent in 1992.

111. Manufacture of standard dry freight
containers (including high-cube) exceeded
1 million TEUs. It is interesting to note the fall in the
production of non-ISO length containers from
15,000 TEUs in 1990 to 10,000 in 1991 and
8,000 TEUs in 1992. A survey conducted by the
UNCTAD secretariat among certain manufacturers
revealed a similar trend. There has, on the other
hand, been a significant growth in the production of
refrigerated containers - from 35,000 TEUs in 1992 to
64,000 in 1992, while the output of reefer containers
in the Republic of Korea in 1992 doubled.

112, The world container manufacturing industry
was also characterized by price movement, as revealed
by another survey conducted by Cargoware
International (table 42). This survey shows that dry
freight container prices fell worldwide in 1992, for
both 20-foot and 40-foot containers, reflecting the
growing competition among the producers of
containers because of the unprecedented growth of
production capacities. All evidence suggests that the
downward pressure on prices is set to continue in
1993.
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Table 30
Analysis of world container fleet by length and height

(TEUs)
Length 8 ft 8 ft 6in 9ft6in Other Total
20 ft 97 936 3 157 339 1833 34 549 3 291 657
40 ft 2924 3290 166 538 720 10 698 3 842 508
24 ft - 14 319 - - 14 319
45 ft - 11 304 77 967 - 89 271
48 ft - - 60 174 - 60 174
53 ft - - 4 770 - 47170
Other 555 16 246 600 300 17 701
Total 101 415 6 489 374 684 064 45 547 7 320 400

Source: Cargoware International Census, December 1992, p. 10.

Table 40

Analysis of change in world container population by length/height

Indexed change
1992 1990 (1990=100.0)

Length

20 foot 3 291 657 2 846 027 115.7

40 foot 3 842 508 2 921 056 131.5
Other 186 235 107 001 174.0
Height

8 foot 101 415 162 755 62.3

8 foot 6 inches 6 489 374 5242 131 123.8

9 foot 6 inches 684 064 419 011 - 163.3
Other 45 547 50 187 90.8
Total 7 320 400 5 874 084 124.6

Source: Cargoware International Census, December 1992, p. 9.



63

Table 41

Breakdown of annual container production by region/country for 1990-1992

(in TEUS)

Region/country 1992 1991 1990 Current production split

Standard Special

(per cent) (per cent)
Asia
Republic of Korea 372 000 340 000 349 000 91.0 9.0
China 180 000 120 000 55 000 100.0 -
Taiwan, Province of China 105 000 110 000 107 000 95.0 5.0
Thailand 70 000 45 000 36 000 100.0 -
Malaysia 70 000 45 000 10 000 100.0 -
Indonesia 60 000 10 000 1 000 100.0 -
India 40 000 35 000 25 000 100.0 -
Japan 18 000 10 000 16 000 - 100.0
Singapore 10 000 8 000 2 000 80.0 20.0
Philippines - 7 000 14 000 - -
Subtotal 925 000 730 000 615 000 93.8 6.2
Europe
Italy 32 000 30 000 43 000 20.0 80.0
CIS 29 000 31 000 29 000 100.0 -
Scandinavia 21 000 10 000 7 000 95.0 5.0
United Kingdom 14 000 17 000 18 000 100 90.0
Germany 12 000 10 000 17 000 20.0 80.0
Poland 9 000 9 000 8 000 75.0 250
Spain/Portugal 8 000 8 000 8 000 50.0 50.0
Hungary 3 000 3 000 5 000 50.0 50.0
Benelux 1 000 2 000 8 000 - 100.0
Others 6 000 5 000 7 000 70.0 30.0
Subtotal 135 000 125 000 150 000 56.0 440
Others
Central/South America 40 000 18 000 2 000 100.0 -
South Africa 22 000 18 000 20 000 90.0 10.0
North America 12 000 12 000 10 000 100.0
Turkey 11 000 3 000 - 100.0 -
Other 5000 4 000 3 000 60.0 40.0
Subtotal 90 000 55 000 35 000 822 17.8
WORLD TOTAL 1 150 000 910 000 800 000 88.5 11.5

Source: Cargoware International, February 1993, p. 25.
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Table 42

Comparison of standard freight container prices for 1991 and 1992

Region/country 1991 1992 Change
($US) (3US) (per cent)

20-foot container

Republic of Korea 2 668 2 634 -1.3
Taiwan, Province of China 2910 2 725 -6.4
China 2 530 2 360 -6.7
ASEAN 2 640 2 590 -1.9
India 2 505 2 380 -5.0
Europe 3 050 2 900 -4.9
World 2 640 2 500 -5.3
40-foot container

Republic of Korea 4412 4 079 -1.5
Taiwan, Province of China 4 775 4 425 -1.3
China 4 075 3 850 -5.5
ASEAN 4 250 3 885 -8.6
India 4 190 3900 -6.9
Europe 5150 4 600 -10.7
World _ 4 285 3 985 -7.0

\J

Source: Cargoware International, February 1993, p. 34.

Box 6

Increasing emphasis on quality control in transport services!

New quality control guidelines are being adopted by many maritime sector organizations. This trend is
occurring because a principal factor in the performance of an organization is the quality of its products or
services. There is a world-wide trend towards more stringent customer expectations with regard to quality.
Quality is a tool for improved competitiveness. This applies also to transport services. Increasing trade
liberalization results in stiffer competition not only in manufactured goods but also in transport services which
deliver those products to customers. Customers require just-in-time reliable deliveries, with minimum transit
time, error-free documentation and cargo-tracking information.

The implementation of quality management in transport services is sometimes perceived as a luxury rather
than a necessity. The benefits of a quality management improvement programme not only result from cost
cutting; the simplification and standardization of office and/or shipping procedures which quality management
offers provide significant productivity gains and reduced costs (through less waste) as an important by-product.

A company’s total quality costs cover three elements: failure costs, inspection costs and prevention costs.

Failure costs comprise major and minor losses which result from substandard operations. Inspection costs
comprise resources committed to checking that a product andfor service offered to a customer meets the
required standard.  Prevention costs comprise the resources needed to establish and maintain the
system/procedures necessary to prevent rather than cure problems as encompassed within a quality
management system.

Source: ITC/ISO, Export Quality Management ISO 9000 Quality Management Systems,
ITC/177/AO/93-1.
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Chapter VI
OTHER DEVELOPMENTS

The final chapter reviews the status of various international conventions dealing with the shipping industry, summarizes
the new ICC Rules for multimodal transportation documents and outlines UNCTAD'’s initiatives in technical assistance and

training.

A. United Nations Convention on _a Code of
Conduct for Liner Conferences

113, The United Nations Convention on a Code of
Conduct for Liner Conferences came into force on
6 October 1983. Up to mid-1993 the number of
Contracting Parties reached 76, namely: Algeria;
Bangladesh; Barbados; Belgium; Benin; Bulgaria;
Burkina Faso; Cameroon; Cape Verde;
Central African Republic; Chile; China; Congo;
Costa Rica; Cote d’Ivoire; Cuba; Czech Republic;
Denmark (except Greenland and the Faeroe Islands);
Egypt; Ethiopia; Finland; France; Gabon; Gambia;

Germany; Ghana; Guatemala; Guinea; Guyana;
Honduras; India; Indonesia; Iraq; Italy; Jamaica;
Jordan; Kenya; Kuwait; Lebanon; Madagascar;
Malaysia; Mali; Mauritania; Mauritius; Mexico;

Morocco; Mozambique; Netherlands (for the Kingdom
in Europe and Aruba); Niger; Nigeria; Norway;
Pakistan; Peru; Philippines; Portugal; Republic of
Korea; Romania; Russian Federation; Saudi Arabia;
Senegal; Sierra Leone; Slovakia; Somalia; Sri Lanka;
Sudan; Sweden; Togo; Trinidad and Tobago; Tunisia;
United Kingdom of Great Britain and Northern Ireland
(on behalf of the United Kingdom, Gibraltar and
Hong Kong); United Republic of Tanzania; Uruguay;
Venezuela; Yugoslavia; Zaire and Zambia.

B. United Nations Convention on International
Multimodal Transport of Goods

114.  This Convention, ¥ adopted by consensus
on 24 May 1980 by the United Nations Conference of
Plenipotentiaries, was opened for signature in
New York from 1 September 1980 to 31 August 1981
and remained open for accession thereafter. It will
enter into force 12 months after 30 States have
become contracting parties by definitive signature,
ratification or accession. In 1992 no additional States
became Contracting Parties to the Convention, and it
thus had six Contracting Parties, viz. Chile, Malawi,
Mexico, Rwanda, Senegal and Zambia. Another
three countries - Morocco, Norway and Venezuela -
have signed the Convention subject to ratification.

C. United Nations Convention on the Carriage
of Goods by Sea, 1978 (Hamburg Rules)

115.  Following the twentieth accession in October
1991 by Zambia, the United Nations Convention on
the Carriage of Goods by Sea, 1978 ("The Hamburg
Rules") entered into force on 1 November 1992, The
Contracting Parties to the Convention are: Barbados,
Botswana, Burkina Faso, Chile, Egypt, Guinea,
Hungary, Kenya, Lebanon, Lesotho, Malawi,
Morocco, Nigeria, Romania, Senegal, Sierra Leone,
Tunisia, Uganda, United Republic of Tanzania and
Zambia.

116. It is interesting to note that countries such as
Canada and Australia, which are not contracting
parties to the Convention, have made provision in
their new Carriage of Goods by Sea Act for the
possible entry into force of the Hamburg Rules at a
later stage. Thus the Australian Carriage of Goods by
Sea Act 1991, in force as of 7 November 1991 and
replacing the Sea Carriage of Goods Act 1924, not
only adopts the Hague Rules as amended by the Visby
Protocol, but in Section 2 provides for the
implementation of the Hamburg Rules which are
scheduled to the Act. The mechanism provided is for
Parliament to make a proclamation that the Hamburg
Rules are to come into force to replace the
Hague-Visby Rules. Section 2(3) states that if no
proclamation or resolution repealing or postponing the
implementation of the Hamburg Rules is made, the
Rules will automatically come into force at the
expiration of three years, i.e. on 7 November 1994.
In the case of Canada, Section 4 of the Carriage of
Goods by Water Bill C;83 (Projet de Loi) sets out that
the Minister of Transport shall, within six years after
entry into force of the Act, consider whether the
Hague-Visby Rules should be replaced by the
Hamburg Rules, and prepare a report setting out the
results of that consideration to be laid before each
House of Parliament,

117. As part of the secretariat’s mandate to
monitor the implementation of international shipping
instruments adopted under the auspices of the
United Nations and currently in force, the secretariat
is collecting relevant information from Contracting
Parties to the Hamburg Rules. Furthermore, and upon



request, guidance will be provided to States wishing
to make the necessary changes in transport
documentation and other important issues to adjust the
current practice to accommodate the new liability
regime.

