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Explanatory notes

All referencesto dollars ($) are to United States dollars, unless otherwise stated.

"Tons' refers to metric tons, unless otherwise stated.

Details and percentages presented in tables do not necessarily add up to the totals because of rounding.
Two dots indicate that data are not available or are not separately reported.

A hyphen 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 therefore differ
from those shown in previous issues of the Review. This relates in particular to the distribution of world
tonnage according to country groups, specifically the classification of mgjor open-registry countries. Up to
the 1994 edition of the Review, the mgjority of tablesincluded five countries in this group, namely, Bahamas,
Bermuda, Cyprus, Liberia and Panama, while some tables also included Malta and Vanuatu. In order to
improve consistency and to reflect practices of ship registration, Mata and Vanuatu have been included in
al tables referring to major open-registry countries. This reclassification primarily affects the share of
developing countries in Europe in total world tonnage.

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

Approximate vessel size groupsreferred to in the Review ofMaritime Transport,
according to generally used shipping ter minology

Crude oil tankers:

ULCC 300,000 dwt plus
VLCC 150,000 - 299,999 dwt
Suezmax 100,000 - 149,999 dwt
Affiamax 50,000 - 99,999 dwt

Dry bulk carriers:

Capesize 80,000 dwt plus
Panamax 50,000 - 79,999 dwt
Handymax 35,000 - 49,999 dwt

Handy 20,000 -34,999 dwt



FOREWORD

This year, the Review o] 'Maritime Transport celebrates its thirtieth anniversary. This guide to
the maritime and related industries identifies major developments in world maritime transport and
provides a comprehensive database on all aspects of supply and demand for shipping services. It isa
unique and up-to-date source of information on trends in seaborne trade as well as on fleet
development, including such features as beneficial ownership, fleet productivity, freight market
analysis, port development and multimodal transport. The aim of the Review is to present in-depth
studies of the continuously changing situation of world trade and transport, and to provide information
designed to assist countries, both developed and developing, in formulating appro priate transport
policies that will facilitate their international trade.

Over the years, the Review has proved to be an invaluable reference for the shipping and trading
industries and for Governments establishing transport policies. The analyses and forecasts focus in
particular on assisting developing countries to improve the competitiveness of their trade by increasing
the efficiency of thelr transport services.

The past 30 years have witnessed great changes in global trade and transport. During this period,
the Review has focused on such issues as North-South questions, oil crises, the development of
containerization and multimodal transport, the globalization of production and the liberalization of
trangport, and the specia problems of small idand devel oping countries.

Of late, the scope of the Review has been further expanded to include issues related to trade and
transport efficiency raised by the development of electronic information and data interchange, including
trangit-transport problems encountered by landlocked countries. It also considers regiona
developments, tracing trends in seaborne trade and analysing the comparative performance in trade and
transport of different parts of the world.

Rubens Ricupero
Secretary-General of
UNCTAD



Chapter |

DEVELOPMENT OF INTERNATIONAL SEABORNE TRADE

Thefirst chapter of the Review provides an overview of the demand for global maritime transport services, together
with background information on the world economic situation, and a review and forecast of developments in world

seaborne trade.

A. WORLD ECONOMIC BACKGROUND
@ World output

1. World economic activity, notwithstanding
the effects of the emerging Asian economic and
financial crisis, continued to expand throughout
1997, when world output grew by 3.2 per cent (see
table 1). These rates of growth raised expectations
that the world economy might be entering a new era
of sustained growth in excess of 3 per cent. For
1998, however, growth inworld output isexpected to
slow downto 2.0 per cent, astheimpact of the Asian
crisis begins to be felt in most of the worlds'
economies. In 1997, growth in developed market-
economy countries as a whole increased marginally
to 2.7per cent, dightly higher than had been
anticipated.Expectations for 1998, however, are
being revised downwards, with output levelsforecast
to grow by 1.8 per cent. Inthe developing countries,
economic growth is expected to be depressed under
the same conditions as developed market-economy
countries, slowing down from 5.4 per cent in 1997 to
2.3 per cent in 1998. The countries of Central and
Eastern Europe recovered in 1997 from their chronic
negative growth, growing at a rate of 1.4 per cent,
and are expected to achieve arate of 2.2 per cent in
1998. Their recovery reflects the fact that strong
export growth and the implementation of
macroeconomic policies have improved growth
prospects, especialy in larger countries such as
Hungary and Poland.

Output in selected developed mar ket-economy
countries and regions

2. The strength of the United States economy
increased government revenues and the general
government deficit was ailmost eliminated in 1997.
However, the growth rate of output in 1998 is

1

expected to moderate to 2.3 per cent (as compared
with 3.8 per cent in 1997), reflecting the weakening
of external demand associated with the Asian crisis,
the strength of the dollar and some moderate
tightening of monetary policy in 1998, in line with
market expectations. In Japan, despite a
strengthening of the recovery in late 1996 and early
1997, economic activities declined sharply in the
second quarter of 1997 as domestic demand
contracted in the wake of the April increase in
consumption tax. Business confidence weakened
significantly asaresult of uncertainty inthefinancial
sector and the financia difficulties in neighbouring
countries. Growth in Japan is expected to slow to
-1.3 per centin 1998 from the 0.9 per cent registered

in 1997. The European Union achieved growth of
2.5 per cent in 1997, which was much improved in
comparison with 1.7 per cent in 1996 and an annual
average of 1.3 per cent for 1990-1995. Growth for

1998 isexpected to be 2.6 per cent, after allowing for
the expected adverse effects of the Asian crisis. The
conditions are favourable, however, for a moderate
strengthening of economic activity, including
depreciated currencies, lower long-term interest rates
and greater economic confidence in some countries.
In Germany, growth in 1997 was driven mainly by
continued buoyancy in exports and a solid recovery
in domestic demand. Therecovery in France, which
also relied heavily on exports, became better
balanced as domestic demand picked up in the
second half of 1997 and more than compensated for a
moderation in export growth. Output growthin 1998
is expected to increase to 2.3 per cent in Germany
and 2.5 per cent in France. Growth in Italy also
firmed at a relatively low level during 1997. The
small improvement was sustained by a recovery in
private consumption, increased export growth and a
replenishment of inventories. 1n 1998, lower interest



rates will help to maintain output growth at over
2 per cent. Inother countriesin continental Europe,
after periods of sluggishness, solid expansion is
under way in Austria, Belgium and Sweden, all of
which are expected to experience growth of
2.5-3.0 per centin 1998. Expansionisalso expected
to continue in Denmark, Finland, Greece,
Netherlands, Norway, Portugal and Spain, with arisk
of overheating in some economies. Growth in the

United Kingdom also continued at the firm level of
3.3 per cent throughout 1997. Although domestic
demand has continued to provide the main impetusto
growth, net exports have been surprisingly buoyant
in view of sterlings' ubstantial appreciation since

mid-1996. Growth in output isexpected to moderate
to 2.1 per cent in 1998 as exports slow, owing to the
loss of competitiveness, the Asian crisis and
moderate domestic demand.

Tablel
World output, 1990-1998
(percentage change)
Country/region 1990-1995 1996 1997 2 1908°
World 19 3.0 32 2.0
Developed market-economy countries 17 25 2.7 1.8
of which:
United States 23 2.8 3.8 2.3
Japan 14 3.9 0.9 -1.3
European Union 13 1.7 25 26
of which:
Germany 1.7 14 2.2 2.3
France 11 15 24 25
Italy 11 0.7 15 2.2
United Kingdom 12 22 3.3 21
Central and Eastern Europe -8.2 -1.6 14 22
Developing countries 4.9 5.9 54 2.3
of which:
Latin America 3.3 3.6 52 31
Africa 11 4.6 3.3 3.7
Asia 6.4 7.1 5.9 1.8
of which:
China 124 9.6 8.8 6.0
Other countries 51 6.4 5.0 05
Developing countries excluding China 4.0 53 4.9 1.7

Source: UNCTAD secretariat calculations, based on datain 1990 dollars.

a Estimate.

Forecast.




Output in selected devel oping countries and regions

3. As the financia crisisin Asiaintensified in
the closing months of 1997, financial markets in
some of the Latin American emerging-market
countries also came under pressure, particularly in
Brazil, Argentina, Chileand Mexico. Ingeneral, the
developing countries of Latin America have
withstood the Asian crisisrelatively well by making
the best use of macroeconomic policiesimplemented
over the past decade. Nevertheless, growth in the
region is expected to slow to 3.1 per cent in 1998
from the high level of 5.2 per cent in 1997, partly as
a result of spillovers from the Asian crisis and a
possible slowdown of development in Mexico after
amost threeyears of strong growth. In the
developing countries of Africa, growth in output
declined from 4.6 per cent in 1996 to 3.3 per cent in
1997. The fall in output growth resulted from a
combination of commodity price developments,
weather-rel ated shocks, armed conflictsand political
uncertainty. For 1998, growth in Africais expected
to rebound somewhat to 3.7 per cent, assuming the
continued  implementation  of  disciplined
macroeconomic policies, thefurther strengthening of
structural reforms and the successful resolution of
armed conflicts. In someareas, however, significant
risks remain, especially related to the possible
adverse effects of the El Nifio weather phenomenon
on agricultural production in the region, and of
declines in commodity prices. In the developing
countries of Asia, the recent financial crisis is
expected to result in substantial reductions in the
near-term growth of output, particularly in
Indonesia, Malaysia, the Philippines, the Republic of
Koreaand Thailand. Inthe crisis-hit economies, the
loss of funding from private investors, sharp
currency depreciations and the implementation of
stronger adjustment measures will dow the growth of
domestic demand. This slowdown, combined
withimprovements in competitiveness closely
related to the declinesin currency values, will reduce
the demand for importsbut contribute to the
expansion of exports." Given rather weak economic
fundamentals, overall output in Asia including
China, will sharply shrink to 1.8 per cent in 1998
from the higher level of 6-7 per cent attained in

previous years. Financial markets in China have
remained relatively unaffected by the Asian crisis,
reflecting the country's comparatively closed capital

market aswell asitslargeforeign exchange reserves.
Trade competitiveness has deteriorated somewhat
asa result of the currency devaluations of Asian

partner countries, but exports have remained strong
and the current account surplus has increased.
Output growth is expected to slow substantially
to around 6 per cent in 1998 from the dramatically
high rate of over 9 per cent per annum in previous
years.”

(b)

4. World merchandise trade in terms of value
measured in constant prices grew by 9.5 per cent in
1997, the second- highest rate recorded in more than
two decades (seetable 2). The divergence between
trade and output growth, which ceased to increasein
1996, gresatly expanded againin 1997. Animportant
factor in the upward trend in world trade was the
significant growth in imports by developed market-
economy countries of 7.9 per cent in 1997, doubling
the 1996 rate of 3.8 per cent. These countries
accounted for about two-thirds of world import
demand. The expansion was particularly striking in
the United States and the European Union, where
trade grew by 120per cent and 6.5per cent
respectively in 1997, as compared with 5.7 per cent
and 2.5 per cent respectively in 1996.

Mer chandise export

5. In the United States, the strength of overall
economic activity was reflected in trade growth.
Merchandise exports grew at 11.9 per cent in 1997,
mainly dueto the expansion of intra-North American
trade and exportsto Latin American countries. The
strength of United States import demand (12.0 per
cent in 1997) led to a sharp rise in imports from
China, the European Union, Japan and six East Asian
economies. The United States trade performance in
recent years has led to a recovery of its share in
world trade; the share of United States exports
reached approximately 13 per cent, the highest since
1970. Its share in imports was 16.5 per cent, the
highest level since 1987. The European Union? s
trade growth recovered strongly, showing export
growth at 8.0 per cent in 1997 as compared with
4.0 per cent in 1996. The export recovery was most
predominant in France, Germany, Ireland and Spain,
which recorded double-digit growth in 1997.
European Union imports also grew substantially to
6.5 per centin 1997 from 2.5 per cent in the previous
year. Japas exports significantly expanded by
9.5 per cent in 1997, up from 0.5 per cent in 1996.
This reflects a considerable decline in the value of
the yen vis-a-vis the United States dollar. On the
other hand, itsimportsincreased moderately by 2.5 per
cent in 1997, as compared with 2.0 per cent in 1996.



Exports and imports by major regions and economic groupings, 1995-1997
(percentage change in value over previous year)

Table?2

Exports Imports
1995 1996 1997 1995 1996 1997
World 9.0 5.0 9.5 9.0 5.0 9.0
Developed market-economy countries 7.6 4.2 8.8 8.2 38 7.9
of which:
European Union 8.5 4.0 8.0 75 25 6.5
Japan 4.0 105 9.5 125 2.0 25
25
United States 8.7 6.3 11.9 7.0 5.7 12.0
Transition economies 175 75 11.0 17.0 145 16.0
Developing countries 115 6.0 115 11.0 6.5 10.0
of which:
Africa 5.0 7.0 55 6.5 0.5 115
China 175 11.0 20.5 9.0 7.0 5.0
Latin America 12.0 11.0 12.5 3.0 11.5 215
South and East Asia 13.0 6.5 10.5 15.5 55 6.5
Six East Asian traders? 14.5 6.5 10.0 155 45 55

Source: WTO Press Release, table 2, (19 March 1998) and UNCTAD estimates.

Hong Kong, China; Malaysia; Republic of Korea; Singapore; Taiwan Province of China and Thailand.




6. Drastic changes in exchange rates,
especidly the rise of the United States dollar,
greatly affected the overal trade activity of
developing countries in Asia. China and the Asian
developing countries that suffered from the
financia crisis all experienced higher export growth
than import growth; their exports grew by 20.5 per
cent and 10.5per cent respectively in 1997, as
compared with 5.0per cent and 6.5per cent
respectively for their imports. Latin America in
1997 experienced its highest growth (5.2 per cent)
of gross domestic product (GDP) and its
merchandise exports expanded by 12.5per cent,
while merchandise imports surged by as much as
21.5 per cent, with Mexico and Brazil contributing
disproportionately to the expansion of trade. In
1997, African developing countries output growth,
and specifically that of agricultural production,
slackened. Their export growth declined in 1997 to
55per cent from 7.0per cent in 1996 while
imports climbed dramatically by 11.5per cent as
compared with 0.5 per cent in the previous year.