D. United Nations Convention on Conditions for
Registration of Ships

118.  The United Nations Convention on
Conditions for Registration of Ships was adopted by
consensus on 7 February 1986 by the United Nations
Conference on Conditions for Registration of Ships at
the fourth part of its session. 2 The Convention
contains a set of minimum conditions which should be
applied and observed by States when accepting ships
on their ship register(s). It defines the elements of the
"genuine link" that should exist between a ship and
the State whose flag it flies and thus contains
provisions for the participation by nationals of the flag
State in the ownership, manning and management of
ships. The Convention also stipulates that flag States
are required to exercise effectively their jurisdiction
and control over ships flying their flag. It also
provides for the establishment by a flag State of a
competent and adequate national maritime
administration which is responsible for a number of
specific tasks such as ensuring that a ship flying its
flag complies with the State’s laws and regulations
concerning registration of ships and complies with
applicable international rules and standards concerned
with the safety of ships and persons on board and the
prevention of pollution of the marine environment.
The Convention will enter into force 12 months after
the date on which no less than 40 States, the
combined tonnage of which amounts to at least 25 per
cent of world tonnage, as stipulated in annex III to the
Convention, have become Contracting Parties to it.

119. By the end of June 1993 the Convention had
been ratified by the following nine States:
Cote d’Ivoire, Egypt, Ghana, Haiti, Hungary, Iraq,
Libyan Arab Jamahiriya, Mexico and Oman. Another
10 States had signed the Convention subject to
ratification, acceptance or approval: Algeria, Bolivia,
Cameroon, Czech Republic, Indonesia, Morocco,
Poland, Russian Federation, Senegal and Slovakia.

E. Maritime liens and mortgages

120. Following General Assembly
resolution 46/213, a United Nations/International
Maritime Organization Conference of Plenipotentiaries
was held in Geneva from 19 April to 7 May 1993 for
consideration and adoption of the Draft Convention on
Maritime Liens and Mortgages. The Draft Convention
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was prepared by the Joint UNCTAD/IMO
Intergovernmental Group of Experts during its
six sessions held from 1986 to 1989. By a note of
15 May 1992, Governments were invited to submit
comments on the Draft Convention to be published as
part of the pre-session documentation for the
Conference. On the basis of replies received the
secretariat prepared a compilation of comments and
proposals by Governments and by intergovernmental
and non-governmental organizations.

121.  The objectives of the Draft Convention are:

(i) to provide a generally acceptable legal framework

governing the recognition and enforcement of
maritime liens and mortgages and thus to promote
international uniformity, and (ii) to strengthen the
international position of the mortgagee and financiers
of shipbuilding and ship purchase and thereby
improve conditions for ship financing at the
international level.

122.  Following the UN/IMO Conference of
Plenipotentiaries on Maritime Liens and Mortgages
and subject to agreement by the Joint UNCTAD/IMO
Intergovernmental Group of Experts on Maritime
Liens and Mortgages and Related Subjects, a possible
amendment of the 1952 Convention on Arrest of
Ships will be examined jointly with IMO.

F. General average

123, Pursuant to the request of the
thirteenth session of the UNCTAD Working Group on
International ~ Shipping Legislation, held in
November 1991 to examine the subject of general
average, the secretariat, in close collaboration with the
International Maritime Committee (CMI), approached
the insurance industry and international organizations
involved with general average to study the extent to
which insurance arrangements could simplify the
operation of the general average system. On the basis
of the research and investigations carried out the
secretariat will prepare a report towards the end of
1993 for submission to the second session of the
Standing Committee on Developing Services Sectors:
Postering Competitive Services Sectors in Developing
Countries - Shipping.

G. UNCTAD Minimum Standards for Shipping
Agents

124, The Minimum Standards, which are
non-mandatory in nature and are intended to serve as
guidelines for national authorities and professional
associations in establishing their own standards,



continued to receive worldwide support.  The

objectives of these standards are:

(a) To uphold a high standard of
business ethics and professional conduct among
shipping agents;

b) To promote a high level of
professional education and experience, essential in
providing an efficient service;

(c) To encourage the operation of
financially sound and stable shipping agents;

d To contribute to combating maritime
fraud by ensuring improved services by
better-qualified shipping agents;

(e) To provide guidelines for national
authorities/professional associations in establishing and
maintaining a sound shipping agency system.

125. The UNCTAD secretariat, upon request,
provides legal advice to national authorities and
professional associations wishing to set up national
standards for shipping agents based on the
above-mentioned objectives. In addition, the
Minimum Standards are being promoted through
seminars and technical assistance projects.

H. The new UNCTAD/ICC Rules for
Multimodal Transport Documents

126.  The new Rules, which became operational as
of 1 January 1992, will only apply when they are
referred to in the multimodal contract.. It is possible
to refer to the Rules even for port-to-port traffic and
when unimodal transport is intended. Parties having
referred to the Rules, and thereby incorporated the
Rules into their contract, must avoid inserting
stipulations which derogate from the Rules.

127.  The Rules only cover a part of the customary

contents of a multimodal transport contract. Thus, an-

MTO wishing to use the Rules as a basis for his
multimodal transport contract would have to add other
clauses dealing with matters such as: optional
stowage, routing, freight and charges liens, both-to-
blame collision, general average, jurisdiction and
arbitration and applicable law to satisfy his particular
needs. Such additions could also be made with
respect to matters covered by the Rules, but only to
the extent that they are not contradictory thereto or
decrease the responsibility or obligations of the MTO
as established by the Rules.
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128. The rules retained the network liability
system to the effect that the MTO, and not only the
consignor, may invoke the mandatory liability rules of
international conventions and national law which
would have applied if a separate and direct contract
had been made for the particular stage of the transport
where the loss or damage occurred.

129. The basis of liability of the Rules is the so-
called vicarious liability: the MTO is responsible for
the acts and omissions of his servants or agents, when
any such servant or agent is acting within the scope of
his employment, or of any other person of whose
services he makes use for the performance of the
contract, as if such acts and omissions were his own
(liability for presumed fault or neglect).

130. The particular defences for carriage by sea or
inland waterways are contrived in Rule 5.4 pursuant
to which the MTO shall not be responsible for loss,
damage or delay in delivery caused by the so-called
nautical fault defence or fire, unless caused by the
actual fault or privity of the carrier. When loss or
damage has resulted from unseaworthiness of the ship,
the MTO is only relieved from liability if he can
prove that due diligence has been exercised to make
the ship seaworthy at the commencement of the
voyage.

131.  Itis important to note that the MTO shall not
be liable for loss following from delay in delivery
unless the consignor has made a declaration of interest
in timely delivery which has been accepted by the
MTO. As to the conversion of delay into final loss,
Rule 5.3 contains a provision converting pending
delay into a right for the claimant to treat the goods as
lost. The period starts to run from the agreed time for
delivery or, in the absence of such agreement, from
the time which it would be reasonable to require of a
diligent MTO. The period chosen by the Rules for
the conversion is 90 days, in order to avoid
conversion occurring under the multimodal transport
contract before such a conversion has been possible
under any underlying multimodal transport contract,
the purpose being to facilitate recourse actions by the
MTO against his subcontractors.  Furthermore,
conversion will only take place in the absence of
evidence that the goods have not been lost.

132.  The provisions relating to limitation of
liability follow the Hague-Visby Rules limits
(666.67 SDR per package or unit or 2 SDR per
kilogram of gross weight of the goods lost or
damaged, whichever is the higher) and the so-called
“container formula”. If the multimodal transport does
not, according to the contract, include carriage of
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Box 7

Adoption of the International Convention on Maritime liens and Mortgages, 1993

On 6 May 1993 a new Convention on Maritime Liens and Mortgages was successfully concluded.
The Convention was adopted by consensus by the United Nations/International Maritime Organization
Conference of Plenipotentiaries, which met in Geneva under UNCTAD auspices for a period of three weeks.
Sixty-five States participated in the Conference, which was chaired by Dr. Walter Miiller of Switzerland.

The Convention is intended to improve conditions for ship financing and the development of national
merchant fleets and to promote international uniformity in the field of maritime liens and mortgages.

According to the core Article of the Convention (Article 4) only five types of claims against the
owner, demise charterer, manager or operator of the vessel shall be secured by a maritime lien on the vessel
and thus have priority over the mortgages, which is traditionally the main source of ship financing. These
claims relate to (a) wages and other sums due to the crew; (b) loss of life and personal injury in connection
with the operation of the vessel; (c) reward for the salvage of the vessel; (d) port, waterway and pilotage dues;
and (e) physical loss or damage caused by the operation of the vessel other than that of cargo, containers and
passengers’ effects.

The priority ranking of these maritime liens is spelled out in Article 5. In the event of the forced sale
of a stranded or sunken vessel, all claims secured by a maritime lien are superseded by payments to be made
to a public authority to cover the costs of the removal in the interest of safe navigation or the protection of the
marine environment (Article 12, para. 3).

The Convention, in Article 6, provides a State Party with the possibility of granting other maritime
liens under its law, but only under strict conditions and with an extinction of a maximum of six months. And,
in any case, such liens rank only after the maritime liens provided for in Article 4 of the Convention and
mortgages (as defined in Article 1).

The interests of the mortgagees are further protected by Article 10, according to which compensation
payable to the owner of the vessel under an insurance contract should not go to maritime lien holders but to
the mortgagee.