(© OECD countries industrial production

The industrial production of the OECD countries is
another fundamental indicator for the globa
maritime transport sector. 1n 1997, the total OECD
industrial production  index (1990 = 100)
rose substantially by 4.5per cent to 114.3 from
109.4 in 1996, when it had experienced a relatively
poor increase of 2.0 per cent. The OECD-wide
positive development observed in 1997 was
primarily due  to United States  industrial
production, which grew by 5.0 per cent (index
125.8) while Japanandthe European OECD
countries experienced below-average growth of
4.1 per cent (index 102.8) and 3.8 per cent (index
108.6) respectively. World seaborne trade also
increased by aremarkable 4.1 per cent in 1997 as
compared to 1996, when it increased by 2.3 per
cent (seegraph 1).

Graph 1

Anmual change in OECTY industrial production and world seaborne trade, 1994-1997

i)

1994 1995

10006

1997

Sowrce: QECD, Main Economic fndicators, March | 997,



B. WORLD SEABORNE TRADE

(@)

8. World seaborne trade grew at an average
annual growth rate of 4.2 per cent for the 10-year
period from 1970 to 1980, but slowed down in the
next decade to an average rate of 0.8 per cent per
annum. Between 1990 and 1997, world seaborne
trade regained momentum, attaining an average
annual growth rate of 3.4 per cent. In 1997, total
cargo tonnage recorded its twelfth consecutive
annual increase, reaching a new record of
4.95 billion tons. The annual growth rate for 1997
also turned upward, registering 4.1 per cent, which
wasthe highest since 1989. This contrasted with the
2.3 per cent growth rate of world seaborne trade in
1996, which was the lowest since 1987 (see table 3
and graph 2). It is not expected, however, that this
high rate of growth can be sustained in 1998, mainly
owing to sluggish trade in liquid bulk cargoes.

(b)

0. By broad segments of world maritime trade,
tanker shipments represented 55.3 per cent of the
total 1970 seaborne trade, falling to 50.5 per cent in
1980 and 43.8 per cent in 1990. On the other hand,
the volume of world tanker trade fluctuated,
registering an average annual growth rate of 3.0 per
cent over the period 1970-1980, and then declining to
a negative average annual rate of 0.6 per cent over
the period 19807 1990. However, tanker shipments,
as well as overal world seaborne trade, revived
reaching an average annual growth rate of 3.4 per
cent between 1990 and 1997. Tanker trade
represented 43.9 per cent of the total 1997 seaborne
trade, increasing by 2.1 per cent to 2,172 million
tons. However, growth in 1998 is expected to be
minimal, at 0.4 per cent. Buoyant imports by Asian
economies of crude oil from the Middle East Gulf in
1997 represented approximately 60 per cent of the
total crude oil shipments transported on board
VLCCsfromtheMiddle East Gulf. Thefar-reaching
financial crisisin magjor developing countriesin Asia
since the last quarter of 1997 could adversely affect
many of their fundamental economic activities,
resulting in a decline in crude oil demand by the
major Asian economies.

Overall seabornetrade

Tanker shipments

10 Crude oil shipmentsincreased moderately by
2.3 per cent to 1,626 million tons in 1997, from
1,590 milliontonsin 1996. The growth in shipments
of crudeoil for 1997 was primarily from suppliersin
the Middle East Gulf, the Caribbean and Latin
America, and North and West Africa At the
receiving end, the United States increased its crude
oil importsin 1997 by 5.7 per cent and thusremained
the largest importer of the developed market-
economy countries, accounting for one-third of the
group's total imports. Imports from Latin America,
the largest supplier of crude oil to the United States,
will continue to grow. However, imports from
Northern Europe and West Africa will decline.
Japan was the second largest importer of crude oil,
accounting for an estimated one-fifth of the total
developed market-economy countries imports.
Nevertheless, thegrowth of Japaneseimportswill be
slow at about 2.0 per cent. Europe's overall imports
of crude oil declined substantially for the second
consecutive year and it is expected that this
downward movement will continue at |east for 1998.
On the export side, Europe increased exports by 2.0
per cent in 1997, while its exportsin 1998 are likely
to decline, mainly depending on United States
imports from Northern Europe.

11.  The global trade in petroleum products in
1997 increased moderately by 1.6 per cent. The
United States imports registered amarginal increase
of less than 1per cent after growing by
approximately 30 per cent in 1996. Theincreasein
imports from Europe and South America was offset
by adecrease in imports from the Caribbean and the
Mediterranean. United States imports in 1998 will
remain aimost unchanged from those in 1997.
Europe's imports of petroleum products in 1997
increased moderately by 2.8 per cent, after a
remarkable decline in 1996 by nearly 20 per cent
from the 1995 level, while exports from Europe
increased by 1.6 per cent in 1997 over 1996, when
growth of nearly 20 per cent wasregistered. Exports
from the Caribbean experienced a moderate decline
of 3 per cent, after a surge in 1996 of over 20 per
cent over 1995. In 1998, Europe's imports and
exportswill fall moderately by about 4 and 3 per cent
respectively. The overal trades in petroleum
products in 1998 are expected to grow very dlightly
by aslittle as 0.5 per cent as compared with 1997.



Table3

Development of international seaborne trade for selected years a
(goods loaded)

Y ear Tanker cargo Dry cargo Total (all goods)
Total of which: main bulk
commodities”
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 1440 13.1 1165 13.0 448 16.0 2605 13.0
1975 1644 -10.0 1428 -3.0 635 -5.0 3072 -4.0
1980 1871 -6.6 1833 33 796 45 3704 -2.0
1985 1459 -2.6 1923 0.6 857 2.9 3382 -0.8
1990 1755 3.7 2253 25 968 0.3 4008 3.0
1991 1790 20 2330 34 1005 3.8 4120 2.8
1992 1860 3.9 2360 13 990 -15 4220 24
1993 1945 4.6 2385 11 993 0.3 4330 2.6
1994 2007 3.2 2478 3.9 1028 35 4485 3.6
1995 2049 2.1 2602 5.0 1082 53 4651 3.7
1996 2127 3.8 2631 11 1092 0.9 4758 23
1997 2172 2.1 2781 5.7 1157 6.0 4953 41
1998 © 2181 04 2884 3.7 1200 3.7 5064 2.2

Sources: Compiled by the UNCTAD secretariat on the basis of annex 11 and data supplied by specialized sources.

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

Iron ore, grain, coal, bauxite/alumina and phosphate.
Preliminary estimates.
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12.  During the 10-year period from 1970 to
1980, total seaborne dry cargo grew at an annual
rate of 5.7 per cent; during the next decade
(1980B1990) it increased by 2.3 per cent a year,
and since 1990 it has been expanding by 3.3 per
cent ayear. In 1997, around 41.5 per cent of total
seaborne dry cargo consisted of main dry bulk
commodities. The share of main dry bulk cargoes
had increased significantly in the 1970s and 1980s,
hitting a peak share of nearly 45 per cent in the
mid-1980s. Since then, however, overall dry cargo
trade has regained greater momentum than the main
dry bulk commodity sector. This difference could
be mainly attributable to the significant expansion
of genera/unitized cargo trade, which moved
mainly on liner trade routes. The volume of overall
dry cargo shipments grew by 5.7 per cent in 1997,
which was the highest rate since 1988, reaching
2,781 million tons, while man dry bulk
commodities increased significantly by 6.0 per cent.
The 1998 growth of overal dry bulk
seaborne cargo is expected to slow down to 3.7 per
cent, equally divided between main bulk and
other dry cargoes (3.7 per cent) (see table 3 and

graph 2).
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World crude sted production in 1997 increased
substantially by 6.2 per cent to 794 million tons.
The European Uniorrs share climbed in 1997 by
8.8 per cent to 160 million tons. Most of this
growth was shared by France, Germany and Italy
with increases of 12.1, 13.1 and 6.0 per cent
respectively. Asia registered its seventh consecutive
year of increase, with a growth rate of 7.0 per cent
for 1997, reaching 307 million tons. China, Japan
and the Republic of Korea continued to be maor
producers, with increases of 7.5,5.8 and 9.4 per
cent respectively over the previous year. North
America produced 130 million tons, an increase of
54 per cent in 1997 over the previous year,
registering its sixth consecutive year of increase.
The combined volume of these mgjor crude steel-
producing country groups increased to 597 million
tons, accounting for 75.2 per cent of the world-s
total crude steel production.’

World steel consumption

14. World steel demand is expected to exceed the
700-million-ton level for thefirst timein 1998; of



this about 170 million tons will be traded on board
ships. Thiswill be only 0.8 per cent up on the 695-
million-ton level of consumption in 1997, but still
means that a steady year-on-year growth has been
maintained for thelast five years. Steel consumption
among the devel oped market-economy countries of
Canada, Japan, the United States and Western
Europe combined is expected to show stable demand
levelsin coming years. The maor growth markets
will be in Eastern Asia, including China, Eastern
Europe, and Centra and South America, where
Brazilian demand growth will be influential .2

Iron-oretrade

15.  During the 1980s and 1990s, the world steel
industry has consistently generated import demand
for over 300 million tonsof iron ore per annum. Iron
ore hasrepresented amost one-quarter of al dry bulk
cargoes moved in any given year. Thetotal volume
of iron-ore trade in 1997 grew by 8.2 per cent to
423 million tons, as aresult of increased world steel
production. Iron-ore import patterns have changed
significantly in recent years, with the predominance
of the European Union and Japanese markets
declining in response to major rationalization
programmes among the largest steel producers.
Japan and the major European Union steel-making
countries are expected to show reduced growth of
iron-oreimport demand in the near to medium term,
whilethe new growth markets of China, the Republic
of Koreaand Taiwan Province of Chinain East Asia
and potentially re-emerging marketsin the countries
of theformer Eastern European bloc will replacethe
traditionally influential import centres. Importsinto
the European Unionin 1997 climbed by 3.8 per cent
to 136 million tons, as compared to 131 million tons
in 1996. A similar trend was noted in Japan, where
iron-oreimportswerereportedly up 6.5 per cent over
1996, reaching 127 milliontons. Among other major
iron-oreimporters, the Republic of Koreashowed a
3.2per cent rise in 1997, representing around
35.5 million tons from 34.4 million tons in the
previous year. Elsewhere in East Asia, Taiwan
Province of Chinaimported 35.6 per cent more iron
ore in 1997, an increase to 13.7 million tons from
10.1 milliontonsin 1996. Chinese iron-ore imports
reached 48.5 milliontonsin 1997, 10 per cent higher
than the 44.1 million tons imported in 1996. As
exporters of iron ore, Australia and Brazil supplied
147 and 142 million tons respectively in 1997,
representing increases of 8.3 and 9.5 per cent over
the previous year. The two countries combined
exports account for two-thirds of the world total

exportsof ironore. Elsewhere, exportsfrom Canada,
India and South Africa were down by 6.4, 0.6 and
4.1 per cent respectively in 1997, at 22.0, 31.5 and
18.5 milliontonsrespectively. The prospectsfor the
near to medium term are for steadily growing world
steel consumption, even if only at modest rates such
as the 0.8 per cent experienced in 1997, which is
exp?cted to continue to boost world demand for iron
ore.

Coal trade

16.  Growthinthe coal trade, especially for steam
coal, has provided the greatest contribution to overall

increases in total dry bulk trades during the 1980s
and 1990s. From approximately 200 million tons
shipped in 1980, seaborne trade in coa has climbed
by just over 7 per cent per annum on averageto reach
alevel of 453 million tons in 1997. Austrdia, the
largest exporter, accounted for one-third of theworld
total in 1997, supplying 80 million tons of coking
coal and 72 million tons of steam coal, which taken
together represented a 7.5 per cent increase over the
previous year. Exports from the United States, the
second-largest coal supplier in the world in 1997,
decreased by aimost 8 per cent from the 1996 level,
showing total loadings of 65 million tons, with steam
coa shipments of 22 million tons and coking coal

shipmentsof 43 milliontons. South Africashowed a
small advance in coal loadings during 1997, lifting
62 million tons, an increase of just over 3 per cent
from the level of 1996. Canadian exporters aso
experienced asmall increase of 2.4 per cent in 1997,
exporting 34 million tons, while Colombia and
Indonesia increased their exports to 28 and
42 million tons respectively, an increase of 15 per
cent each. Chinese exports appeared to be stabilizing
at around 30 million tons. Among importers, total

Japanese coal importsin 1997 were amost 2 per cent
higher than in 1996, amounting to 132 million tons
comprising 75 million tons of coking coa and
57 million tons of steam coal. Of other major Asian
coal importers, the Republic of Korea and Taiwan

Province of Chinareported importsthat were 6.6 per
cent and just over 17 per cent respectively up on the
1996 levels, reaching a volume of 49 million tons
and 37 million tons respectively. Western European
coa importsin 1997 stood at 149 million tons, with
steam coa demand falling by less than 1 per cent
fromthe 1996 |level to 101 million tons, while coking
coal imports increased by 2.8 per cent to 48 million
tons. Theworld coal trade is expected to continue to
grow at an annual average rate of about 4 per cent up
to the year 2000 and around 3 per cent up to 2005.”



Grain trade

17.  The1997 seabornetradein grainincreased by
5.2 per cent to 203 million tons from 193 million
tonsin 1996. Whiletradein agricultura produce can
hardly be predicted with any accuracy, since trade
trends and patterns of supply and demand are often
affected by sudden changes in weather conditions
which result in harvest failures or surpluses in the
major consuming regions, major suppliers such as
Argentina, Australia, Canada, the European Union
and the United States will continue to dominate the
supply side. Traditional large-scale importers such
as China, Eastern Europe and Japan will remain
major markets, followed by Africa, South-East Asia
and the Far East, to which shipments of grain have
been rising.  United States exports in 1997
experienced a further decline of 17.0 per cent to
74.3 million tons from 89.6 million tons in 1996.
Exports from the European Union aso declined in
1997 by 2.8 per cent from the previousyear? s level
to 17.8 million tons. Exports by other major
supplyig countries such as Argentina, Australia and
Canada substantially expanded in 1997 by 48.6 per
cent, 19.0 per cent and 24.3 per cent respectively, to
20.9 milliontons, 22.9 milliontonsand 26.7 million
tonsrespectively. World grain producein 1997/1998
is expected to be 1,480 million tons, up to 13.5 per
cent of which will be exported, representing
approximately 200 million tons, amarginal decrease
as compared with 203 million tons in 1997.°

Other principal dry bulk seaborne cargoes

18. Trades in other principa dry bulk
commodities, i.e. phosphate and bauxite/alumina,
increased in 1997 by 1.6 per cent to 590 million tons,
including 170 million tons of steel (excluding
European Union intraregional trade), and are
expected to marginally expand by 1.0 per cent in
1998."

(d) Liner shipments of containerized cargo
19.  Total world liner shipments of containerized
cargoes in 1997 were estimated to have

reached 48.41 million TEUS anincreaseof 7.7 per

cent as compared with the volume of the previous
year - and are expected to further expand by 3 to

4 per cent in 1998. The United States was very
activeinthisareain 1997, its combined imports and
exports substantially increasing by 9.4 per cent to
13.4 million TEUs (13.5 per cent for imports and
4.7 per cent for exports). The United States 1998
trades are expected to increase by about 5 per cent
for combined imports and exports (10 per cent for
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imports and less than 1 per cent for exports).
Europe'simports and exportsregistered afavourable
increase of 8.3 per cent, representing a total of
16.2 million TEUs (6.4 per cent for imports and
10.0 per cent for exports). Thesetradesare expected
to continuetoincreasein 1998, by over 6 per cent for
imports but less than 6 per cent for exports. Japan
experienced combined import and export growth of
only 2.4 per cent to 7.3 million TEUs (a decrease of
0.5 per cent for imports and an increase of 6.1 per
cent for exports in 1997). It is expected that
Japanese trade will further deteriorate in 1998,
growing by as little as less than 1 per cent (-2 per

cent for imports and 2 per cent for exports). Far
Eastern newly-industrializing economies
(Hong Kong (China), the Republic of Korea and
Taiwan Province of China) increased their combined
imports and exports by 6.7 per cent to 11.7 million
TEUSs (7.8 per cent for imports and 5.1 per cent for
exports) in 1997. In 1998, combined import and
export growth isexpected to decline marginally from
the level of 1997. South-East Asian countries
registered 4.7 per cent growth for combined imports
and exports (5.4 per cent for importsand 4.1 per cent
for exports) in 1997. The export trade of these
countriesin 1998 is expected to expand steadily, but
their import market is likely to experience a
significant slowdown.®

(€)
20.  According to an historical analysis of world
shipments, world seaborne trades expanded at an
annual average rate of 4.4 per cent during the period
from 1970 to 1980, and stagnated at an annual
averagerate of 0.8 per cent between 1980 and 1990.
They thenrecovered to record an annual averagerate
of 3.4 per cent between 1990 and 1997. In terms of
regional trading activities, developing countries
trading volume loaded rose by an annua average
rate of 2.7 per cent during the period from 1970 to
1980, showed a negative annua average growth of
0.5 per cent during the next decade, and recovered to
an annual average of 4.1 per cent between 1990 and
1997. For cargo unloaded, in the 10-year
period between 1970 and 1980, devel oping countries
tota volume climbed dramatically by an
annual averagerate of 9.4 per cent. Inthefollowing
decade, their volume continued to increase
moderately at an annual rate of 3.0 per cent on
average, and then increased further, recording an
average growth of 4.0 per cent per annum
between1990 and 1997.

World shipments by country groups



21. Developed market-economy  countries
showed a remarkable increase in trade volume for
loading; annual growth averaged 8.0 per cent in the
10-year period between 1970 and 1980, fell to
2.8 per cent between 1980 and 1990, and then moved
upwards to 3.1 per cent between 1990 and 1997.
Total cargo unloaded of this group over the
10 yearsfrom 1970 to 1980 increased relatively
moderately by 3.2 per cent per annum; over the next
10 years, growth slowed to an annua average of
0.7 per cent. From 1990 to 1997, however, this
group's import activities accelerated, growing by
3.0 per cent ayear on average.

22.  Theforegoing analysis, covering the period
since 1970, reveal sthat world economic performance
expressed in terms of seaborne trade expanded most
during the 10-year period between 1970 and 1980
and stagnated in the 1980s; since then, world
economic activities have regained momentum. The
trend has been similar in both developing countries
and devel oped market-economy countries.

23.  Summarized dataon world seabornetrade by
major cargo segments and country groups are
provided in graph 3 and table 4. Intermsof regiona
distribution, developing countries continued to
register a marginal increase in their share of crude
oil shipments in 1997, while their share in dry
cargo shipments decreased very marginaly from
the level of the previous year. Consequently, their
share intotal exports remained fairly stagnant at
51.2 per cent in 1997 (it was 51.3 per cent in 1996),
while their share for unloading slightly increased to
27.7 per centin 1997 from 26.7 per cent in the
previous year. Their share for loading in 1998 is
expected to fal very dlightly to 51.0 per cent, while
unloading isexpected to remain unchanged at
27.7 per cent.

24.  Among the country groups, Asian countries
failed to maintain their 1996 share for loading,
registering 26.4 per cent in 1997 as compared with
26.6 per cent in 1996, but they managed to increase
their share of goods unloaded to 18.8 per cent from
17.7 per cent in 1996. In 1998, their overall trade
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shares are expected to fall slightly to 26.2 per cent
for loading but to be at aimost the same level asin
1996 for unloading (18.7 per cent). For loading, the
share of Western Asian countries, mainly in the
sector of oil and oil products, will decline by less
than 1 per cent from the 1997 level while exports
from South-East Asian countries will increase by
5?6 per cent. For unloading, Western Asian
countries imports of manufactured goods and South-
East Asian countries imports of raw materials are
expected to increase moderately in comparison with
those in the previous year. The current crisis in
South-East Asian and Far Eastern countries has
primarily affected imports of manufactured goods,
which are expected to stagnateinthe Asianregion in
1998. American countriesmarginally increased their
sharein goods|oaded to 13.9 per cent (from 13.5 per
cent in 1996) and are expected to expand further to
over 14.0 per cent in 1998, whiletheir sharein goods
unloaded will continue to remain at the level of
previous years (4.3 per cent). The share of African
countries in goods loaded fell to 10.6 per cent in
1997 from 10.8 per cent in 1996, with a marginal
decrease in crude oil from 23.9 per cent in 1996 to
23.8 per cent in 1997, while cargoes unloaded were
very slightly below thelevel of 1996, at 4.1 per cent.
African countries trades for 1998 are expected to
decline to 10.1 per cent for loading and to remain
almost unchanged for unloading (4.0 per cent).

25. Developed market-economy  countries
experienced a margina increase in their share in
1997 t0 43.1 per cent for loading, whilein 1998 their
exports are expected to attain the level of 43.4 per
cent for loading, with dry cargo increasing
marginally to 63.3 per cent. In the meantime, their
inbound trades in 1998 will dlightly level off from
the 1997 figure of 66.6 per cent. The 1998 share of
the countries of Central and Eastern Europe is
expected to be unchanged from the 3.7 per cent for
loading and 3.1 per cent for unloading registered in
1997. The share of the socialist countries of Asia
should remain at around 1.9- 2.0 per cent for loading
and 2.7 per cent for unloading in 1998, with the 1998
figures largely depending on the economic
performance of China.
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Table4

World seaborne trade ®in 1970, 1980, 1990, 1996, 1997 and 1998 (estimates),
by types of cargo and country groups®

Country group Y ear Goods loaded Goods unloaded
Qil Total Qil
Dry all Dry [Total all
Crude | Products®| cargo | goods | Crude | Products® | cargo | goods
(Trade in millions of tons)
World total 1970 | 1110 332 1124 | 2566 | 1101 298 1091 | 2490
1980 | 1527 344 1833 | 3704 | 1530 326 1823 | 3679
1990 | 1287 468 2253 | 4007 | 1315 446 2365 | 4126
1996 | 1590 537 2631 | 4758 | 1599 480 2734 | 4815
1997 | 1626 546 2781 | 4953 | 1625 522 2890 | 5037
1998 | 1633 548 2884 | 5064 | 1611 525 2993 | 5129
(Percentage share of each category of goodsin total)
World total 1970 | 433 129 43.8 100.0 44.2 12.0 43.8 100.0
1980 | 41.2 9.3 49.5 100.0 41.6 8.9 49.6 100.0
1990 | 321 11.7 56.2 100.0 31.9 10.8 57.3 100.0
1996 | 334 11.3 55.3 | 100.0 [ 332 10.0 56.8 100.0
1997 | 32.8 11.0 56.1 100.0 32.3 104 574 100.0
1998 | 32.2 10.8 56.9 | 100.0 | 314 10.2 58.4 100.0
(Percentage share of trade by groups of countries)
Developed market- 1970 15 26.7 58.5 29.7 79.9 80.6 78.0 79.1
economy countries 1980 6.3 255 64.7 37.0 72.0 79.5 67.8 70.5
1990 134 32.7 63.4 43.8 725 814 61.7 67.3
1996 11.9 34.7 63.2 42.8 74.8 817 61.7 68.0
1997 11.9 33.7 63.2 43.1 71.6 76.7 61.9 66.6
1998 11.6 33.0 63.3 434 72.3 75.3 61.7 66.4
Countries of Central 1970 34 7.9 7.2 57 1.2 1.0 3.8 2.3
é}ndlEg_Stef ”hE:erPe 1980 | 36 14.6 5.2 54 2.3 0.4 6.0 4.0
EIJnSCS;) ingthetormer | 1990 | 46 118 38 | 50 | 26 0.3 58 | 42
1996 2.8 9.3 32 3.8 13 0.3 4.6 31
1997 2.8 9.4 3.2 3.7 13 0.2 4.6 31
1998 2.8 9.5 3.2 3.7 14 0.2 4.6 31
Socialist countries of 1970 - - 12 0.5 0.5 0.1 2.2 12
Asia d 1980 14 1.7 1.0 1.2 14 1.6 4.0 2.7
1990 25 0.9 2.0 2.0 0.3 0.3 34 2.1
1996 24 0.9 2.2 2.1 0.3 04 3.6 2.2
1997 1.6 0.9 2.3 1.9 11 2.3 3.6 2.7
1998 15 0.9 2.3 1.9 1.2 25 3.6 2.7
Developing countries 1970 | 95.0 65.4 33.2 64.1 184 18.3 16.0 17.3
1980 | 88.7 58.2 29.0 56.3 24.3 185 22.3 22.8
1990 | 795 54.7 30.8 49.2 24.6 18.0 29.1 26.5
1996 | 83.0 55.1 314 51.3 23.8 17.6 30.0 26.7
1997 | 837 56.0 313 51.2 26.0 20.8 29.9 27.7
1998 | 84.1 56.6 31.2 51.0 25.1 21.9 30.2 27.7
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Country group Y ear Goods loaded Goods unloaded
Oil Total Oil
Dry all Dry [Total all
Crude | Products®| cargo | goods | Crude | Products® | cargo | goods
of which: 1970 25.4 2.3 9.4 154 1.7 4.2 38 29
Africa 1980 | 19.0 15 56 | 108 | 40 2.9 47 42
1990 24.1 7.6 43 11.0 5.6 2.3 43 45
1996 23.9 57 38 10.8 49 2.1 39 41
1997 23.8 57 38 10.6 49 2.0 39 4.0
1998 | 22.8 53 38 10.1 50 2.0 39 4.0
America 1970 12.2 36.0 14.3 16.2 105 52 4.6 7.3
1980 124 28.4 13.2 14.3 13.3 49 54 8.7
1990 13.3 11.9 13.2 131 57 38 4.0 45
1996 14.7 12.7 12.9 135 5.0 34 4.0 43
1997 15.8 12.6 13.0 13.9 5.0 32 4.0 43
1998 16.9 13.7 12.9 14.3 51 33 4.0 43
Asia 1970 57.4 27.0 8.6 32.0 6.1 84 7.4 7.0
1980 57.3 28.1 9.7 31.0 6.9 9.8 12.0 9.7
1990 42.1 34.9 12.6 24.7 12.6 10.9 19.9 16.6
1996 444 36.2 13.9 26.6 134 116 21.3 17.7
1997 441 374 13.8 26.4 155 14.8 21.4 18.8
1998 444 37.3 13.8 26.2 14.5 15.6 215 18.7
Europe® 1970 | - - - - - - - -
1980 - - - - - 0.2 - -
1990 - 0.2 0.3 0.2 0.7 0.5 0.7 0.7
1996 - 0.2 0.3 0.2 0.5 0.2 0.6 0.5
1997 - 0.2 0.3 0.2 0.5 0.4 0.6 0.5
1998 - 0.2 0.3 0.2 0.5 0.5 0.6 0.6
Oceania ® 1970 | - 0.1 08 | 04 | 01 05 0.3 0.2
1980 - 0.2 0.5 0.2 0.1 0.7 0.2 0.2
1990 - 0.1 0.4 0.2 - 0.5 0.2 0.1
1996 - 0.1 0.4 0.2 - 0.3 0.1 0.1
1997 - 0.1 0.4 0.2 - 0.4 0.1 0.1
1998 - 0.1 0.4 0.2 - 0.5 0.1 0.1

Sources: Compiled by the UNCTAD secretariat on the basis of data supplied by reporting countries and other specialized
SOurces.