For the first time an international legal instrument contains provisions on temporary change of flag in
case of bareboat charter registration, a practice which is becoming increasingly common in shipping and which
has created uncertainty for mortgagees. Article 16 of the Convention clearly states that rights are determined
by the law of the State in which the vessel was registered immediately prior to the change of flag.

The Convention will be open for signature at the United Nations Headquartets in New York from
1 September 1993. It will enter into force six months following the date on which 10 States have expressed
their consent to be bound by it.

Following a resolution adopted by the Conference, both organizations are requested to reconvene the
Joint Intergovernmental Group to examine the possible review of the International Convention of 1952 for the
Unification of Certain Rules Relating to the Arrest of Sea-going Ships.




goods by sea or by internal waterways, the liability of
the MTO is limited to an amount not exceeding the
equivalent of the freight. The provisions on loss of
the right to limit liability conform with article 8 of the
Hamburg Rules and article 21 of the MT Convention.
The time-loss has been set at nine months to ensure
that the MTO would have adequate possibilities to
institute recourse actions against the performing
carrier.

133. Although the new UNCTAD/ICC Rules for
Multimodal Transport Documents are based on the
Hague/Hague-Visby Rules system, a new situation has
developed since the entry into force of the Hamburg
Rules. This occurs because the Rules are for
voluntary adoption by the commercial parties, but are
superseded by mandatory international or national law.
This means that an MTO cannot use the Rules to
circumvent unpleasant provisions in a national law or
international Convention. Consequently, if the trade
covered by the MTO is subject to the Hamburg Rules
regime, then the limits of liability of that convention
will apply and the particular defences of nautical fault
and of fine retained by the UNCTAD/ICC Rules will
be superseded by the Convention.

134. It is important to note that the old ICC rules
will no longer have the backing of the ICC and they
may be rejected by the banks. To facilitate the
change-over to the new Rules, ICC has established an
"ICC Bill of Lading Review Committee” which will
verify that documents submitted to the Committee are
in conformity with the UNCTAD/ICC Rules for
Multimodal Transport Documents. Documents
verified will be entitled to bear the ICC logo. For
further information, interested parties are requested to
contact the ICC in Paris.

135.  On 16 October 1992 the Government of India
promulgated its Multimodal Transport of Good
Ordinance 1992 to provide a legal régime to govern
multimodal transport operations in its foreign trade
(except for the State of Jammu and Kashmir). The

Ordinance is broadly based on the United Nations MT-

Convention and the UNCTAD/ICC Rules for
Multimodal Transport Documents. However there are
certain departures from these, which are as follows:
(1) although the provisions relating to the liability of
the MTO are broadly based on the Hague/Hague-
Visby Rules, there is no specific provision for
exempting the MTO from liability for loss, damage or
delay in delivery in respect of goods carried by sea in
those cases where the ocean carrier is exempted from
the Hague/Hague-Visby Rules. This would seem to
mean that the MTG who becomes liable in such cases
may not succeed in recourse action against the
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responsible ocean carrier; (2) "air transport” is not
included in the different modes of transport used
under multimodal transport; (3) there is no provision
relating to the liability of the consignor; (4) there is
no provision relating to non-contractual liability
(action in tort); (5) while the MTO is liable for the
acts and omissions of his servants and agents, there is
no mention of his liability for such acts and omissions
of his subcontracting unimodal carriers. It may be,
however, that such subcontracting carriers are included
in the concept of "servants and agents”. The
Ordinance has generally been welcomed by exporters,
importers, shipowners and freight forwarders, as well
as by other agencies involved in trade and transport of
goods.

I. Technical cooperation and training

136. UNCTAD’s technical cooperation and
training programme in shipping, ports and multimodal
transport declined somewhat during 1992. A total of
32 projects were being executed during the year, with
a total expenditure of $2.0 million (compared to
37 projects totalling $3.2 million in 1991).

137.  Half of these projects were TRAINMAR
projects designed to help training centres in
developing countries provide a wide range of maritime
management training using a methodology which
establishes professional standards at local centres and
provides mechanisms for cooperation among these
centres. Although two new subregional projects, one
in South America and one in the Caribbean, were
initiated in 1992, eight other projects were terminated
during the year and most activities are now conducted
by the developing country centres themselves or with
the help of supporting bodies but without project
support.

138. A number of policy seminars on Multimodal
Transport, Container Terminal Development and
Management, Equipment Maintenance and Strategic
Planning for Shipping were delivered by UNCTAD
during the year, and funds were obtained for the
development of a new policy seminar on the
Commercial Role of Ports.

139. A new project was initiated in Pakistan to
facilitate trade through the streamlining and
rationalization of the transport sector. It will involve
strengthening the institutional framework within which
new transport-related technology can be introduced
and multimodal transport promoted. New legislation
will be drafted and technical information disseminated
on all aspects of multimodal transport.



140. A small regional project was undertaken by
UNCTAD in 1992 in connection with the launching of
the United Nations Transport and Communications
Decade in Africa. A brochure was produced to help
create a greater awareness among African
Governments, subregional organizations and the
providers and users of shipping, ports, inland
waterways and multimodal transport services of the
strategies proposed to achieve the Decade’s objectives.
Proposals were made to group projects awaiting
financing into a series of integrated programmes.

141. In 1992 the development and implementation
of the Advance Cargo Information System (ACIS)
was pursued in a larger number of African countries
than in the previous year. The World Bank (IDA) is
financing the installation of certain modules in Sudan,
Senegal and Burkina Faso.

142. In addition to the continuing work in Africa,
two Asian countries, namely Bangladesh and
Viet Nam, have requested the installation of the
railway module of ACIS, the RailTracker. In the case
of Bangladesh, the German Government, through its
Bank for Reconstruction (KfW), has agreed to provide
DM 1.3 million for the installation of the RailTracker
on Bangladesh Railways. UNCTAD will implement
this project in close collaboration with the Economic
and Social Commission for Asia and the Pacific
(ESCAP). Discussions are advanced with the French
Government regarding the funding of ACIS in
Viet Nam.

143, In order to ensure sustainability, UNCTAD
and CIM (GTZ-Germany) agreed to an arrangement
through which CIM would sponsor the attachment of
German Experts to a number of ACIS user-institutions
in Africa. Ghana Ports and Harbours Authority and
the Kenya Ports Authority have been the first
beneficiaries of this scheme.

144.  The UNCTAD secretariat has been involved
in updating and harmonizing the maritime legislation
of various countries at the subregional level
(MINCONMAR member States and Central American
countries) and the national level (Ethiopia), with the
aim of providing a legal framework for more effective
maritime transport. Training of nationals at various
levels forms an integral part of the projects.

145. Marine insurance is another area where the
secretariat will be helping MINCONMAR member
States. Thus pursuant to resolution 149/11/92,% a
draft technical assistance project document has been
prepared for promoting the growth of the marine
insurance industry in the subregion and fostering
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co-insurance and reinsurance of marine transport risks
through the harmonization of marine insurance laws
and practices.

146.  In the area of ship registration and at the
request of JUNAC (Commission of the Cartagena
Agreement), UNCTAD assisted member States
(Bolivia, Colombia, Ecuador, Peru and Venezuela) in
the drafting of a project for an international registry of
ships. The request was made in the context of recent
changes in policy in the subregion directed towards
obtaining a complete liberalization in international
trade. The purpose of the project should be viewed as
an important step in keeping the existing tonnage
within the subregion and giving shipowners
competitive facilities equal to those of other
international carriers.

147. At the request of the Mexican Government,
the UNCTAD secretariat participated in a panel to
explore the feasibility and convenience of setting up
an International Mexican Ship Register in order to
attract flagged-out ships of Mexican owners back to
the national register.

148.  Members of the UNCTAD secretariat also
lectured on various aspects of maritime law and
international trade and transport at a number of
seminars, conferences and workshops.

149.  Funding for UNCTAD’s technical
cooperation and training activities in shipping, ports
and multimodal transport was provided by the
United Nations Development Programme (UNDP), the
European Community and the Governments of
Belgium, France, Germany, the Netherlands, Norway
and the United States and by the recipient countries
themselves.

J. New classification of ships by type reviewed

150. An effort to establish an international
classification of ships by type was initiated at an
ad hoc UNCTAD-EEC meeting of the secretariats of
national and international organizations interested in
‘type of ship’ classifications, held in Geneva in
October 1987. It was agreed that there was a need for
a universally accepted hierarchical type-of-ship
classification and a clear definition of ship types. A
small group was commissioned to prepare a report
setting out a new classification which would take
account of the views expressed at the meeting. The
study group’s report was presented to the second
ad hoc UNCTAD-EEC meeting, held to discuss the
classification of ships by type, in Luxembourg in
October 1988 and is contained in annex V.
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Annex I

Classification of countries and territories .

Canada

Austria (L)
Belgium
Denmark
Faeroe Islands
Finland
France
Germany
Gibraltar
Greece
Iceland
Ireland
Israel

Japan

Australia

South Africa
Albania

Bulgaria

Czech Republic a/
Hungary (L)

China

United States of America

Italy

Luxembourg (L)

Monaco

Netherlands

Norway

Portugal

Spain

Sweden

Switzerland (L)

Turkey

United Kingdom of Great Britain and
Northern Ireland

New Zealand

Poland

Romania

Russian Federation
Slovakia

Viet Nam

Democratic People’s Republic of Korea

Northern Africa
Algeria
Egypt

Libyan Arab Jamahiriya

Western Africa
Angola

Benin

Burkina Faso (L)
Cameroon

Cape Verde
Congo

Cote d’Ivoire
Equatorial Guinea
Gabon

Gambia

Ghana

Guinea

Morocco
Tunisia

Guinea-Bissau
Liberia

Mali (L)
Mauritania
Nigeria

St. Helena
Sao Tome and Principe
Senegal

Sierra Leone
Togo

Zaire



Code 8.3

Code 9 - 9.1

Code 9.2

Code 9.3

Code 9.4

Code 9.5

Code 10 - 10.1
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Eastern Africa
Burundi (L)
Comoros
Djibouti
Ethiopia
Kenya
Madagascar
Mauritiug
Mozambique

Caribbean and North America
Anguilla

Antigua and Barbuda
Aruba

Bahamas

Barbados

Bermuda

British Virgin Islands
Cayman Islands
Cuba

Dominica

Dominican Republic
Greenland

Grenada

Central America

Belize
Costa Rica
El Salvador
Guatemala

South America - Northern Seaboard

Guyana
French Guyana
Netherlands Antilles

South America - Western Seaboard
Chile
Colombia

South America - Eastern Seaboard
Argentina ‘
Bolivia (L)

Brazil

Western Asia

Bahrain

Cyprus

Iran (Islamic Republic of)
Iraq

Jordan

Kuwait

Lebanon

Reunion

Seychelles

Somalia

Sudan

Uganda (L)

United Republic of Tanzania
Zambia (L)

Guadeloupe

Haiti

Jamaica

Martinique

Montserrat

St. Pierre and Miquelon
Saint Kitts and Nevis

Saint Lucia

Saint Vincent and the Grenadines
Trinidad and Tobago

Turks and Caicos Islands
United States Virgin Islands

Honduras
Mexico
Nicaragua
Panama

Suriname
Venezuela

Ecuador
Peru

Falkland Islands (Malvinas) b/
Paraguay (L)
Uruguay

Oman

Qatar

Saudi Arabia

Syrian Arab Republic
United Arab Emirates
Yemen



75

Code 10.2 Southern and Eastern Asia
Bangladesh Maldives
Bhutan - Myanmar
Brunei Darussalam Pakistan
Cambodia Philippines
Hong Kong Republic of Korea
India Singapore
Indonesia Sri Lanka
Macau Thailand
Malaysia

Code 11 Bosnia and Herzegovina Slovenia
Croatia Yugoslavia
Malta

Code 12 American Samoa Papua New Guinea
Christmas Island (Australia) Samoa
Fiji Solomon Islands
French Polynesia Tonga
Guam Tuvalu
Kiribati Vanuatu
Nauru Wake Island
New Caledonia

Notes to Annex I

(1) This classification is for statistical purposes only and does not imply any judgement regarding the stage of development of
any country or territory.

(2) Trade statistics are based on data recorded at the ports of loading and unloading. Trade originating in or destined for
neighbouring countries is ‘attributed to the country in which the ports are situated; for this reason land-locked countries do not
figure in these tabulations. On the other hand statistical tabulations on merchant fleets include data for land-locked countries that
possess fleets: these countries are marked "(L)".
(3) The groups of countries or territories used for presenting statistics in this Review are made up as follows:
Developed market-economy countries and territories: Codes 1, 2, 3, 4 and 5.
Countries of Central and Eastern Europe: Code 6.
Socialist countries of Asia: Code 7.
Developing countries and territories: Codes 8, 9, 10, 11 and 12.
of which:
in Africa: Codes 8.1, 8.2 and 8.3
in America: Codes 9.1, 9.2, 9.3, 9.4 and 9.5
in Asia: Codes 10.1 and 10.2

in Oceania: Code 12.

In certain tables, where appropriate, five major open-registry countries are recorded as a separate group. The group comprises
Bahamas, Bermuda, Cyprus, Liberia and Panama.

2/ Following the dissolution of the Czech and Slovak Federal Republic on 31 December 1992, the successor States of the
Czech and Slovak Federal Republic are the Czech Republic and Slovakia.

b/ A dispute exists between the Governments of Argentina and of the United Kingdom of Great Britain and Northern Ireland
concerning sovereignty over the Falkland Islands (Malvinas).
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Annex II

World seaborne trade a/ according to geographical areas, 1970, 1990 and 1991

(Millions of tons)

Area b/ Year Goods loaded Goods unloaded
Oil Dry Total all Oil Dry Total
cargo goods cargo all
Crude Products Crude Products goods

Developed market-

economy countries

North America 1970 0.7 5.3 308.0 314.0 73.4 103.6 170.0 347.0
1990 1.4 25.8 515.1 542.3 274.9 100.8 2276 603.3
1991 14 25.2 538.6 565.2 289.2 102.9 242.1 634.2

Japan 1970 - 1.3 41.6 41.9 1704 30.4 235.1 4359
1990 - 1.2 81.9 83.1 201.2 82.0 440.7 7239
1991 - 1.2 84.2 85.4 209.3 81.8 455.8 746.9

Australia and 1970 - 1.3 92.3 93.6 18.8 29 15.4 37.1

New Zealand 1990 9.2 1.5 266.3 277.0 8.6 72 18.1 339
1991 9.5 1.6 273.8 2849 8.7 7.3 18.7 34.7

Europe 1970 28.6 82.3 2448 355.6 621.0 100.4 469.0 11904
1990 162.1 124.2 4822 768.5 446.8 172.7 763.2 13827
1991 166.3 124.0 495.2 785.5 462.6 171.8 792.3 1 426.7

South Africa 1970 - - 13.2 13.2 8.8 2.6 6.2 17.6
1990 - - 82.5 82.5 21.9 0.3 9.6 31.8
1991 - - 83.2 83.2 22.3 0.3 9.5 32.1

Subtotal: developed 1970 29.3 89.2 699.9 818.3 892.4 2399 895.7 2 028.0

market-economy 1990 172.7 152.7 1 428.0 17534 953.4 363.0 1459.2 27756

countries 1991 177.2 152.0 1475.0 18042 992.1 363.9 15184 | 28744

Countries of Central

and Eastern Europe

Countries of Central 1970 0.2 34 34.8 38.5 10.8 3.0 29.2 43.0

and Eastern Europe 1990 - 8.5 41.2 49.7 27.2 0.8 58.2 86.2

(excluding the 1991 - 55 422 47.7 24.4 0.6 59.1 84.1

former USSR)

Former USSR 1970 38.0 22.9 46.0 106.9 2.5 - 11.9 14.4
1990 58.6 46.8 44.0 1494 7.0 0.5 79.0 86.5
1991 53.0 41.5 41.5 136.0 5.4 0.3 75.4 81.1

Socialist countries of

Asia

Socialist countries of 1970 - 0.1 13.3 13.4 54 0.4 24.4 30.2

Asia 1990 32.0 4.0 46.1 82.1 39 1.3 80.4 85.6
1991 33.0 4.1 46.9 84.0 4.0 1.3 81.0 86.3

Developing countries

and territories

Northern Africa 1970 221.4 5.6 28.3 255.4 9.9 59 17.9 33.8
1990 182.7 31.5 32.0 246.2 63.4 43 57.8 125.5
1991 190.2 31.8 33.1 255.2 64.2 4.0 59.5 127.7

Western Africa 1970 60.5 1.0 61.5 123.0 36 4.0 14.8 22.4
1990 127.1 34 55.2 185.7 4.0 32 27.7 34.9
1991 132.3 32 57.4 192.9 4.1 2.9 28.6 35.6
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Annex II (continued)

Area Year Goods loaded Goods unloaded
Oil Dry Total all QOil Dry Total
cargo goods cargo all
Crude Products ] Crude Products goods
Developing countries
and territories (cont.)
Eastern Africa 1970 - 1.2 16.1 17.3 55 2.6 8.3 16.4
1990 - 0.6 9.3 99 6.4 26 16.0 25.0
1991 - 0.6 9.6 10.2 6.5 24 16.2 25.1
Caribbean and North 1970 - 14 28.4 29.8 23.5 4.5 11.2 39.2
America 1990 14.0 11.8 28.9 54.7 29.7 8.4 20.0 58.1
1991 14.6 11.7 30.0 56.3 30.2 8.0 20.7 58.9
Central America 1970 - 3.7 11.9 15.6 6.0 5.5 6.5 18.0
1990 81.3 7.0 18.6 106.9 4.0 2.8 15.4 22.2
1991 84.6 6.8 19.3 110.7 4.1 2.5 15.7 22.3
South America: 1970 131.1 11.8 36.0 278.9 63.1 3.0 6.7 72.9
Northern Seaboard 1990 58.3 24.2 17.0 99.5 - 1.5 18.8 20.3
1991 60.8 24.3 17.7 102.8 - 14 19.4 20.8
South America: 1970 4.6 1.6 29.8 35.9 4.1 1.5 59 11.5
Western Seaboard 1990 17.4 82 36.0 61.6 35 1.3 14.4 19.2
1991 18.1 8.3 37.4 63.8 3.6 1.2 14.7 19.5
South America: 1970 0.1 1.1 54.3 55.5 18.8 1.0 19.8 39.6
Eastern Seaboard 1990 0.1 4.3 197.8 202.2 37.8 2.8 26.9 67.5
1991 0.1 44 206.1 210.6 38.4 2.5 279 68.8
Western Asia 1971 588.7 65.6 33 658.6 0.1 1.0 13.1 14.2
1990 463.9 74.8 30.5 569.2 15.6 71 107.0 129.7
1991 487.4 71.3 30.2 588.9 15.0 6.0 105.0 126.0
Southern and Eastern 1970 35.0 23.7 89.3 148.0 148.0 23.3 61.9 139.9
Asia (n.e.s) 1990 78.6 88.4 253.0 420.0 150.4 41.6 362.9 554.9
1991 81.8 90.1 267.6 439.5 154.6 40.2 385.2 580.9
Developing countries | 1970 - 1.0 - . - 0.3 0.7 1.0
in Europe 1990 0.3 1.1 74 8.8 8.7 24 17.7 28.8
1991 0.3 . 1.2 7.6 9.1 8.8 2.2 18.1 29.1
Oceania (n.e.s.) 1970 - 02 9.5 9.7 0.6 1.6 29 5.1
1990 - 0.3 8.0 8.3 - 23 36 59
1991 - 0.3 8.2 8.5 - 21 36 5.7
Subtotal: 1970 | 10414 216.9 368.4 1627.7 189.9 55 169.7 414.0
Developing countries 1990 | 10239 255.6 693.7 1973.0 323.5 80.3 688.2 1 092.0
1991 10703 254.0 724.2 2 048.5 329.5 75.4 714.6 1119.5
World total 1970 | 1110.0 330.0 1165.0 | 2 606.0 1101.0 302.0 1127.0 | 2530.0
1990 | 12872 467.6 22530 | 4007.4 1315.0 4459 23650 | 41259
1991 13335 457.1 2329.8 | 41204 13554 441.5 2449.5 | 42454

Source: Compiled on the basis of data supplied to the United Nations Statistical Office (by reporting countries), the UNCTAD
data bank and other specialized sources.