Including international cargoes|oaded at ports of the Great L akes and St. Lawrence system for unloading at ports
of the same system, but excluding such traffic in main bulk commodities.

Seeannex | for the composition of these groups, and note 4 thereto regarding the recording of trade of land-locked
countries.

Including liquiefied natural gas (LNG), liquefied petroleum gas (LPG), naphtha, gasoline, jet fuel, kerosene, light
oil, heavy fuel oil, and others.

Including the former USSR in data for 1970 and 1980.
Estimates.



(f)

26. Data on total demand for shipping services
interms of ton-miles are provided in tableb5.
World seaborne trade in volume increased by
4.1 per cent to 4,953 million tons in 1997, while
the total shipping performance measured in ton-
miles in1997 increased by 3.6per cent to
21,413 billion ton-miles, as compared witha 2.4 per
cent increase to 20,678 hillion ton-miles in 1996.
The lower ton-mile growth was mainly due to
changing trade structuresand resulting reductions in

Demand for shipping services
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average transport distances of some trade dry bulk
commodities and oil products. In terms of
market segments, demand for crude oil transport
increased by 2.5 per cent to 7,550 billion ton-miles
in1997. The overal ton-milesfor oil product
shipments increased by 0.5 per cent to 2,050 billion
ton-miles. Transport services for the three major
dry bulk commodities increased by 4.9 per cent,
with iron ore up by 8.7 per cent to 2,420 billion ton-
miles, and coal and grain each up by 2.4 per cent to
2,270 billion ton-miles and 1,153 billion ton-miles
respectively.

Table5b

World seaborne trade by types of cargo for selected years
(billions of ton-miles)

Oil

Y ear Product Other Total

Crude s Iron ore Coal Grain? cargo trade
1970 5597 890 1093 481 475 2118 10654
1980 8385 1020 1613 952 1087 3720 16 777
1985 4 007 1150 1675 1479 1004 3750 13 065
1990 6 261 1560 1978 1849 1073 4 440 17 161
1992 6 970 1620 1896 2001 1091 4 650 18 228
1993 7 391 1775 2001 1949 1038 4 840 18 994
1994 7 469 1860 2165 2014 992 5100 19 600
1995 7225 1945 2287 2176 1160 5395 20188
1996 7 363 2040 2227 2217 1126 5705 20678
1997 7 550 2050 2420 2270 1153 5970 21413
Source: Fearnleys (Oslo), Review 1997.

a

Including wheat, maize, barley, oats, rye, sorghum and soya beans.



(@ Export direction and structure of trade
in developing countries
27.  Graph 4 illustrates the export direction and

structure of trade of developing countries. In 1995,
the year for which data are available, 55.0 per cent
of developing countries exports by value were
destined for developed market-economy countries
and 35.6per cent for developing countries, as
compared with 68.4 and 26.5 per cent respectively
for 1980, and 59.4 and 34.2 per cent respectively
for 1990,

Graph4
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stressing the increasing importance of South-South
trade. The structure of exports by value comprises
five broad categories, of which manufactured goods
are the dominant cargo, accounting for 66.6 per
cent of the 1995 total, which compares with
19.5 per cent for 1980 and 53.6 per cent for 1990.
Fuels are the second largest export accounting for
15.5 per cent in 1995, compared with 59.7 per cent
in 1980 and 26.6 per cent in 1990. Percentage
shares of the other sectors comprising all food
items, agricultural raw materials, and ore and
metals have also been declining since 1980.

Export structure and direction of trade of developing countries, 1995
{percentage distribution by value)

Manufaciures
[N e

All developing countries,
excluding OPEC - 35.6%

Developed market-cconomy
countrics = 19.3%

| All echer, icluding China —3.9%%

Souree: UNCTAD, Handbook of International Trade and Development Stavistics, 1996 (United Nations

publication, sales no. EFF/S8/I1.D.T), table 3.2.



Chapter 11

STRUCTURE AND OWNERSHIP OF THE WORLD FLEET

This chapter reviews the supply-side dynamics of the world maritime industry. The information and data provided
comprehensively cover the structure and ownership of the world fleet. The chapter also reviews deliveries and
demolition of vessels, tonnage on order and markets for second-hand tonnage.

A. STRUCTURE OF THE WORLD FLEET
Principal types of vessel

28.  Comparative time series data on the world
fleet for 1995, 1996 and 1997 are provided intable 6.
Theworld merchant fleet reached 775.9 million dwt
at the end of 1997. This represents a 2.3 per cent
increase over 1996, when the world fleet had
expanded at arate of 3.2 per cent as compared with
1995. The slower rate of fleet expansion was
primarily due to newbuilding deliveries of
36.8 million dwt in 1997, while tonnage broken
upand lost was registered at 19.1 million dwt,
leavinganet gain of 17.7 million dwt in 1997
as compared with a net gain of 23.2 million dwt in
1996.

29.  The combined tonnage of oil tankers and
dry bulk carriers continued to dominate the world
fleet, representing 71.3 per cent of total tonnage in
1997, a dlight decline from 71.8 per cent in 1996.
Oil tankers accounted for 35.1per cent of 1997
world total tonnage, as compared with 35.8 per
cent in 1996, and dry bulk carriers 36.2 per cent
in 1997, as compared with 36.0 per cent in 1996.
General cargo ships and containerships accounted
for13.4per cent and 7.2per cent of total
tonnage respectively. Comparative data on vessal-
type structure indicate that the shares of ore/bulk
carriers and containerships continued to expand,
while those of oil tankers, ore/bulk/oil carriers
and general cargo ships have been on a downward
trend since 1993. Graph 5illustratesworld fleet size
trends by principal type of vessel for the period
1980-1997.

World fleet of containerships

30. The world fleet of fully cellular
containerships expanded tremendously in 1997 in
terms of both number of ships and their TEU
capacity, reaching 2,204 shipsof 3,632,000 TEUsby
the end of 1997, which represents an increase of
12.8 per cent in the number of ships and 17.6 per
cent in TEU capacity over the previous year.
Capacity developments since 1995 show a 16.8 per
cent annual average increase in the world total TEU
capacity and a 3.6 per cent increase in carrying
capacity per ship. The need to cut operating costs
through economies of scale gave aboost to ordersfor
ships of the Panamax (3,000-3,999 TEUSs) and post-
Panamax (4,000 TEUsand over) size. At the end of
1997, the newbuildings orders for all sizes stood at
360 ships, aggregating close to 700,000 TEUS,
scheduled to enter into service over the next couple
of years, of which 63 shipswere of the Panamax and
post-Panamax size, with a total capacity of around
302,000 TEUsor 18 per cent (ships) and 43 per cent
(capacity) of the total order book (see table 7).

3L The world containership fleet continued to
expand in major open-registry countries in 1997 to
36.2 per cent of theworld TEU capacity ascompared
with 34.5 per cent in 1996. The share of developed
market-economy countries al so expanded to 38.5 per
cent from 37.9 per cent in 1996. The TEU capacity
of developing countries in 1997 increased by
14.5 per cent to 629,000 TEUs from 550,000 TEUs
in 1996, while their share of the world total TEU
capacity decreased dlightly to 17.3 per cent from
17.8 per cent in 1996. This reflects the fact that the
TEU capacity of the developed market-economy

17
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Table6

World fleet size by principal types of vessel, 1995-1997 a
(end of year figures, in thousands of dwt)

Per centage change
Principal types 1995 1996 1997 1996/1997

Qil tankers 267 651 271454 272 023 0.2
36.4 35.8 35.1

Bulk carriers 261 628 272 564 281012 3.1
35.6 36.0 36.2

Ore/bulk/oil 25240 21922 20 256 -7.6
34 2.9 2.6

Ore/bulk 236 388 250 642 260 756 4.0
32.2 33.1 33.6

General cargo ships 104 145 104 642 103 880 -0.7
14.2 13.8 134

Containerships 43 849 48 766 56 108 15.1
6.0 6.4 7.2

Other typesof ships 57 644 60 745 62 904 3.6
7.8 8.0 8.1

Liquefied gascarriers 14 691 15507 16 021 33
2.0 2.1 2.1

Chemical tankers 7697 7913 7 846 -0.8
1.0 1.0 1.0

Miscellaneous tankers 628 699 920 31.6
0.1 0.1 0.1

Ferries and passenger ships 4274 4492 4614 2.7
0.6 0.6 0.6

Others 30354 32134 33503 4.3
4.1 4.2 4.3

World total 734 917 758 172 775 927 2.3
100.0 100.0 100.0

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime
Information Services (London).

a T
Percentage shares are shown initalics.
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Graph 5
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Source: Lloyd's Maritime Information Services (London).

countries and major open-registry countries shared
close to 90 per cent of the total increase in the TEU
capacity in 1997, boosting the world total capacity
and consequently reducing the share of developing
countries. The absolute increase in capacity in
developing countries was attributed mainly to
increases in the devel oping countries and regionsin
Asia (48 ships of 64,000 TEUSs), which represented
themajor portion (78.9 per cent) of the containership
fleet registered in developing countries, followed by
the developing countries in America, which
increased their capacity by 12 ships of 10,700 TEUs
as compared with the previous year. The group of
developing countries in Africa almost doubled their
total TEU capacity in 1997 as compared with 1996,
but their capacity remains at the very low level of
just below 10,000 TEUS.

Age distribution of the world merchant fleet

32.  Table8 provides data on the age distribution
of the world merchant fleet by types of vessel and by
groups of countries and territories. For the second
consecutive year, the average age distribution of the
world total fleet improved dlightly in 1997, to
14.77 years from 14.94 years in 1996. By types of
vessel, the average age of tankersfell to 14.68 years
in 1997 from the previous year's average age of

14.88 years. The share of tanker tonnage aged
15 years or over decreased substantially to 54.5 per
cent in 1997 from 56.4 per cent in 1996, mainly
because more older and uneconomic tankers were
sold for demolition. Nevertheless, the large share of
old tonnage in the world tanker fleets remains a
problem. Thedry bulk carrier fleet improved further
to 14.34 years in 1997 from 14.56 years in 1996,
reflecting increased scrapping activitiesin this sector.
Containershipsstill represented the youngest fleet in
1997, with a decrease in average age to 11.85 years
in 1997 from 12.00 yearsin 1996.

33. By country grouping, the major open-registry
countries had the lowest average age of al ships
(14.48 yearsin 1997 versus 14.72 in 1996), dlightly
younger than that of the devel oped market-economy
countries (14.68 years compared with 14.93 yearsin
1996), and that of developing countries (14.75 years
in 1997 compared with 14.81 years in 1996). The
average age of tonnage registered in the socialist
countriesof Asiaincreased further, to an average age
of 17.20 yearsin 1997 as compared with 16.76 years
in 1996. The countries of Central and Eastern
Europe continued to have the oldest fleet, with
vesselsbuilt over 15 years ago representing 67.6 per
cent of their total fleet in 1997 as compared with
65.7 per cent in 1996.
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Table7

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

in 1995, 1996 and 1997
(end-of-year figures)

Flags of registration by groups of
countries

Number of ships

TEU capacity and percentage shares?

1995 | 1996 | 1997 1995 1996 1997
World total 1771 | 1954 2204 2720092 | 3089682 | 3632070
100.0 100.0 100.0
Developed mar ket-economy countries 441 592 675 827 618 1170879 | 1398781
30.4 37.9 385
Major open-registry countries 609 683 800 898 270 1066261 | 1315130
33.0 345 36.2
Total, developed market-economy and 1050 | 1275 1475 1725888 | 2237140 | 2713911
major open-registry countries 635 724 747
Countries of Central and Eastern 50 45 35 29502 27120 23276
Europe (including the former USSR) 11 0.9 0.6
Socialist countries of Asia 67 98 99 95173 95 882 96 739
35 31 2.7
Developing countries 384 441 504 453478 549 555 628 999
16.7 17.8 17.3
of which in:
Africa 5 5 8 4779 4779 9117
0.2 0.2 0.3
America 109 126 138 86 566 108 552 119299
32 35 33
Asia 263 305 353 357 282 431 669 496 028
13.1 14.0 13.7
Europe 4 5 5 3711 4555 4555
0.1 0.1 0.1
Oceania 3 - 1140
0.0
Other, unallocated 200 95 91 416051 179 985 169 145
15.3 5.8 4.7

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime Information

Services (London).

a

Percentage shares are shown in italics.
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Table8

Age distribution of the world merchant fleet by types of vessel, as at 31 December 1997
(percentage of total dwt)

Average Average
0-4 | 59 | 10-14 | 15years age | age(years)
Country grouping Typesof vessel | Total | years | years | years | and over (years) 1996
All ships 100 | 17.3 | 147 15.7 52.3 14.77 14.94
World total Tankers 100 | 184 | 18.7 84 54.5 14.68 14.88
Bulk carriers 100 | 184 | 122 | 215 47.9 14.34 14.56
General cargo 100 6.9 9.3 17.8 65.9 17.42 17.29
Containerships 100 | 29.3 | 176 | 165 36.6 11.85 12.00
All others 100 | 138 | 15.1 17.0 54.1 15.28 15.32
All ships 100 | 175 | 139 174 51.2 14.68 14.93
Developed market- | Tankers 100 | 179 | 128 | 105 58.8 15.45 15.90
economy countries | Bulk carriers 100 | 154 | 11.2 | 264 47.0 14.60 14.68
General cargo 100 | 132 | 142 | 233 49.3 14.90 14.87
Containerships 100 | 286 | 20.0 | 128 38.7 12.02 12.48
All others 100 | 15.0 | 18.2 19.3 47.6 14.36 14.08
All ships 100 | 193 | 155 | 134 51.8 14.48 14.72
Major open-registry | Tankers 100 | 20.8 | 20.9 5.8 524 14.10 14.03
countries Bulk carriers 100 | 195 | 121 18.3 50.1 14.46 15.20
General cargo 100 74 10.8 | 19.7 62.0 16.91 16.72
Containerships 100 | 305 | 139 | 16.7 39.0 12.17 1151
All others 100 | 175 | 147 14.2 53.6 14.88 15.62
All ships 100 | 18.6 | 14.9 14.8 51.6 1454 14.81
Subtotal Tankers 100 | 19.7 | 17.8 7.6 54.8 14.61 14.76
Bulk carriers 100 | 184 | 119 | 205 49.2 14.49 15.04
General cargo 100 94 120 | 210 57.6 16.22 16.06
Containerships 100 | 295 | 170 | 147 38.8 12.08 12.02
All others 100 | 16.1 | 16.6 17.0 50.3 14.59 14.75
All ships 100 24 11.3 18.7 67.6 17.96 17.64
Countries of Central | Tankers 100 15 6.7 204 71.4 18.66 18.32
and Eastern Europe | Bulk carriers 100 | 00 | 109 | 198 69.3 18.39 17.53
General cargo 100 3.8 119 | 168 67.4 17.75 17.89
Containerships 100 9.2 11.8 | 415 375 14.24 14.63
All others 100 4.2 15.8 16.8 63.2 17.11 16.79
All ships 100 | 11.8 6.6 145 67.1 17.20 16.76
Socialist countries of | Tankers 100 | 20.8 7.2 125 59.5 15.51 13.96
Asia Bulk carriers 100 | 133 | 6.8 154 64.6 16.80 16.34
General cargo 100 37 47 10.8 80.8 19.48 19.29
Containerships 100 | 276 | 147 | 324 25.2 11.01 10.98
All others 100 6.7 6.3 12.1 74.9 18.51 18.72
All ships 100 | 159 | 151 18.3 50.8 14.75 14.81
Developing Tankers 100 | 132 | 243 11.0 515 14.62 15.53
countries (excluding | Bulk carriers 100 | 21.7 | 133 | 26.4 385 13.00 12.63
open-registry General cargo | 100 | 42 | 48 | 144 76.6 19.00 18.80
countries) Containerships | 100 | 344 | 200 | 131 | 325 10.81 12.10
All others 100 9.1 105 | 181 62.3 16.80 16.47

Source: Compiled by the UNCTAD secretariat on the basis of datasupplied by LIoyd's Maritime Information Services
(London).

To calculate the 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.




Delivery of newbuildings

34. Following the exceptionally high level of
newbuilding activities in 1996, when 1,082 vessels
aggregating 38.2million dwt were delivered,
newbuildingsin 1997 declined by 1.4 million dwt or
3.5 per cent from the previous year to 1,065 vessels
aggregating 36.8 million dwt. Deéliveries of oil
tankers decreased significantly to 7.4 million dwt in
1997 from the 98 vessels of 11.6 million dwt in
1996, whereas dry bulk carriers increased
substantialy in 1997 to 298 vessels of 18.8 million
dwt. In the "others' category, containerships
accounted for nearly half of the units newly delivered
(seetable 9).

Demoalition of ships

35.  Trendsin tonnage, types and average age of
broken-up vessels are reflected in tables 10, 11 and
12. In 1997, total tonnage sold for demolition
decreased by 3.3 million dwt or 18.2 per cent from
the tonnage of the previousyear to 14.8 million dwt,
which accounted for 1.9 per cent of the world total
deadweight tonnage. The tonnage for oil tankers
continued to decrease in 1997 to 3.6 million dwt
from 6.6 million dwt in 1996. Only eight VLCCs
were sold for demolition in 1997, six fewer than in
the previous year, and 22 less than in 1995. These
figures clearly illustrate that the VLCC market
during 1997 was so attractive that only the
economically untradeable units were destined for
breakers. The number of Suezmax tankers broken up
was down from nine units in 1996 to four in 1997,
while the number of Aframax tankers broken up was
up from six units in 1996 to seven in 1997. The
smaller sizes in the range of the 10,000-50,000 dwt
class experienced a reduction of 50 per cent, from
33 units in 1996 to 16 units in 1997. In overal
demolition sales of tankers, it was evident that in
1997 owners endeavoured to keep their vessels
trading for aslong as possible, as the average age of
tankers sold for demoalition increased from the last
fiveyears average of 25.4years to as high as
28.2 years in 1997. Only four combined carriers
were sold in 1997, totalling 423,000 dwt; thiswas a
drastic reduction from 15 unitsof 1.9 million dwt in
1996. Dry bulk carriers accounted for the majority
of the demolition salesvolumein 1997, increasing to
8.2 million dwt in 1997 from 7.6 million dwt in the
previousyear. Thisincrease can be attributed to the
smaller sizes of 10,000-50,000 dwt, which were up
from 77 vessels in 1996 to 115 unitsin 1997. The
larger dry bulk carriers, however, showed a decline,
with 30 Panamaxes sold, down from 35 in 1996 and
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20 Capesize units, down from 25 in 1996. The
average age of thedry bulk carriersfor demolitionin
1997 was 25.3 years, ascompared with 24.3 yearsin
1996. The average age of containerships sold for
scrapping significantly decreased in 1997 to
22.8 years from 26.2 years in 1996, while general
cargo ships decreased slightly by amost one year to
26.9 yearsin 1997 from 26.8 years in 1996.%

B. OWNERSHIPOF THEWORLD FLEET
Distribution of world tonnage by country groups

36. Table 13 and graph 6 provide data on the
distribution of theworld fleet by groups of countries
for theyears 1980, 1996 and 1997. In 1997, tonnage
ownership of developed market-economy countries
continued to marginally decrease, by 0.5 million dwt
or 0.2 per cent to 202.5 million dwt, while maor
open-registry countries continuously expanded their
fleet by 21.5 million dwt or 6.3 per cent to arecord
high of 361.0 million dwt. Analysis of the open-
registry countries fleet indicates that the developing
countries share of the tonnage registered in major
open-registry countries has slowly increased since
1980, when such open-registered tonnage was
negligible, reaching one-quarter in 1997. On the
other hand, developed market-economy countries
overall share has been on a downward trend,
representing two-thirds of the total tonnage
registered in major open-registry countriesin 1997.
The combined share of tonnage of the countries of
Central and Eastern Europe and the socialist
countries of Asia was less than 10 per cent. The
developing countries' tonnage in 1997 continued to
increase slightly, by 2.4 million dwt or 1.6 per cent
over 1996 to 149.9 million dwt. This represents a
tremendous increase over 1980, since when the
average annual increase has been 4.8 million dwt or
7.0 per cent. However, their share of the world total
deadweight in 1997 dlightly declined to 19.3 per
cent, as compared with 19.5 per cent in 1996. In
1997, the tonnage of developing countries in Asia
decreased by 0.9 million deadweight or 0.8 per cent
from the previous year's level to 107.6 million dwt,
thus accounting for 71.8 per cent of the developing
countries total, as compared with 73.6 per cent in
1996. Developing countriesin Americaadded some
3 million dwt to their aggregate fleet, which reached
34.4 million dwt, while the African developing
countries position stagnated at an insignificant level
of 6.5 million dwt or amere 0.8 per cent of theworld
fleet. The shares of the socialist countries of Asia
and the countries of Central and Eastern Europe of
world total deadweight declined in 1997 to 3.4 per
cent and 3.1 per cent respectively.
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Table9

Deliveries of newbuildings, 1980, 1985, 1990 and 1991-1997

Year Oil tankers® Combined carriers® Dry bulk carriers® Others” Total

No. of Thousand No. of Thousand No. of Thousand No. of Thousand No. of Thousand

vessels dwt vessels dwt vessels dwt vessels dwt vessels dwt
1980 99 7 015 4 451 135 4698 548 6241 786 18 405
1985 72 3945 10 683 339 14739 529 5283 950 24 650
1990 81 8694 - - 119 9643 523 4449 723 22 786
1991 101 12031 8 1120 86 5578 570 5025 765 23754
1992 125 16 003 14 1502 62 4 331 503 5029 704 26 865
1993 128 17 559 5 426 97 7832 652 5950 882 31767
1994 81 10 207 2 166 180 11 893 646 7152 909 29418
1995 83 10 862 - - 254 15405 672 7416 1009 33683
1996 98 11 589 3 330 268 17534 713 8 746 1082 38199
1997 ¢ 68 7392 3 330 298 18794 696 10330 1065 36 846

Source: Fearnleys (Oslo), Review 1997.

a

Vessels over 10,000 dwt.

Sea-going, cargo-carrying vessels of over 1,000 grt.

Provisional.
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Table 10

Broken-up tonnage trends, 1980 and 1990-1997

Broken-up tonnage 1980 | 1990 | 1991 | 1992 1993 | 1994 | 1995 | 1996 1997
Tonnage sold for breaking

(million dwt) 10.0 3.3 4.7 19.0 16.9 208 | 153 | 18.1 14.8
Shar e of broken-up tonnage

in thetotal world fleet 15

(per centage) 0.5 0.7 2.7 24 29 21 24 19

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Fearnleys (Oslo), Review, various
issues; and Lloyd's Maritime Information Services (London).

Table1l

Tonnage reported sold for breaking by types of vessel, 1992-1997
(thousands of dwt and per centage shares)

Types of Thousand dwt Per centages
vessel
1992 1993 1994 1995 1996 1997 1992 1993 1994 1995 1996 1997
Tankers 11561| 10665| 13102| 10877| 6550 3578 60.9 63.3 63.1 71.0 36.1 24.2
Combined
carriers 1580 2040 2559 1228 1861 423 8.3 121 123 8.0 10.3 28
Dry bulk 4141| 2645| 3829| 2135| 7632| 8161 21.8 15.7 18.4 13.9 42.1 55.1
carriers
Others 1693| 1502 1282 1081 2092 2646 8.9 8.9 6.2 7.1 115 17.9
Total 18975| 16852| 20772 15321| 18135( 14808 100.0f 100.0| 100.0| 100.0| 100.0| 100.0
Source: Fearnleys (Osl0), Review, various issues.
Table 12
Average age of broken-up ships by type from 1988 to 1997 a
(years)

Y ear Tankers Dry bulk carriers Containerships General cargo ships

1988 24.6 224 25.1 24.2

1989 24.9 231 27.2 255

1990 26.4 21.7 195 25.1

1991 25.3 22.0 19.0 24.8

1992 25.8 22.9 19.1 25.7

1993 24.7 24.0 229 26.4

1994 24.6 24.1 24.0 271

1995 26.1 245 24.0 25.8

1996 26.0 24.3 26.2 27.8

1997 28.2 25.3 22.8 26.9

Source: Institute of Shipping Economics and Logistics (Bremen), Shipping Statistics, 1998, Nos. 1-2.

a

Ships of 300 grt and over.
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Table 13

Distribution of world tonnage (grt and dwt) by groups of countries
of registration, 1980, 1996 and 1997 &
(end-of-year figures)

Flags of registration by Tonnage and per centage shares”
groups of countries
Ingrt (millions) In dwt (millions)
1980 ¢ 1996 1997 1980 ¢ 1996 1997
World total 4145 509.4 523.7 682.8 758.2 775.9
100.0 100.0 100.0 100.0 100.0 100.0
Developed market-economy 214.3 142.2 143.7 350.1 203.0 2025
countries 51.7 27.9 27.4 51.3 26.8 26.1
Major open-registry 114.2 216.4 230.7 212.6 3395 361.0
countries 27.6 425 44.1 311 44.8 46.5
Countries of Central and 32.0 26.6 22.8 37.8 29.0 24.3
aaesﬁi';%g”boggéi)”d”dmg 7.7 5.2 4.4 55 3.8 31
Socialist countries of Asia 73 185 17.9 10.9 27.1 26.0
18 3.6 3.4 16 3.6 3.4
Developing countries 44.7 97.4 100.2 68.4 1475 149.9
10.8 19.1 19.1 10.0 195 193
of which in:
Africa 49 5.1 5.1 7.2 6.5 6.5
America 145 21.7 23.8 21.8 315 34.4
Asia 25.0 69.8 70.2 39.1 1085 107.6
Europe 0.1 0.6 0.9 0.2 0.8 12
Oceania 0.1 0.2 0.2 0.1 0.2 0.2
Other, unallocated 20 8.3 8.4 3.0 12.1 12.1
05 16 16 0.4 16 16

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime Information Services (L ondon).

a . . . , L
Excluding the United States Reserve Fleet and the United States and Canadian Great Lakes fleets, which in 1996
o amounted respectively to 3.0, 1.0 and 1.2 million grt (3.7, 1.9 and 1.9 million dwt).
Percentage shares are shown in italics.
c . .
Mid-year figure.
d

Average.
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Graph 6

Woerld toanage by country groups, 1997
(rercentage distribution of dwi)
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Services (Londoa).

Distribution of world tonnage by types of vessel

37.  Table14 providesmoredetailed dataon fleet
distribution by types of vessel and country groupsfor
the years 1980, 1996 and 1997. In the oil tanker
sector, the share of developed market-economy
countries continued to decrease marginaly to
30.8 per cent in 1997. Conversely, open-registry
countries shareincreased to 50.2 per cent, reflecting
the unbroken trend, particularly for owners in
developed market-economy countries, to register
tanker tonnage under open registries. Developing
countries increased their share from 15.0 per cent to
15.6 per cent in 1997, primarily reflecting the
increasing share of Asian and American developing
countries, which rose in 1997 to 11.6 per cent and
3.2 per cent of world tanker tonnage respectively.

38. Inthe dry bulk carrier sector, the tonnage
share of developed market-economy countriesin the
world total continued to decrease to 18.8 per cent in
1997. Asinthe case of tanker tonnage, major open-
registry countries continuously expanded their share,
reaching 51.9 per cent in 1997. The developing
countries share declined to 20.6per cent as

compared with 22.1 per cent in 1996. The share of
developing countries in Asia decreased similarly to
15.9 per cent in 1997. Nevertheless, in terms of
tonnage share, dry bulk carriers continued to
represent the most important type of vessel in Asian
fleets.