&/ Including international cargoes loaded at ports of the Great Lakes and St. Lawrence River system for unloading at ports of
the system.

b/ See annex 1 for the composition of groups.
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Annex ITI(a)

Merchant fleets of the world by flag of registration, a/ groups of countries and types of ships b/

as at 31 December 1992

(in grt)
Total fleet Gil tankers Bulk carriers QGeneral Container Other types
cargo ¢/ ships

World total d/ 444 866 914 138 733 660 | 133 289 190 81 782 592 29 162 132 61 899 340
Developed market-
economy countries
Australia 2721 439 799 674 993 395 144 983 121 040 662 347
Austria 139 940 . 71 482 68 458 . .
Belgium 257 791 3893 - 5 897 . 248 001
Canada 1 097 069 130 660 56 538 100 385 8 040 801 446
Denmark 5436 755 836 169 528 080 823 684 1740 115 1 508 707
Finland 1204 561 256 306 67 659 279 298 . 601 298
France 4 081 822 1764 133 348 400 388 190 661 948 919 151
Germany 5362 520 88 334 497 216 1515 044 2331910 930 016
Gibraltar 492 667 318 780 73 367 77 581 . 22 939
Greece 25 758 473 10 875 289 11 622 356 1376 558 416 388 1 467 882
Iceland 177 250 146 30 211 . 146 893
Ireland 199 124 8 387 . 80 104 24 718 85915
Israel 663 665 394 22 476 84 627 547 573 8 595
Italy 7 513 195 2115118 2 183 502 980 561 350 557 1 883 457
Japan 25 136 039 7 167 682 7 542 971 4 203 326 1 343 969 4 878 091
Luxembourg 1 655 551 105 634 878 839 61 732 121 178 488 168
Netherlands 4241 985 395 607 379 428 1231 417 771 709 1463 824
New Zealand 253 395 80 486 12 775 41 562 . 118 572
Norway 22 254 825 9219 777 6256 120 2 110 746 149 941 4 518 241
Portugal 976 254 656 135 69 080 78 388 11 974 160 677
South Africa 336 655 1270 - 445 210 460 124 480
Spain 2 644 050 911 746 463 356 355 280 73 810 839 858
Sweden 3 056 590 691 199 208 973 1027 637 31 446 1097 335
Switzerland 349 770 . 311 534 17 570 20 666
Turkey 4 140 425 827 049 2 261 473 829 063 . 222 840
United Kingdom 6 075 939 2 202 688 440 599 415 015 1014 892 2 002 745
United States 16 058 456 6 986 122 994 081 2 003 966 2 827 421 3 246 866
Subtotal 142 286 205 46 442 678 36 283 700 18 331 728 12 759 089 28 469 010
Open-registry
countries
Bahamas 20 684 008 9 811.891 4578 179 3311 431 843 114 2 139 393
Bermuda 3 339 955 2 058 123 199 479 115 605 50 412 916 336
Cyprus 20 501 062 4 676 685 10 849 109 3 624 368 617 192 733 708
Liberia 55 917 675 27 435 312 16 130 988 4701 419 2 503 422 5146 534
Panama 52 558 308 16 450 045 15 165 478 13 556 510 3 467 522 3918 753
Subtotal 153 001 008 60 432 056 46 923 233 25 309 333 7 481 662 12 854 724
Central and Eastern
Europe and former
USSR
Albania 59 060 57 598 1462
Armenia . . . .
Azerbaijan 637 232 197 125 85 040 355 067
Belarus . . . . . .
Bulgaria 1 348 991 284 060 612 778 356 642 19 097 76 414
Czech Republic 237 777 . 153 220 84 557 .
Estonia 679 909 5594 159 598 266 845 247 872
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Annex IIl(a) (continued)

Total fleet Oil tankers Bulk carriers General Container Other types
cargo ¢/ ships

Hungary 92 005 . 17 252 74 753
Georgia . -
Kazakhstan
Kyrgyzstan . . . . .- .-
Latvia 1206 565 532 655 . 414 363 - 259 547
Lithuania 668 471 16 699 111 607 261 208 .- 278 957
Moldova . . . .- - .
Poland 3111759 89 471 1 666 870 1020 174 . 335 244
Romania 2 970 336 517 410 1 082 470 1131 453 15 160 223 843
Russian Pederation 16 315 035 2 435 660 1912793 5 604 898 472 771 5 888 913
Tajikistan .- . . “ .- “
Turkmenistan 191 . - . . 191
Ukraine 5227 894 79 695 1199 077 2 665 640 142 183 1141 299
Former USSR ¢/ 1104 957 391 667 269 077 144 300 10 702 289 211
Uzbekistan . . - - . .
Subtotal 33 660 182 4 550 036 7184 742 12 167 471 659 913 9 098 020
Socialist countries of
China 13 902 274 1720 197 5 453 689 4 780 055 968 276 980 057
Democratic People’s

Republic of Korea 601 785 112 824 84 418 358 990 , . 45 553
Viet Nam 616 551 15215 21 366 357 742 " 222 228
Subtotal 15 120 610 1 848 236 5559 473 5 496 787 968 276 1247 838
Developing countries
of Africa
Algeria 921 496 28 326 172 259 203 875 . 517 036
Angola 93 942 2 052 - 68 902 . 22 988
Benin 1662 . . 105 . 1557
Cameroon 34 833 - - 24 120 .. 10 713
Cape Verde 21 723 445 . 16 817 “ 4 461
Comoros 1897 . . 1304 “ 593
Congo 9 093 " . " " 9 093
Cote d'Ivoire 75 231 300 . 60 406 . 14 525
Djibouti 3 642 . . 1882 . 1 760
Egypt 1172118 165 910 343 079 487 152 . 175 977
Equatorial Guinea 6 527 - . 6412 . 115
Ethiopia 69 585 3 809 .- 64 730 " 1 046
Gabon 25171 652 - 21 055 . 3 464
Gambia 2720 . " " " 2720
Ghana 135 088 965 . 62 779 - 71 344
Guinea 5426 . . 808 . 4618
Guinea-Bissau 4225 . .- 952 . 3273
Kenya 14 232 4224 . 10 008
Libyan Arab

Jamahiriya 720 752 580913 . 76 654 “ 63 185
Madagascar 45 404 8 863 . 24 857 . 11 684
Malawi . . . . . .
Mauritania 42 881 . . 2911 . 39970
Mauritius 121 592 " 74 411 31937 " 15 244
Morocco 479 355 13 954 92 339 87 023 4 608 281 431
Mozambique 39 185 885 . 12 967 " 25 333
Nigeria 517 994 234 191 . 204 753 . 79 050
St. Helena - - . .
Sao Tome and

Principe 2 584 .- . 1591 . 993
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Annex III(a) (continued)

Total fleet Oil tankers Bulk carriers General Container Other types
cargo ¢/ ships

Senegal 57 986 . - 13 852 “ 44 134
Seychelles 4 465 . . 2973 “ 1492
Sierra Leone 25 569 799 “ 1488 . 23 282
Somalia 17 340 “ .- 9582 - 7758
Sudan 45 445 832 . 42 653 . 1 960
Togo 12 191 . .- 11118 “ 1073
Tunisia 280 429 27 030 37 230 47 436 . 168 733
Uganda
United Republic of

Tanzania 40 990 3383 . 30 399 .- 7 208
Zaire 28 624 .- . 13 980 “ 14 644
Subtotal 5 081 397 1 077 533 719 318 1637 473 4 608 1 642 465
Developing countries
of America
Anguilla 5304 “ " 3634 - 1670
Antigua and Barbuda 803 575 5490 39 244 563 434 144 378 51029
Argentina 896 755 217 022 61 419 334 023 55512 228 719
Barbados 50 516 44 466 “ 1921 " 4129
Belize 37 459 4 051 - 24 546 .- 8 862
Bolivia 9610 “ - 9610 “ -
Brazil 5406 153 1972 415 2431 699 430 312 146 898 424 829
Cayman Islands 363 492 30 672 64 432 177 000 .- 91 388
Chile 582 796 4 167 278 908 78 182 . 221 539
Colombia 250 489 5 697 62 565 161 052 . 21 175
Costa Rica 7 884 . . 873 . 7 011
Cuba 671 679 66 983 30 341 400 427 “ 173 928
Dominica 1992 . . 1758 “ 234
Dominican Republic 12 468 674 “ 9153 .- 2 641
Ecuador 347 964 112 489 22 010 171 238 . 42 227
El Salvador 1 836 . “ .- . 1836
Falkland Islands f/ 13 904 . . 506 . 13 398
Grenada 1031 . .- 923 .- 108
Guatemala ' 1797 . . - . 1797
Guyana 16 937 125 - 6 388 “ 10 424
Haiti 916 “ .- 199 “ 717
Honduras 1 048 574 144 627 80 136 671 029 10 229 142 553
Jamaica 11 196 1 887 2 496 5235 w 1578
Mexico 1115 496 474 354 . 54 439 " 586 703
Montserrat 711 " .- 711 - -
Nicaragua 3784 . . 498 “ 3 286
Paraguay 32 818 “ . 13 785 “ 19 033
Peru 431 673 131 394 63 832 84 806 " 151 641
St. Kitts and Nevis 300 “ ' . 300 - .-
St. Lucia 1891 .- “ 1534 “ 357
St. Vincent 4 728 436 834 282 1833 213 1633 115 126 456 301 370
Suriname 13 175 1 800 .- 7 215 1343 2 817
Trinidad and Tobago 24 442 . . 8 694 . 15 748
Turks and Caicos

Islands 3798 853 - 1155 .- 1790
Uruguay 127 059 46 227 “ 3473 41 452 35907
Venezuela 870 346 454 922 112 081 165 451 499 137 393
Virgin Islands British 7 393 734 “ 3181 " 3 478
Subtotal 17 905 649 4 555 331 5 082 376 5 029 800 526 767 2 711 375
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Annex III(a) (continued)

Total fleet Oil tankers Bulk carriers General Container Other types
cargo ¢/ ships

Developing countries
of Asia
Bahrain 137 774 1 841 - 87 259 20 526 28 148
Bangladesh 400 366 51 065 . 310 283 . 39 018
Brunei Darussalam 364 635 239 . 1 855 " 362 541
Cambodia . . . . . .
Hong Kong 7 311357 915 710 4927 239 424 836 787 268 256 304
India 6 562 628 2 019 004 2911 875 981 144 . 650 605
Indonesia 2 368 985 584 826 163 817 1 052 683 82 755 484 904
Iran, Islamic Rep. of 4572178 2 942 526 1 046 501 418 308 .- 164 843
Iraq 910 891 719 563 . 70 587 .- 120 741
Jordan 61 266 50 490 . 9 888 . 888
Kuwait 2259 779 1705 979 - 215 944 85 594 252 262
Lebanon 292 627 1536 55 120 226 613 2912 6 446
Malaysia 2 049 935 256 306 441 064 429 559 321 473 601 533
Maldives 51 884 5 644 11 301 31189 . 3750
Myanmar 947 200 2 481 518 995 366 451 24 415 34 858
Oman 20 424 - . 13 328 - 7 096
Pakistan 380 242 50 445 16 639 291 179 . 21 979
Philippines 8 470 115 380 880 6 014 020 1 642 309 99 172 333 734
Qatar 392 724 124 964 . 132 064 118 128 17 568
Republic of Korea 7 410 411 612 182 3 835 640 1 034 468 1126 577 801 544
Saudi Arabia 1024 300 261 631 - 480 645 67 109 214 915
Singapore 9912 252 4 181 619 2 596 859 1468 144 1232 148 433 482
Sri Lanka 284 516 74 322 92 979 107 612 . 9 603
Syrian Arab Republic 143 819 - 23 522 119 218 .- 1079
Thailand 918 138 172 274 67 126 513 611 75 559 89 568
United Arab Emirates 884 434 457 440 51552 125 083 170 260 80 099
Yemen 16 924 1 886 . 3903 - 11 135
Subtotal 58 149 804 15 574 853 22 774 249 10 558 163 4 213 896 5028 643
Developing countries
of Europe
Croatia 210 832 7 149 29 340 71 433 35219 67 691
Malta 11 008 539 3 085 582 5 187 348 2 126 035 244 808 364 766
Slovenia 2319 . . . . 2043
Yugoslavia 2 520 - . 276 - 2 520
Subtotal 11 224 210 3092 731 5216 688 2 197 744 280 027 437 020
Developing countries
of Oceania
Fiji 63 827 4 440 " 42 692 . 16 695
Kiribati 4 829 . " 4 708 . 121
Nauru 5374 . - 4 426 . 948
Papua New Guinea 46 226 2905 . 33 445 .- 9 876
Solomon Islands 7739 " . 3240 . 4 499
Tonga 10 666 " - 7110 . 3 556
Tuvalu 12 336 . . 1043 . 11 293
Vanuatu 2 064 392 184 406 1 040 529 624 757 26 301 188 399
Western Samoa 6253 . . 4 339 . 1914
Subtotal 2 221 642 191 751 1 040 529 725 760 26 301 237 301
Developing TOTAL 94 582 702 24 492 199 34 833 160 20 148 940 5051 599 10 056 804
Other unallocated 6 216 207 968 455 2 504 882 328 333 2 241 593 172 944




83

Annex III
Merchant fleets of the world by flag of registration, a/ groups of countries and types of ships b/

as at 31 December 1992

(in dwt)
Total fleet Qil tankers Bulk carriers General Container Other types
cargo ¢/ ships

World total d/ 694 690 623 | 263333 748 | 239972 602 | 104 933 251 32 408 377 54 042 645
Developed market-

economy countries

Australia 3952018 1336 918 1 667 444 170 924 130 846 645 886
Austria 226 142 - 122 494 103 648 .
Belgium 220 232 3253 . 6961 . 210 018
Canada 686 081 201 736 93 807 88 602 7011 294 925
Denmark 7 306 673 1 678 559 993 966 978 385 1961 812 1 693 951
Finland 1 082 581 429 339 106 101 284 123 . 263 018
France 5 744 903 3 453 682 602 750 438 432 720 477 529 562
Germany 6 554 199 168 257 816 091 1972 952 2 876 435 720 464
Gibraltar 859 252 598 739 126 950 107 508 - 26 055
Greece 47 712 282 21 871 686 21 866 883 2 134 295 527 582 1311 836
Iceland 110 928 201 49 103 . 61 624
Ireland 216 658 14 218 . 122 090 28 281 52 069
Israel 825 235 785 35 570 117 732 666 667 4 481
Italy 10 569 903 3 664 734 3978 634 1 022 098 371 352 1533 085
Japan 37 455 406 13 017 422 14 237 017 5324 248 1292 532 3584 187
Luxembourg 2 659 491 174 539 1 629 464 64 262 139 256 651 970
Netherlands 5236 820 621 384 625 217 1 765 462 756 674 1 468 083
New Zealand 280 364 125 395 20118 63 831 . 71 020
. Norway 37 485 315 18 456 604 11 338 119 2 428 826 184 914 5076 852
Portugal 1 639 846 1 246 533 113 420 126 835 18 172 134 886
South Africa 281 634 1187 . . 198 602 81 845
Spain 3918 840 1791 397 848 999 566 409 99 042 612 993
Sweden 3305 593 1218 609 358 512 987 408 34 680 706 384
Switzerland 606 736 . 545 403 26 862 - 34 471
Turkey 6 944 723 1526 570 4 018 845 1271 168 . 128 140
United Kingdom 7 637 405 4 002 764 741 664 511 567 975 874 1 405 536
United States 23 073 869 14 140 885 1 818 685 1 876 703 2 815 405 2422 191
Subtotal 216 593 129 89 745 396 66 706 153 22 610 434 13 805 614 23 725 532
Open-registry countries

Bahamas 33 837 183 18 793 335 8 152 689 4 559 895 858 035 1473 229
Bermuda 5 493 736 4 084 443 343 563 140 039 44 991 880 700
Cyprus 36 188 355 9179 771 19 857 856 5505 146 766 479 879 103
Liberia 98 369 597 53594364 { 30 387 966 5321 084 2 739 565 6 326 618
Panama 83 338 991 31091 108 27 270 272 16 403 192 3 849 372 4 725 047
Subtotal 257 227 862 116 743 021 86 012 346 31 929 356 8 258 442 14 284 697
Central and Eastern

Europe and former

USSR

Albania 80 954 80 954

Armenia . . . .
Azerbaijan 489 691 255910 95 339 138 442
Belarus . . . . .- .
Bulgaria 1 954 004 459 384 967 885 453 036 18 282 55 417
Czech Republic 367 813 . 252 459 115 354 .
Estonia 701 182 9 639 259 695 315 046 116 802
Hungary 132974 28 757 104 217
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Total fleet Oil tankers Bulk carriers General Container Other types
cargo ¢/ ships

Georgia
Kazakhstan
Kyrgyzstan " . . .-
Latvia 1 355 460 803 476 . 401 601 150 383
Lithuania 633 518 24 180 160 212 278 946 170 180
Moldova . . . . .
Poland 4 263 899 156 312 2 726 090 1178 799 . 202 698
Romania 4329 038 900 633 1778 983 1 491 884 16 870 140 668
Russian Federation 17 235 762 3 800 488 3 038 084 6 455 567 487 316 3 454 307
Tajikistan .
Turkmenistan . . . - . .
Ukraine 6 176 656 118 707 2 026 125 3272217 134 114 625 493
Former USSR ¢/ 1314 984 581 906 427 752 136 054 10 600 158 672
Uzbekistan . . . .- .- .
Subtotal 39 035 935 7 110 635 11 666 042 14 379 014 667 182 5213 062
Socialist countries of
China 20 693 584 2 751 679 9 197 783 6 542 957 1250 594 950 571
Democratic People’s

Republic of Korea 954 126 229 288 134 062 557 941 32 835
Viet Nam 954 785 28 565 36 014 552 156 . 338 050
Subtotal 22 602 495 3 009 532 9 367 859 7 653 054 1250 594 1321 456
Developing countries
of Africa
Algeria 1093 363 46 410 288 145 296 577 462 231
Angola 123 479 2 286 108 527 12 666
Benin 210 - 210
Cameroon 39 797 - 33 509 6 288
Cape Verde 30 921 562 28 584 1775
Comoros 2 959 2 295 664
Congo 10 892 . “ 10 892
Cote d'Ivoire 100 306 150 86 634 13 522
Djibouti 4 090 . . 3 740 350
Egypt 1644 761 288 550 565 499 677 341 113 371
Equatorial Guinea 6 699 .- 6 699 .-
Ethiopia 84 326 5818 78 336 172
Gabon 30 186 | 742 27 312 2 132
Gambia 2 029 “ . 2 029
Ghana 132 023 1167 82 488 48 368
Guinea 1 749 285 1464
Guinea-Bissau 1 846 . 540 1306
Kenya 14 055 6412 7 643
Libyan Arab

Jamahiriya 1216 782 1092 537 94 888 29 357
Madagascar 50 635 13 859 31 193 5583
Malawi . . -
Mauritania 24 734 . 4 570 20 164
Mauritius 175 158 . 127 232 39 349 - 8 577
Morocco 603 345 24 826 162 910 125 950 10 071 279 588
Mozambique 32 051 1 620 22 103 . 8 328
Nigeria 751 686 456 644 249 854 45 188
St. Helena
Sao Tome and

Principe 2277 1285 992




85

Annex III(b) (continued)

Total fleet Oil tankers Bulk carriers General Container Other types
cargo ¢/ ships.