39. In the sector of general cargo ships, the
developed  market-economy  countries  are
consolidating their share of ownership of such ships
at around 19 per cent, while major open-registry
countries continued to increase their share in 1997,
reaching 36.1 per cent as compared with 34.8 per
cent in 1996. Developing countries expanded their
shareto 26.9 per cent in 1997 from 25.8 per cent in
1996. It isin this type of vessd that the share of
developing countries in the world fleet is
continuously the highest. The overall containership
sector continued to expand to 8.1 per cent of the
world total deadweight tonsin 1997, representing a
constant expansion from 3.9 per cent in 1990 and
1.6 per cent in 1980. Developed market-economy
countriesvery marginally increased their share of the
containership deadweight tonnage to 37.0 per cent
in 1997. The maor open registry countries' share
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Table 14

Percentage shares of world tonnage by types of vessel and country groups,
in 1980 (as at 1 July), 1996 and 1997 (as at 31 December) 2

Country group Y ear Total dwt Qil Bulk General Container | Other
tankers| carriers? cargo ships ships ships
Million | Percentage of
dwt world total Per centage shar e by vessel type
World total 1980 682.8 100.0 49.7 27.2 17.0 16 45
1996 758.2 100.0 35.8 35.9 138 6.4 8.0
1997 775.9 100.0 35.1 36.2 13.4 8.1 7.2
Percentage share by group of countries
Developed market-economy | 1980 350.1 51.3 52.5 52.7 434 74.3 50.4
countries 1996 203.0 26.8 31.3 20.1 19.3 36.6 41.3
1997 202.5 26.1 30.8 18.8 19.0 37.0 40.2
Major open-registry 1980 2125 311 36.2 31.7 20.8 135 17.0
countries 1996 339.5 44.8 49.8 48.3 34.8 35.1 31.4
1997 361.0 46.5 50.2 51.9 36.1 36.9 32.4
Countries of Central and 1980 37.8 55 28 4.2 123 29 19.2
Eastern Europe 1996 29.0 38 18 32 10.6 10 6.3
1997 24.3 31 14 2.8 8.4 0.7 5.6
Socialist countries of Asia 1980 109 16 0.6 16 47 0.1 13
1996 27.1 3.6 13 4.3 8.3 35 24
1997 26.0 34 1.2 4.0 8.0 31 2.2
Developing countries 1980 68.4 10.0 7.7 9.2 17.6 7.6 12.0
1996 147.5 195 15.0 22.1 25.8 18.1 18.0
1997 149.9 19.3 15.6 20.6 26.9 17.7 18.8
of which in:
Africa 1980 7.1 10 11 0.1 2.3 . 21
1996 6.5 0.9 0.8 05 18 0.2 2.0
1997 6.5 0.8 0.8 05 16 0.3 19
America 1980 21.8 3.2 23 3.3 5.6 0.1 3.7
1996 315 4.2 29 3.7 8.8 3.3 4.7
1997 34.4 4.4 3.2 3.9 94 32 5.0
Asia 1980 39.1 5.7 4.3 5.7 9.8 2.7 5.7
1996 108.5 14.3 11.3 17.8 14.9 14.4 11.1
1997 107.6 13.9 11.6 15.9 154 14.1 11.8
Europe 1980 0.2 - - - 0.1 - -
1996 0.7 0.1 - 0.1 0.3 0.2 -
1997 12 0.2 - 0.3 0.3 0.1 -
Oceania 1980 0.2 - - - 0.1 - -
1996 0.2 - - - 0.1 - 0.1
1997 0.2 - - - 0.1 - 0.1
Other, unallocated 1980 3.0 0.4 0.2 0.6 0.9 16 0.1
1996 12.1 16 0.8 2.0 13 5.7 0.7
1997 12.1 16 0.8 1.9 15 4.7 0.8

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime Information Services
(London).

Excluding the United States Reserve Fleet and the United States and Canadian Great L akes fleets.
Ore and bulk carriers, including combined ore/oil and ore/bulk/oil carriers.



continued to expand, reaching 36.9 per cent in 1997,
most of which represented shipsowned by ownersin
devel oped market-economy countries. The share of
devel oping countriesin theworld containership fleet
decreasedto 17.7 per cent in 1997 from 18.1 per cent
in 1996, which was an increase over the previous
years. It is notable that regional imbalances
continued to characterize this sector, with Asian
developing countries alone accounting for 14.1 per
cent in 1997 (14.4 per cent in 1996) of the world
containership deadweight tonnage or about 80 per
cent of that of developing countries.

The structure of the fleet of main country groups

40.  Table15 providesdataon the structure of the
merchant fleet of the man country groups.
Devel oped market-economy countries tonnagein oil
tankersand dry bulk carriersreached 67.6 per cent of
the group's total fleet, which is, however, only a
marginal decreasefrom 68.8 per centin 1996. Their
general cargo shipsamounted to 9.7 per cent, which
is also dlightly less than the 10.0 per cent in the
previous year, while containerships accounted for
10.2 per cent as compared with 8.8 per cent in 1996.
Major open-registry countries have a greater
proportion of their fleets in the oil tanker and dry
bulk carrier sectors, accounting for a combined
78.2 per cent in 1997, which very marginaly
declined from the 1996 share of 78.6 per cent. Their
share of general cargo ships (10.4 per cent) was less
than the 10.7 per cent in 1996. However, their share
of containerships in 1997 (5.7 per cent) was higher
thanin 1996 (5.0 per cent). In absolute terms, the
containership deadweight tonnage (20.7 million dwt)
of major open-registry countries in 1997 was the
same as that of the developed market-economy
countries (20.7 million dwt). The distribution of
tonnage between developed market-economy
countries and open-registry countries continuesto be
determined by the capital intensity of ships and
operational considerations. Accordingly, thereis a
bias towards capital-intensive container tonnage
under developed countries flags, while dry and
liquid bulk vessels with different operating patterns
that are not integrated into transport chains are
primarily flagged under open registries.

41.  Indeveloping countries, tonnage distribution
is characterized by a comparatively high proportion
of dry bulk carriers, although their share has been on
a downward trend (42.1 per cent in 1995, 40.8 per
cent in 1996 and 38.6 per centin 1997). Conversely,
oil tankers increased their share to 28.3 per cent in
1997 as compared with 26.7 per cent in 1995, while
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their containership fleets also marked a dlight
increase to 6.6 per cent in 1997 from 6.0 per cent in
1996 (and from 5.5per cent in 1995). In the
countries of Central and Eastern Europe, general
cargo shipsare still dominant, though less so than in
the past, accounting for 36.2 per cent in 1997 (as
compared with 38.3 per cent in 1996 and 39.4 per
cent in 1995), while containerships have remained at
alow level of 1.6 per cent since 1995. The socialist
countries of Asia continued to have a predominant
share of both dry bulk carriers (43.5 per centin 1997,
42.8 per cent in 1996 and 42.2 per cent in 1995) and
general cargo ships, whose share has remained at
around 32 per cent since 1995.

C. REGISTRY OF VESSELS

The 35 most important maritime countries and
territories

42.  The 35 most important maritime countries
and territories in terms of deadweight are ranked in
table 16. Thetable liststhe number and deadweight
tonnage of merchant vessels registered under the
national flag or aforeign flag when the controlling
interest of the vessel is located in the domicile
country or territory. In 1997, these 35 countries and
territories controlled 93.60 per cent of the world
merchant fleet (93.48 per cent in 1996), the five
largest controlling 49.9 per cent (50.0 per cent in
1996) and the top 10 controlling 67.4 per cent
(66.6 per cent in 1996).

43. Among these countries and territories, the
increasing trend to register under a foreign flag
continued in 1997. Tota tonnage registered under
foreign flags in 1997 reached 386.5 million dwt,
representing 58.8 per cent of the 35 countries' total
fleet, as compared with 56.3 per cent in 1996 (and
54.3 per cent in 1995). These figures indicate that
more than half of the tonnage beneficially owned by
the 35 countries and territories was not registered in
the countries of domicile of the parent enterprises.
Whileregistry under foreign flagsisalong-standing
practice, mainly by owners from devel oped market-
economy countries, it is now becoming common
practicein al country groups, including developing
countries. In this context, it is notable that the
13 developing countries and territories (including
Hong Kong (China), but excluding Taiwan Province
of China) listed in the table had about half of their
tonnage (50.7 per cent) registered under foreign

flags.
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Table 15

Structure of the merchant fleets of the main country groups, as at 31 December 1997 a
(millions of dwt and percentage shares)

Developed market- Major open-registry Developing Countriesof Central | 29
economy countries countries countries and Eastern Europe Socialist countries of
World Asia
Million % Million % Million % Million % Million % Million %
dwt dwt dwt dwt dwt dwt

Total fleet 775.9 100.0 202.5 100.0 361.0 100.0 149.9 100.0 24.3 100.0 26.0 100.0
Oil tankers 272.0 35.1 83.9 41.4 136.5 37.8 42.4 28.3 39 16.0 33 12.7
Bulk carriers 281.0 36.2 52.9 26.1 145.9 40.4 57.8 38.6 7.8 31.8 11.3 435
General cargo 103.9 13.4 19.8 9.8 375 104 27.9 18.6 88 36.2 83 31.9
Containerships 56.1 7.2 20.7 10.2 20.7 57 9.9 6.6 04 1.6 1.7 6.5
Other ships 62.9 81 25.3 125 20.4 57 11.8 79 35 14.4 14 54

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime Information Services (London).

a

Ships of 100 grt and over, excluding the United States Reserve Fleet and the United States and Canadian Great L akes fleets.




The 35 most important maritime countries and territories, as at 31 December 1997 a
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Table 16

Country or territory of

Number of vessels

Deadweight tonnage

domicile Foreign flag Total as
National | Foreign National Foreign aspercentage  percentage of
flagC flag Total flag flag Total of total world total

Greece 848 2240 3088 42683115 81158625 123841740 65.53 17.63
Japan 882 1925 2807 20295139 68 959 222 89 254 361 77.26 12.71
Norway 863 657 1520 29542 962 24 215 926 53 758 888 45.05 7.65
United States 473 752 1225 12 393 125 32924 147 45 317 272 72.65 6.45
China 1574 432 2006 22147 888 15883 062 38030950 41.76 541
Hong Kong 101 506 607 5751272 29812 206 35563478 83.83 5.06
Republic of Korea 485 370 855 9341432 15537 176 24 878 608 62.45 3.54
United Kingdom 390 465 855 7418936 14 438 497 21857433 66.06 311
Germany 530 1046 1576 7761182 13854 842 21616 024 64.10 3.08
Sweden 174 201 375 1785434 17 404 165 19 189 599 90.70 2.73
Taiwan Province of

China 179 278 457 7862811 8239 598 16 102 409 51.17 2.29
Singapore 439 253 692 10309 153 5462719 15771872 34.64 2.25
Russian Federation 2 356 246 2602 10680 528 4121042 14 801 570 27.84 211
India 369 75 444 10 775 080 1610858 12385938 13.01 1.76
Denmark 427 215 642 6 711 596 5437 446 12149 042 44.76 1.73
Italy 429 152 581 6714 285 5108419 11822 704 43.21 1.68
Saudi Arabia 66 62 128 993 525 10 244 881 11 238 406 91.16 1.60
Brazil 197 22 219 6895578 2840337 9735915 29.17 1.39
Turkey 440 34 474 9045 847 365 870 9411717 3.89 1.34
France 175 110 285 4425670 3172515 7598 185 41.75 1.08
Iran, Islamic Rep. of 146 5 151 6099 433 185112 6 284 545 2.95 0.89
Switzerland 15 218 233 698 183 5420017 6118 200 88.59 0.87
Netherlands 476 204 680 2699 082 2742815 5441 897 50.40 0.77
Malaysia 227 20 247 4418729 131930 4550 659 2.90 0.65
Philippines 337 13 350 4427 163 65 494 4492 657 1.46 0.64
Indonesia 466 94 560 3128578 1088907 4217 485 25.82 0.60
Belgium 26 133 159 106 543 4086 114 4192 657 97.46 0.60
Ukraine 476 98 574 2276651 1904 818 4181 469 45.55 0.60
Romania 208 21 229 2915691 835016 3750707 22.26 0.53
Thailand 234 59 293 2468 586 1166 244 3634830 32.09 0.52
Spain 120 188 308 406 866 3067 127 3473993 88.29 0.49
Australia 67 29 96 2744238 492 672 3236910 15.22 0.46
Croatia 74 90 164 1123098 2076919 3200017 64.90 0.46
Finland 111 a7 158 1100112 2099 649 3199 761 65.62 0.46
Kuwait 30 6 36 2769183 351028 3120211 11.25 0.44
Total (35 countries) 14410| 11266 25676 270916694 | 386505415| 657422109 58.79 93.60
Per centage 56.1 43.9 100 41.2 58.8 100
World total 16772 12347 29119 295035670| 407349399| 702385069 58.00 100.00
Per centage 57.6 424 100 42.0 58.0 100

Source: Lloyd's Maritime Information Services (London).

a

Vessels of 1,000 grt and above, excluding the United States Reserve Fleet and the United States and Canada Great L akes

fleets.

The country of domicile indicateswhere the controlling interest of the fleet islocated, 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 officesin New Y ork, 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-governing territories.
For the United Kingdom, British flag vesselsareincluded under the national flag, except for Bermuda(listedintable 17 as
an open-registry country).