Senegal 39 585 . - 18 849 . 20 736
Seychelles 3337 “ “ 2 441 .- 896
Sierra Leone 18 384 1835 . 2 456 .- 14 093
Somalia 18 496 “ - 12 695 - 5801
Sudan 62 244 1222 .- 60 198 . 824
Togo 20 633 . . 20 553 . 80
Tunisia 443 440 47 200 58 572 61 824 - 275 844
Uganda “ .- “ - - “
United Republic of 4162

Tanzania 49 519 5911 - 39 446 -
Zaire 31 192 " .- 15 949 . 15 243
Subtotal 6 867 189 1997 751 1202 358 2 236 470 10 071 1 420 539
Developing countries
of America
Anguilla 6 145 “ . 6 051 . 94
Antigua and Barbuda 1281 375 13 688 67 622 905 902 202 885 91 278
Argentina 1207 713 350 865 104 989 486 931 75 310- 189 618
Barbados 80 302 76 219 . 4018 - 65
Belize 57 769 7 025 . 42 060 . 8 684
Bolivia 15 765 . “ 15 765 . “
Brazil 9 077 853 3 586 936 4 250 166 543 936 181 793 515 022
Cayman Islands 485 120 52 920 107 362 247 337 - 77 501
Chile 818 775 6 254 521 786 97 267 - 193 468
Colombia 378 867 9 681 129 882 222 572 .- 16 732
Costa Rica 2895 . . 688 . 2207
Cuba 863 656 97 557 49 888 549 543 . 166 668
Dominica 2833 .- . 2 833 .- -
Dominican Republic 11 258 1 635 " 9 251 . 372
Ecuador 483 551 201 502 37 531 216 769 . 27 749
El Salvador . .- “ - . -
Falkland Islands f/ 8 486 - . 630 - 7 856
Grenada 1383 .- - 1383 - .
Guatemala 353 . - .- “ 353
Guyana 13 509 . . 7728 “ 5781
Haiti 429 . “ 259 - 170
Honduras 1595 126 252 646 136 274 1 106 206 11 625 88 375
Jamaica 16 207 3292 4 440 8 475 . .-
Mexico 1505 410 797 429 “ 63 417 “ 644 564
Montserrat 1016 - - 1016 . .
Nicaragua 1483 . - 1175 .- 308
Paraguay 34 270 - .- 17 936 . 16 334
Peru 513 396 231 697 103 814 128 130 - 49 755
St. Kitts and Nevis 550 . . 550 .
St. Lucia 2070 - . 2 070 . .
St. Vincent 7 677 707 1584 500 3209 763 2 420 473 151 034 311 937
Suriname 15 721 3035 . 10 145 1771 770
Trinidad and Tobago 16 295 . 8 627 . 7 668
Turks and Caicos

Islands 2792 1391 - 1157 . 244
Uruguay 171 180 93 297 . 3 891 49 510 24 482
Venezuela 1274 364 760 837 189 608 240 203 1180 82 536
Virgin Islands British 5237 1263 . 3371 - 603
Subtotal 27 630 861 8 133 669 8913 125 7377 765 675 108 2531 194
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Annex III(b) (continued)

Total fleet Oil tankers Bulk carriers General Container Other types
cargo ¢/ ships

Developing countries
of Asia
Bahrain 179 705 1295 . 136 481 20 352 21 577
Bangladesh 551 705 84 888 . 447 336 . 19 481
Brunei Darussalam 350 708 270 - 2578 . 347 948
Cambodia . - - - " "
Hong Kong 12 353 796 1707 539 9 037 859 517 467 821 606 269 237
India 10 574 548 3532734 4 979 381 1373 683 . 688 750
Indonesia 3172484 980 105 245 243 1 549 821 106 305 291 010
Iran, Islamic Rep. of 8 359 604 5 874 294 1756 502 569 157 . 159 651
Iraq 1567 484 1351 708 . 103 251 . 112 525
Jordan 113 557 97 286 .- 16 271 .- .
Kuwait 3 834 059 3170 363 . 311 405 91 461 260 830
Lebanon 451 506 2 431 92 561 346 854 3030 6 630
Malaysia 2 959 790 434 321 797 554 657 918 386 511 683 486
Maldives 81 594 11 678 19 536 46 616 . 3764
Myanmar 1335 957 4 483 910 317 363 945 25 297 31915
Oman 10 012 - .- 7 444 . 2 568
Pakistan 549 707 91 137 34 684 411 764 . 12 122
Philippines 13 856 256 733 837 10 645 087 2 168 633 127 642 181 057
Qatar 585 583 234 788 .- 207 670 127 151 15974
Republic of Korea 11 516 246 1201 833 6 983 681 1262 553 1336 755 731 424
Saudi Arabia 1399 271 434 410 " 678 168 71 653 215 040
Singapore 15 958 392 7613 521 4 614 897 1732 570 1422 296 575 108
Sri Lanka 446 231 131 532 180 225 129 238 . 5 236
Syrian Arab Republic 234 677 . 37 370 197 307 . .-
Thailand 1393 819 315 379 113 482 797 090 104 361 63 507
United Arab Emirates 1417 265 826 753 88 747 191 582 217 908 92 275
Yemen 13 653 3185 . 4784 .- 5684
Subtotal 93 267 609 28 839 770 40 537 126 14 231 586 4 862 328 4796 799
Developing countries
of Europe
Croatia 225175 10 870 50 399 104 872 36 935 22 099
Malta 18 633 622 5 694 325 9116 775 3215524 256 541 350 457
Slovenia 967 . . 234 . 733
Yugoslavia 625 “ " . .- 625
Subtotal 18 860 389 5705 195 9167 174 3320 630 293 476 373 914
Developing countries
of Oceania
Fiji 66 751 6 349 - 47 415 - 12 987
Kiribati 3 980 . . 3980 .
Nauru 5791 . . 5791 - .
Papua New Guinea 43 020 4 505 “ 34 325 " 4190
Solomon Islands 4 985 . .. 3186 . 1799
Tonga 13 740 . . 11 043 . 2697
Tuvalu 16 005 . “ 590 . 15 415
Vanuatu 3 076 226 367 599 1 804 643 594 046 32 042 277 896
Western Samoa 6 501 . - 6 066 . 435
Subtotal 3236 999 378 453 1 804 643 706 442 32 042 315 419
Developing TOTAL 149 863 047 45 054 838 61 624 426 27 872 893 5 873 025 9 437 865
Other unallocated 9 368 155 1 670 326 4595 776 488 500 2 553 520 60 033
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Annex IIT
Notes

Source: Lloyd’s Register of Shipping - Statistical Tables, 1992 (London) and supplementary data regarding
the Great Lakes fleets of the United States and Canada and the United States Reserve Fleet,

a/ The designations employed and the presentation of material in this table refer to flags of registration
and do not imply the expression of any opinion by the Secretariat of the United Nations concerning the legal status
of any country or territory, or of its authorities, or concerning the delimitation of its frontiers.

b Ships of 100 grt and over, excluding the Great Lakes fleets of the United States and Canada and the
United States Reserve Fleet.

cf Including passenger/cargo.

d/ Excluding estimates of the United States Reserve Fleet and the United States and Canadian Great Lakes
fleets, which amounted to respectively 2.8 million grt (3.7 million dwt), 1.I million grt (2.0 million dwt) and
1.5 million grt (2.2 million dwt).

e/ All Republics of the former USSR which have not established new shipping registers (see box 1).

¥/ A dispute exists between the Governments of Argentina and the United Kingdom of Great Britain and
Northern Ireland concerning sovereignty over the Falkland Islands (Malvinas).
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Annex IV

Major flows of selected bulk commodities

This annex reviews trade of selected commodities for the most recent years available in the UNCTAD Data Bank.
The tonnage volumes are for total trade and in most cases maritime transportation can be assumed to be the
dominant mode. The methodology used to compile the trade matrices is:

Major exporters were identified by looking at total exports for each commodity as reported in the Comtrade
data bank for the latest five years.

Any country whose exports to the world exceeded a certain "floor" value (see table below) in any of the
years was considered to be a candidate.

From this list the top ten or so reporters were retained.

Major reporting importers of each commodity were then identified and the trading partners of the top three
or four were used to identify any major traders that may not have been selected by the above procedure.

Inverted trade was used to fill any non-reported gaps in the exporters series and also to supply data for
known non-reporters, e.g. the former USSR and the South African Customs Union, as well as for countries
that do not report quantity (Germany) or do not give a full bilateral breakdown (the Netherlands,
Saudi Arabia).

Tables were produced for each commodity with a cut-off applied to each individual cell that would produce
between 2 and 4 pages of statistical data. This means that an empty cell does not necessarily indicate that

there was no trade, but that the value did not reach the cut-off.

Commodity Floor value (tonnes) Cut-off (tonnes)
Bauxite 500 000 50 000
Wheat 1 000 000 250 000
Coal ‘ 2 000 000 500 000
Phosphates 100 000 50 000
Iron ore 1 000 000 250 000
Raw sugar 100 000 30 000
Wood : 750 000 50 000
Crude petroleum 30 000 000 2 000 000

Note: Because of the breakdown of existing statistical records, data for Germany have been reported

separately under Federal Republic of Germany and German Democratic Republic.

Also, in some tables destinations are specified as "special”. This term covers free zones, ship stores

and cases where countries do not report origins or destinations.
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Annex V
INTERNATIONAL CLASSIFICATION OF SHIPS BY TYPE °
Interim report

Preparation of this document

1. The preparation of this annex was initiated at an ad hoc UNCTAD-EEC meeting of the secretariats of
national and international organizations interested in ‘type of ship’ classifications, held in Geneva in October 1987,
where it was agreed that there was a need for a universally accepted hierarchical type-of-ship ¢lassification and a clear
definition of ship types. A small group was commissioned to prepare a report setting out a new classification which
would take account of the views expressed at the meeting.

2. | The study group’s report was presented to the second ad hoc UNCTAD-EEC meé(ting held to discuss the
classification of ships by type, which met in Luxembourg in October 1988.

3. The International Classification of Ships by Type (ICST) given in this annex is based on the construction
characteristics of the marine structure and not upon its particular use or cargo carried at a point in time. The text
is based partly on the papers presented and comments made at the Luxembourg meeting and partly upon further
deliberations and contributions from those attending the two meetings.

Introduction

4, The term ‘classification’ in this text is used in its statistical sense of collating together items with similar
attributes into groups and not in the sense associated with marine insurance. Currently, ship types are classified in
many ways in publications. There is a common underlying thread to many of the groupings used but it is often not
possible to compare figures from different sources because of the way in which specific ship types have been
grouped.

5. A type-of-ship classification is required for the production of statistics relating. to marine matters:
composition of the merchant fleet of a country, new constructions, scrapping, accidents, ship traffic, etc. The degree
of detail required will vary from a very detailed breakdown (e.g., for an analysis of fishing vessels) to a high degree
of aggregation (e.g. for the UNCTAD publication Review of Maritime Transport). In addition, any system needs to
be compatible with the Lloyd’s Register of Shipping database, since many publications providing information on ships
by type have used, as their source material, the information given in Lloyd’s Statistical Tables. Since 1989 the ship
type groupings used in Lloyd’s Statistical Tables have been compatible with the classification set out in this annex.

6. For vessel statistics, a ship use classification will also be required. Such a classification has already been
discussed and adopted by the UNECE Working Party on Facilitation of International Trade Procedures at its twenty-
third session in 1986 (Recommendation 21 Codes for Types of Cargo, Packages and Packaging Materials -
EEC/TRADE/158). :

International Classification of Ships by Type (ICST)

7. There appears to be general agreement amongst marine statisticians on the need of identify separately tankers,
dry bulkers and other dry cargo vessels, since these are the vessels which engage in international trade. There remain
other ships, of which those comprising the fishing fleet are probably the most numerous. Differences in current
statistical groupings occur where groups at the level of ‘tankers’, ‘bulkers’, etc., need to be subdivided. However,
a classification of this nature should start at the top by covering all marine structures.

* This document was prepared by the ad hoc group for review and comment and is reproduced here for
information purposes for the maritime community.
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8. All marine structures form Level O of the ICST. At the next level (Level 1), the division is into:
. merchant ship structures
. naval (military) craft
. non-ship structures.

The ‘merchant ships’ group is divided into four basic groups at Level 2:

liquid

dry bulk

other dry cargo

miscellaneous types (for all other vessels).

No proposals are made at present for the further breakdown of non-ship structures below Level 2 or naval vessels
below Level 1.

0. The classification for merchant ships has been fully defined for Levels 2 to 4, although for many purposes
it is likely that a Level 3 degree of detail will suffice. Level 5 has been defined only for some ‘other dry cargo’
types and ‘miscellaneous types’ at this stage. A further expansion of Level 5 could be made at a subsequent revision
of this classification if it was thought generally useful and desirable.

10. The breakdown at Level 3 for the ‘liquid’ category is into five groups:

oil tanker

chemical tanker
liquefied gas carrier
tanker barge

other tankers

It would be at variance with the philosophy of the classification to include at Level 4 a cargo coding which was not
specific by virtue of the ship’s construction. At Level 4, oil tankers separately identify crude oil tankers and oil
products (i.e. not built to carry crude).

11. Bulk carriers are divided at Level 3 into those constructed to carry oil and those not. Bulk carriers are
further divided at Level 4 into ore and other bulk carriers.

12, For other dry cargo vessels, those constructed to carry cargo of a specific type (e.g. vehicles) form a group
(specialized carrier) at Level 3. Other groups identified at this level are:

. fully cellular container ship

. passenger vessel

. dry cargo barge

. general cargo vessel

13, At Level 4, six specific types of specialized dry cargo carrier are identified, and three types of dry cargo
barge. General cargo ships are divided into six groups: reefers, Ro-Ro passenger, Ro-Ro cargo, other general cargo
(Lo-Lo) ships - being divided into - general cargo/passenger (those with accommodation for more than twelve
passengers), single-deck vessels and other multi-deck general cargo vessels. At Level 5 the non-passenger Ro-Ro
and general cargo vessels are further divided to identify those with container capacity (fixed or portable guides built
into part of the vessel).

14. The ‘miscellaneous types’ group is divided into three groups at Level 3:
. fish processing and catching

. offshore production and support
. other types
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15. At Level 4, the group ‘fish catching’ takes on board the classification set out in the Technical Paper 267 of
the Food and Agriculture Organization of the United Nations Definition and classification of fishing vessel
types (1985). The major types of fishing vessel identified in that publication form the groups at Level 5 of this
classification. The further division of fishing vessel types in the FAO classification would logically fit into this
classification at Level 6 and below. Fish processing vessels (motherships, factory ships, etc, in the FAO
classification) are not presently divided at Level 5, as it is understood that the classification of these vessels is
currently under consideration.

16. Level 5 is also used to identify specific types of vessel in the remainder of Level 2 - ‘miscellaneous types’
group. At Level 4, drilling ships and offshore support vessels form two groups. The groups separately identified
at Level 4 within the Level 3 ‘other types’ group are tugs, research ships, dredgers, and a residual ‘other nei’
(nei = not elsewhere identified).

17, The degree of disaggregation down to Level 4 is set out in the attached appendix. In response to requests
made when this classification was being prepared, a three-digit numerical coding system covering Levels 2 and 4 of
the merchant ship structures is included. If required, a further digit could be prefixed to indicate Level 1 and an
additional digit for Level 5.

18. Port authorities, particularly those in developing countries, who wish to classify ship traffic by type of vessel
may prefer to use an alphabetic code. For example, the following eight types should be readily identifiable in all
ports of the world. A more detailed alpha code could be readily compiled.

. Liquid - TK
. Dry bulk - BC
. Container - CO
. Specialized Carrier - SC
. General Cargo - GC .
. Dry cargo barge - BA
. Passenger - PA
. Miscellaneous - oT

Note on the ‘trading/non-trading’ concept

19. It is often useful to use the concept of a cargo-carrying ‘trading’ fleet governed by ideas of international
trade and sea transport as a foreign currency earner (e.g. for balance-of-payments purposes). For most purposes, the
first three groups of merchant vessels at Level 2 (liquid, dry bulk, and other dry cargo) would comprise such a
‘trading’ fleet. The division of a trading fleet into tankers, bulkers and other dry cargo vessels follows past
precedents. Certain vessel types would not be included in the ‘trading’ fleet concept, either because they are not
basically designed to carry cargo or passengers for commercial purposes, or because they are, by construction,
designed for work in coastal or estuarial waters. However, there can be no disputing the potential economic
importance of fishing vessels or supply vessels and their functions, including the carriage of supplies. Although it
is desirable and useful to be able to discriminate between vessels constructed for the relatively homogeneous ‘trading
fleet’ and other vessels, such a concept should not be included as part of a hierarchical classification of ship types.
Rather, it should form a note to the classification. Furthermore, for most purposes, it would be desirable to remove
from the ‘trading’ fleet those vessels which, although constructed for trading purposes, may be in long-term usage
for non-trading purposes, e.g. storage.

Note on Lloyd’s Statistical Tables

20. Many publications providing information on ships by type have used as their source material the ship types
given in Table 2 of Lloyd’s Register of Shipping Statistical Tables. As a consequence, much of the analytical work
on ship type has been conditioned by the information provided in the Statistical Tables. This will, in all probability,
also hold in the future. It is, therefore, important for analysts to know how the groupings which appear in Lloyd’s
Statistical Tables fit into the ICST. In the 1989 version of Lloyd’s Statistical Tables, 21 groups of principal ship
types of merchant vessels were used in the Table 2 analysis. These groupings follow the ICST at Level 3 for all
groups, with a further breakdown to Level 4 for the general cargo group. The following table shows the
correspondence between Lloyd’s nomenclature for their groups and the ICST nomenclature.
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Groups used in Lloyd’s Statistical Tables from 1989

ICST nomenclature

Oil tanker

Oil/chemical tanker
Chemical tanker

Tanker barge

Other tanker

Liquefied gas carrier
Bulk/oil carrier

Bulk carrier

Container (fc)

Specialized carrier

Reefer

Ro-Ro passenger

Ro-Ro cargo

General cargo/passenger
General cargo - single deck
General cargo - multi deck
Dry cargo barge

Passenger

Fish processing and catching
Offshore production and support
Other types

Lloyd’s nomenclature

Oil tankers
Oil/chemical tankers
Chemical tankers

Tank barges

Other tankers

Liquefied gas carriers
Ore/bulk/oil carriers
Ore and bulk carriers
Container ships
Specialized cargo
Refrigerated cargo
Passenger Ro-Ro
Ro-Ro cargo

General cargo/passenger
General cargo - single deck
General cargo - multi deck
General cargo barges
Passenger

Fishing

Offshore supply

All other types
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Appendix

CLASSIFICATION OF SHIPS BY TYPE

(| Marine structures
| Merchant ship structures
L Liquid

) Oil tanker
ml Crude oil tanker
(| Crude/products tanker
0 Oil products tanker
(m] Qil/chemical tanker

) Chemical tanker

(@) Liquefied gas carrier
0O LPG carrier
m| LNG carrier
O Other liquefied gas carrier

O Tanker barge
0O Single hull
O Double hull
] Independent tanks

O Other tanker
O Asphalt, bitumen tanker
0 Molasses tanker
0O Vegetable oil tanker
O Other tanker

[ J - Dry bulk

O Bulk/oil carrier
o . Ore/bulk/oil
m| Ore/oil
m| Bulk/oil

(@) Bulk carrier
] Ore carrier

m] Other bulk carrier

ICST Code

111
112
113.
114

120

131
132
139

141
142
143

151
152
153
159

211
212
213

221
229
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O Marine structures (continued)
| Merchant ship structures (continued)
o Other dry cargo

@)
@)

Container
Specialized carrier

Barge carrier

Chemical carrier
Irradiated fuel carrier
Livestock carrier
Vehicle carrier

Other specialized carrier

oOoaoo0ooao

General cargo

Reefer

Ro-Ro passenger

Ro-Ro cargo

General cargo/passenger
General cargo - single deck
General cargo - multi deck

goooggooan

Dry cargo barge

a Deck barge

a Hopper barge

a Other dry cargo barge
Passenger

a Cruise

a Other passenger

Miscellaneous types

O

Fish processing and catching

a Fish processing
O Fish catching

)

Offshore production and support

0 Offshore drilling and exploration
] Offshore support

Other types

a Tug

o Research/survey

a Dredger

O Other

ICST Code

310

321
322
323
324
325
329

331
332
333
334
335
336

341
342
349

351
359

411
412

421
422

491
492
493
499

rgo

hore
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O Marine structures (continued)

Naval (military craft)
Non-ship structures

Land structure
Floating docks
Submersibles
Semi-submersibles
Air cushion vehicles
Platforms

Diving systems etc

Buoys

ICST Code
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