While this is a substantial share, there are considerable
fluctuations among countries. In some developing
countries and territories, for instance, foreign registry
accounted for around 90 per cent of their total tonnage
(91.2 per cent for Saudi Ar abia and 83.8 per cent for
Hong Kong, China), while others hardly made any use of
foreign flag facilities (1.5 per cent for the Philippines,
29per cent for Madaysia and 3.0 per cent for the
Islamic Republic of Iran). For developed market -
economy countries that are among the 35 most important
maritime countries, the share of foreign-registered
tonnage was considerably higher than in developing
countries, standing at 64.5 per cent (up from 58 per cent
in 1996).

Major open registries

44.  Foreign registers continue to expand their
share in the world merchant fleet. Table 17
summarizes the tonnage distribution of the
seven mgjor open-registry countries by principal
typesof vessel. Thetotal tonnageregistered in 1997
increased significantly by 8.0per cent to
328.8 million dwt from 304.4 million dwt in the
previous year. Panama heads the list, expanding its
fleet in 1997 by as much as 17.3 million dwt or
15.8 per cent to 126.2 million dwt, and is followed
by Liberia, whose fleet marginally decreased by
1.9 per cent to 90.9 million dwt. Maltaexpanded its
fleet by aremarkable 6.2 million dwt or 22.4 per cent
to 33.7 million dwt from 27.5 million dwt in 1996.
Cyprus fleet continued to decrease, faling by
0.3 million dwt to 32.8 million dwt from 33.1 million
dwt in the previous year. The analysis by type of
vessel shows that oil tankers represented 39.8 per
cent of the total deadweight in 1997 as compared
with 41.5 per cent in 1996, followed by dry bulk
carriers, which increased their share to 39.3 per cent
in 1997 from 37.9 per cent in the previous year,
and generd
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cargo ships, with 9.7 per cent in 1997 (down
from9.8per cent in 1996). The share
of containerships continued to increase, reaching
5.9 per cent in 1997 from alevel of 5.3 per cent in
1996, reflecting the increasing trend to flag out in
this sector of the global maritime transport industry
aswell.

Nationality of vessels

46.  The participation of nationals in the registry
of the most important open or international registers
is shown in table 18. The data compare the total
tonnage registered in the selected countries of
registry with the tonnage owned by the nationals of,
and registered in, the countries of registry. For most
open-registry countries, except Cyprus, the share of
tonnage owned by nationalsis minimal or zero. On
the other hand, with regard to international registry,
national ownership remained at a level of nearly
90 per cent or more. These proportions are very
similar to those of the previous year.

47.  The true nationality of the vessels operated
within the sevenmaor open-registry fleets is
analysed in table 19. In 1997, total tonnage of the
22 countriesor territories accounted for 91.9 per cent
of the total sevenmagor open-registry fleets,
remaining a almost the same level as in 1996.
Ownership is concentrated in 10 countries or
territories, which control 79.2 per cent of the
deadweight of vessels of the total seven major open-
registry fleets. On a similar basis, the top
five countries or territories control 61.2 per cent.
Greece was ranked first in 1997 for the
fourth consecutive year, with the largest share
(22.8 per cent) of thetotal seven major open-registry
fleets and also with the largest total foreign-flag
ownership position, representing 81.16 million dwt,
ahead of Japan with 68.96 million dwt.
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Table17

Tonnage distribution of major open-registry fleets, & as at 31 December 1997

Oil tankers Dry bulk carriers General cargo Containerships Others 1997 total . 1996 total
Thousan

Thousand Thousand d Thousand Thousand Thousand Thousand
Country Ships dwt Ships dwt Ships dwt Ships dwt Ships dwt Ships dwt Ships dwt
Panama 381 37152 | 1104 60 372 1321 11 320 398 11272 663 6045 [ 3867 126161 | 3478 108 904
Liberia 389 48 088 421 28 067 239 3703 144 4001 300 7057 | 1493 90916 | 1515 92714
Cyprus 130 6390 455 17 827 588 5747 97 1969 80 817 | 1350 32750 | 1348 33050
Bahamas 156 19624 131 7203 458 6 503 44 912 194 2025 983 36 267 959 35379
Malta 248 15598 315 12795 432 4059 31 625 65 637 | 1091 33714 930 27535
Bermuda 25 4142 18 1943 19 226 17 548 18 525 97 7384 80 5082
Vanuatu 2 9 25 912 45 386 0 0 47 296 119 1603 126 1757
Total 1331 131003 | 2469 129 119 3102 31944 731 19327 | 1367 17402 | 9000 328795 | 8436 304 421

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime Information Services (London).

a Ships of 1,000 grt and above: thistable is not fully comparable with tables 13 and 15, which list ships of 100 grt and above as the base.
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Table 18

Tonnage owned by the nationals of, and registered in, the country or territory of registry in the total fleet of the
most important open and international registers, as at 31 December 1997 a

(thousands of dwt)
Country or territory of Total tonnage Tonnage owned by Shar e of tonnage owned
registry registered in the nationals of, and by nationalsin thetotal
country of registry registered in, the country registered fleet (%)
of registry
Panama 126 161 0 0.0
Liberia 90 916 0 0.0
Cyprus 33416 665 20
Bahamas 36 565 299 0.8
Norwegian | nter national 86.
Ship Registry 30501 26 505 9
Malta 33720 7 0.0
Danish International 96.
Ship Registry 6 699 6 447 2
Bermuda 7384 0 0.0
Vanuatu 1603 0 0.0

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's M aritime Information Services
(London).

a . ) . . - :
Ships of 1,000 grt and above: this table is not fully comparable with tables 13 and 15, which list ships of

100 grt and above as the base.
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Table 19

True nationality of major open-registry fleets, as at 31 December 1997

Flag country Liberi Total foreign-flag
iberia Panama Cyprus Bahamas Bermuda Malta Vanuatu Subtotal fleet

Country or Thousan

terri_to_ry of d No. of Thousand | No. of Thousand | No. of Thousand | No. of Thousand | No. of Thousand | No. of Thousand | No. of Thousand | No. of Thousand | No. of

domicile dwt |vessels| % dwt vessels| % dwt  [vessels| % dwt  [vessels| % dwt  |vessels| % dwt  [vessels| % dwt  |vessels| % dwt vessels| % dwt vessels
Greece 11317 176 124 14 009 465( 11.1 23765 731 726 6879 172 19.0 - - - 18990 471 56.3 107 2 6.7 75067 2017 228 81159 2 240
Japan 6474 1501 7.1 50457| 1446| 40.0 194 19] 06 629 27 17 - - - - - - 496 27| 309 58250 1669 17.7 68 959 1925
United States 12229 194] 135 2710 135 21 322 32 1.0 5496 97| 152 821 12| 111 265 4] 038 251 32| 157 22094 506 6.7 32924 752
Hong Kong 7130 91 7.8 16 523 256 131 26 2 0.1 492 10 14 - - - 121 7 0.4 179 5| 11.2 24471 371 7.4 29812 506
Norway 7435 152 8.2 1657 76 13 138 12] 04 7810 172 215 672 8 91 3930 771 117 - - - 21642 497 6.6 24216 657
United Kingdom 3068 55| 34 641 63] 05 149 14] 05 2375 115 65 3987 43| 54.0 172 2| 05 - - - 10392 292 3.2 14438 465
China 5920 94| 65 6829 192 54 335 21 1.0 - - - - - - 410 111 1.2 - - - 13494 318 4.1 15883 432
Republic of Korea 1521 14 17 13626 296 108 - - - - - - - - - 36 4 0.1 - - - 15183 314 4.6 15537 370
Sweden 7175 371 79 234 5] 02 750 101 23 1599 26| 44 916 2| 124 - - - - - - 10674 80| 32 17 404 201
Germany 5422 2111 6.0 1199 29 1.0 2546 2191 7.8 47 14 01 54 1 07 411 28] 12 - - - 9679 502 29 13855 1046
Saudi Arabia 7499 241 82 154 10f 01 - - - 2012 71 55 25 2 03 - - - - - - 9690 43| 29 10 245 34
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Taiwan Province

of China 569 11 0.6 6294 234 5.0 206 2 0.6 - - - - - - - - - - - - 7069 247 22 8240 278]
Singapore 1047 21 12 1202 79 1.0 - - - 586 8 16 - - - 111 6] 03 - - - 2946 114 0.9 5463 253
Denmark 433 12 0.5 225 10 0.2 - - - 573 51 16 - - - - - - 70 1 4.4 1301 74 0.4 5437 215
Russian Federation 1813 25 2.0 114 16 0.1 1297 65 4.0 229 15 0.6 - - - 495 75 15 - - - 3948 196 12 4121 246
Switzerland 784 14 0.9 2132 89 1.7 74 5 0.2 176 3 0.5 - - - 1551 66 4.6 - - - 4717 177 14 5420 218
Italy 528 71 06 311 17f 0.2 201 71 06 1055 301 29 - - - 1768 40| 5.2 - - - 3863 101 12 5108 152]
Belgium 1433 12 16 196 2l 02 166 151 05 190 18 05 - - - - - - - - - 1985 471 06 4086 133]
France 345 3[ 04 619 18| 05 - - - 660 26 18 - - - - - - - - - 1624 471 05 3173 110]
Spain 95 1 01 277 41] 0.2 104 101 03 825 8 23 - - - - - - - - - 1301 60| 04 3067 188]
Croatia 679 151 0.7 - - - - - - 44 1| o1 - - - 842 36| 25 - - - 1565 52| 05 2077 90
Finland - - - - - - - - - 1811 29] 50 - - - 87 1| 03 - - - 1898 30| 06 2100 47
Subtotal 82916 1319 91.3 119409 3479| 947 30273 1164 925 33488 829| 92.2 6475 68| 87.6 29189 828| 86.6 1103 67| 689 302853 7754 919 372724 10586
Others 8000 174 8.7 6752 388] 5.3 2477 186 7.5 2779 154 7.8 909 29| 124 4525 263 134 500 52| 311 25942 1246 8.1 34625 1761
Total 90916( 1493 100.0 126 161 3867| 100.0 32750 1350 100.0 36 267 983| 100.0 7384 97| 100.0 33714 1091 100.0 1603 119| 100.0 328 795( 9000( 100.0 407 349 12347

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime Information Services (London).



D. SHIPBUILDING, THE SECOND-HAND
MARKET AND DEMOLITION

Newbuilding orders

47. A dggnificantly larger number of newbuilding
contracts were placed in 1997 than in the previous
year, with a tonnage increase of 53.0 per cent to
57.2 million dwt, which was also a record high in
terms of deadweight tonnage for a single year (see
table 20). In the tanker sector, owners who had
experienced very favourable charter rates for some
months in 1997 increased their interest in large
tankers, which had started in the second half of 1996.
Newbuilding activitiesincreased in 1997, reaching a
record high volume of orders for 428 vessels
totalling 32.5 million dwt, a level unknown since
1975. Asregardsdry bulk carriers, the charter rates
in the dry bulk market in general remained a a
relatively unfavourablelevel throughout 1997. This
was partly attributable to the many new dry bulk
carriers which had been ordered in 1994 and 1995
and were delivered in 1997. This flow of new
tonnage, coupled with rather uncertain market
prospects, did not induce owners to place orders at
the same level asin 1995 and before. Nevertheless,
the volume of new dry bulk carriers ordered in 1997
increased by 26.2 per cent to 18.0 million dwt as
compared to 14.3 million dwt in 1996. These orders
were placed predominantly by ownersin the Far East
and South-East Asia.

48.  Containerships have been an important
segment of newbuilding orders during the 1990s,
filling the order books of yards in the Far East and
Europe, particularly with orders from German
owners. However, the charter rates for
containerships have been under pressure as a result
of the substantial numbers of new ships delivered.
The number of speculative orders for larger
containershipsdecreased in 1997. All inall, thetotal
tonnage for containerships decreased by 48.5 per
cent to 3.6 million dwt (ascompared with 7.0 million
dwt in 1996). For other types of vessel, such as
general cargo shipsand passenger ferries, thelevel of
newbuilding activitiesremained relatively stable. A
total of about 3.0 million dwt was ordered in 1997,
compared with 2.3 million dwt in 1996.**

Tonnage on order

49.  Table 21 shows world tonnage on order, by
groups of countriesof registry and by principal types
of vessel. World tonnage on order at the end of 1997
reached 81.2 million dwt, an increase of as much as
16.4 million dwt or 25.3 per cent over the volume at
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the end of the previous year. Tonnage on order by
developed market-economy countries amounted to
22.0 million dwt, representing 27.1 per cent of the
world total tonnage on order as compared with
25.7 per cent at theend of 1996. Mgjor open-registry
countries accounted for 43.6 million dwt or 53.7 per
cent of tonnage on order as compared with
35.3million dwt in 1996, clearly underlining the
trend towards open-registry facilities.

50. Developing countries tonnage stood at
9.5 million dwt or 11.7 per cent of the world total
tonnage on order at the end of 1997, as compared
with 8.6 million dwt or 13.2 per cent in 1996.
Tonnage on order by Asian developing countries,
which accounted for 90.5 per cent of developing
countries total tonnage orderedin 1997, increased by
1.5 million dwt from 7.1 million dwt in 1996. The
share of the countries of Central and Eastern Europe
continued to decrease very dightly in 1997, falling to
1.3 million dwt or 1.6 per cent of the world total on
order, while the share of the socialist countries of
Asia continued to recover in 1997, ending the year
with 1.5 million dwt or 1.8 per cent of theworld total
on order ascompared with 1.2 million dwt or 1.9 per
cent in the previous year. The stagnation in African
shipping can be expected to continue, given the low
rate of newbuilding ordersof only 0.1 per cent of the
1997 world total on order. This share continues the
downward trend observed in previous years, from
0.5 per cent in 1995 to 0.4 per cent in 1996.

51.  Thedeveloping countries share of tonnageon
order decreased in 1997 for oil tankers, dry bulk
carriers and other types of vessel to 12.0 per cent,
9.8 per cent and 10.1 per cent respectively (as
compared with 15.8 per cent, 12.4 per cent and
14.2 per cent respectively in 1996). On the other
hand, their share in the 1997 orderbook for general
cargo ships and containershipsincreased to 12.2 per
cent and 17.2 per cent respectively from 6.6 per cent
and 13.5 per cent respectively in 1996. The share of
Asian developing countriesin ordersfor oil tankers,
dry bulk carriers and other types of vessel in 1997
declined to 11.2 per cent, 8.4 per cent and 7.6 per
cent respectively as compared with 11.9 per cent,
10.6 per cent and 13.0 per cent respectively in 1996,
while their share in orders for genera cargo ships
and containershipsroseto 10.2 per cent and 15.1 per
cent respectively as compared with 4.8 per cent and
11.9 per cent respectively in 1996.



(number of ships, thousands of dwt)
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Table 20
Newbuilding contracts placed for the main types of ship %in 1993-1997 and 1998

Y ear Tankers Bulk carriers Combined General cargo Container vessels | Passenger ferries Total °
carriers ships
No. | Thousand | No. | Thousand | No. | Thousand | No. [ Thousand | No. | Thousand | No. | Thousand No. Thousand
dwt dwt dwt dwt dwt dwt dwt
1993 267 17327 | 299 18 303 1 83 | 261 2102 | 182 5057 | 122 163 | 1132 43035
1994 256 13833 | 339 19 896 2 220 | 227 1493 | 242 6497 | 118 159 | 1184 42 098
1995 243 9143 | 381 22418 4 440 | 345 2449 | 345 8562 | 144 224 | 1462 43 236
1996 274 13875 | 271 14 250 - - | 257 2107 | 292 6978 | 144 155 | 1238 37 365
January 1997 22 680 17 1047 - - 12 86 11 384 6 12 68 2209
February 1997 30 2502 | 15 582 - - 17 100 35 483 10 21 107 3688
March 1997 26 2689 31 1770 - - 25 233 29 1077 3 8 114 | 36
5777
April 1997 55 3464 | 28 1630 - - 26 288 21 397 5 15 135 5794
May 1997 47 2514 16 1141 - - 16 86 14 225 9 10 102 3976
June 1997 44 4231 | 30 1867 2 220 26 189 2 15 6 6 110 6 528
July 1997 45 3371 | 31 2 096 - - 23 280 9 86 9 5 117 5838
August 1997 25 1082 21 1446 - - 29 277 8 120 10 2 93 2927
September 1997 19 2568 | 33 2073 - - 37 260 10 318 10 19 109 5238
October 1997 48 5870 | 29 1706 - - 24 238 5 65 9 12 115 7891
November 1997 33 1787 | 16 1382 - - 34 249 14 310 9 10 106 3738
December 1997 34 1758 | 15 1243 - - 30 415 8 138 10 29 97 3583
Total 1997 428 32516 | 282 17983 2 220 | 299 2701 | 166 3618 96 149 | 1273 57187
January 1998 17 1545 | 30 2449 - - 19 136 5 89 13 32 84 4251
February 1998 22 1288 | 21 1463 - - 19 192 15 313 11 30 88 3286

Source: Shipping Statistics and Market Review, 1997, Institute of Shipping Economics and Logistics (Bremen), Nos. 1/2.
a

Ships of 300 grt and over.

Total does not include data on newbuilding contracts for other types of ship.




37

Table 21
World tonnage on order as at the end of 1997
(thousands of dwt)
Countries of registry oil
All tanker | Drybulk | General | Containe | Other
ships S carriers cargo r ships ships
World total 81| 36649 22 466 4935 9 266 7911
227
Developed mar ket-economy countries 21 9642 4062 1894 3439 2932
969
Major open-registry countries 43 | 20334 14 153 1808 3918 3368
581
Countries of Central and Eastern 1299 350 407 289 69 184
Europe
Socialist countries of Asia 1461 12 1064 262 117 6
Developing countries, total 9499 4364 2176 570 1607 782
of which in:
Africa
90 3 64 - 13 10
America 809 220 167 110 169 143
Asia 8599 4141 1945 459 1425 629
Europe? - - - - - -
Oceania 0 0 0 0 0 0
Unallocated 3416 1947 602 112 116 639

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by LIoyd's Maritime Information Services (London).

Not reported.



Prices of newbuildings and second-hand tonnage

52.  Newbuilding prices for the main types of
vessel are indicated in table22. Overal price
levels for newbuildings in 1997 ended the year
relatively unchanged from those of the previousyear,
except in the case of oil tankers. Oil tanker
newbuilding prices especialy for larger units,
declined by 2-4 per cent in 1997 from the 1996 level.
This reflects the fact that, despite the high volume
represented by oil tanker newbuilding contracts ?
which accounted for 57 per cent of the 1997 total
newbuilding contractsin terms of deadweight tons?
fierce competition among Far Eastern shipyards
exercised downward pressure on the prices for oil
tankers. A look in the monthly orderbook for oil
tankers indicates that oil tanker newbuilding prices
were maintained at a relatively high leve in the
six months from February to July 1997, when nearly
60 per cent of the record-high contracts were placed.

53.  For second-hand dry bulk carriers, generaly,
pricesin 1997 climbed steadily towardsapeak inthe
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third quarter before falling. Prices for larger sizes,
particularly for modern Capesize units (which were
attracting pricesthat were 12-13 per cent higher than
in 1996), went up, whilst those for smaller units
declined marginaly from the 1996 level. The
volume of salesrose by 65 per cent ascompared with
1996, reflecting the positive investment mood in a
financial market offering low interest rates. Greek
buying activity accounted for 55-60 per cent of the
total transactions. Turkish and Norwegian buyers
played a moderate role compared with that in the
previous year. With the growing uncertainty in
Asian economic activities in 1997, demand for
second-hand oil tankers decreased. Buyers were
sceptical about market prospects, and were especially
concerned about the Asian turbulence and its
subsequent impact on crude oil demand. Prices for
modern second-hand handy, Aframax and Suezmax
unitsreached the highest level at which it made sense
for owners to buy second-hand units rather than
order newbuildings (seetable 23). The second-hand
pricesfor five-year-old tankersand dry bulk carriers
reflect the 1997 world freight market for these types
of vessdl.
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Table 22

Representative newbuilding prices, in 1980, 1985, 1990, 1995-1997 and 1998
(millions of dollars)

Type and size of vessel 1980 | 1985 | 1990 | 1995 | 1996 | 1997 | Percentage 1998
15332%37 January  February  March  April May June

30 000 dwt bulk carrier 17 11 24 21 19 20 53 21 22 23 23 22 39

21
32 000 dwt tanker 19 18 29 30 32 32 0.0 31 30 30 30 29 29
70 000 dwt bulk carrier 24 14 32 28 28 28 0.0 27 26 27 26 25 25
80 000 dwt tanker 28 22 42 43 43 42 -2.3 41 41 40 40 39 38
120 000 dwt bulk carrier 32 27 45 40 41 40 -2.4 40 39 40 40 39 37
250 000 dwt tanker 75 47 90 84 85 82 -3.5 82 81 80 80 76 73
125000 m®LNG 200 200 225 255 255 255 0.0 255 255 255 255 255 255
75000 m® LPG 77 a4 78 68 67 67 0.0 71 70 70 70 70 70
1200 TEUsro-ro 44 28 36 42 42 42 0.0 42 42 42 42 42 42
15 000 dwt general cargo ship 14 12 24 21 21 21 0.0 21 22 22 21 20 20
2 500 TEUsfull containership . 26 52 50 50 51 20 51 51 51 51 51 51

Source: Compiled by the UNCTAD secretariat on the basis of data from Lloyd's Shipping Economist (London), various issues.
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Table 23

Second-hand prices for five-year-old vessals, 1991-1997
(as at end of year, in millions of dollars)

Vessel Per centage
1991 | 1992 | 1993 | 1994 | 1995 | 1996 | 1997 | change 1996/1997
30 000 dwt tanker 200 | 145 | 180 | 180 | 20.0 | 220 | 230 45
80 000 dwt tanker 320 | 220 | 31.0 | 300 | 310 | 330 - -
130 000 dwt tanker 360 [ 29.0 | 345 | 340 | 355 | 400 | 415 38
45 000 dwt dry bulk carrier 202 | 175 | 185 | 20.7 | 220 | 185 | 180 -2.7
70 000 dwt dry bulk carrier 244 | 190 | 195 | 215 | 230 | 205 | 210 2.4
150 000 dwt dry bulk carrier 433 | 330 | 330 | 320 | 280 | 265 | 30.0 13.2

Source: Fearnleys (Oslo), Review 1997.

11. Institute of Shipping Economics and Logistics (Bremen), Shipping Satistics, 1998, various issues;
Drewry Shipping Consultants, Shipping Statistics and Economics, various issues, Fearnleys (Oslo)
Review 1997.



Chapter 111

PRODUCTIVITY OF THE WORLD FLEET AND SUPPLY AND
DEMAND INWORLD SHIPPING

This chapter provides information on the operational productivity of the world fleet and an analysis of the balance
between supply and demand for tonnage. Key indicators are the comparison of cargo generation and fleet ownership,
tons of cargo carried and ton-miles performed per dwt, and the analysis of tonnage oversupply in the main shipping

mar ket sectors.

A. OPERATIONAL PRODUCTIVITY

Estimate of tons and ton-miles per dwt

54.  The main operationa productivity indicators
for theworld fleet devel oped favourably in 1997 (see
table 24 and graph 7). Tonsof cargo carried per dwt
in 1997 stood at 6.38, which wasarecord high. Ton-
miles performed per dwt rose in 1997 to 27,598,
which was also a new high. These increases in
operationa productivity are primarily due to such
factors as the modernization of vessels, increasesin
consignment sizes and improved port conditions.
These postive developments in  operational
productivitly enabled the shipping industry to
accommodate increased demand (up by 4.1 per cent)
despite relatively moderate increases in carrying
capacity (up by 2.3 per cent). In 1998, world
seaborne trade is expected to grow at a rate of
2.2 per cent andtheworld fleet is expected to expand
at almost the samerate asin 1997 (2.3 per cent). On
the basis of these preliminary estimates, 1998 overall
world shipping activities are expected to maintain a
level of operational productivity comparable with that
in 1997.

55.  Table25 provides supplementary details about
ton-miles performed by oil tankers, dry bulk carriers,
combined carriers and the residual fleet. Ton-miles
per dwt of oil tankersand theresidua fleet continued
to increase marginally in 1997 by 0.8 per cent and
2.5 per cent respectively as compared with 1996,
while ton-miles per dwt of combined carriers
increased by 5.0 per cent over the previousyear. The
tota deadweight tonnage of combined carriers
declined to 21.8 million dwt in 1997, down 2 per cent
fromthe 1996 level, while their ton-mile performance

increased by 3.1per cent, mainly owing to the
transfer of tonnage to the tanker trades. On the other
hand, ton-miles per dwt of dry bulk carriers continued
to decline marginally, falling by 0.6 per cent in 1997.
This can be explained by the correlation between
supply and demand: thetotal carrying capacity of the
continuously increasing number of dry bulk carriers
(up by 5.6 per cent as compared with 1996, based on
a vessel of over 10,000 dwt) dightly exceeded the
supply of main dry bulk commodities, particularly for
vessels of 10,000 dwt (the supply of such
commodities increased by 5.9 per cent as compared
to 1996). Asindicated in table 26, these trends are
also borne out by the data on operationa productivity
in terms of cargo carried per dwt. There was an
increase in tons carried per dwt by al types of vessel.
The performance of dry bulk carriers ceased to
decline in terms of tons carried per dwt in 1997;
rather, it improved by 0.3 per cent as compared with
1996.

B. SUPPLY AND DEMAND IN WORLD
SHIPPING

Surplus tonnage

56. A comprehensive summary of the balance of

tonnage supply and demand for the 1990-1997 period
is provided in table 27. The total surplus tonnage
wasonly 29.0 million dwt (anew record low interms
of deadweight tons) or 3.7 per cent of the 1997 world
merchant fleet. This result was largely due to carry-
overs of the positive developments in supply and
demand in the years since 1994, when surplus
tonnage constantly declined. 1n 1997, the correlation
between supply and demand specifically reflected the
fact that world seaborne trade grew faster than
overal tonnage supply.
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Table24

Cargo carried and ton-miles performed per dwt of the total world fleet, 1988-1997

Year World fleet Total cargo Total ton-milesperformed | Tonsof cargo Ton-miles
(millions of carried (millions (thousands of millions of carried per performed per
dwt) of tons) ton-miles) dwt dwt
1988 628.0 3692 15299 5.88 24 360
1989 638.0 3891 16 385 6.10 25680
1990 658.4 4008 17121 6.09 26 000
1991 683.5 4120 17 873 6.03 26 150
1992 694.7 4220 18 228 6.07 26 240
1993 710.6 4330 18994 6.09 26730
1994 719.8 4485 19 600 6.23 27230
1995 734.9 4651 20338 6.33 27675
1996 758.2 4758 20 545 6.28 27097
1997 775.9 4953 21413 6.38 27598

Source: World fleet: Lloyd's Maritime Information Services (London) (mid-year datafor 1988-1990, year-end datafor
1991-1997); total cargo carried: UNCTAD secretariat; ton-miles: Fearnleys (Odl0), Review, various issues. Data
compiled by the UNCTAD secretariat.

Graph 7

Index of tor-miles performed per dwd of total world flocy, 19351597
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Sowree: UNCTAD ealculstions based on table 24,
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Table 25
Estimated productivity of tankers, bulk carriers, combined carriers and the residual fleet,b 1988-1997
(ton-miles performed per dwt)

Ton-miles of Ton-miles of dry bulk Ton-miles of oil and Ton-miles Ton-miles of the Ton-miles

oil by tankers | Ton-miles cargo by dry bulk Ton-miles dry bulk cargo by per dwt of residual fleet per dwt of

(thousandsof | per dwt of carriers per dwt of combined carriers combined (thousands of theresidual
Y ear millions) tankers (thousands of millions) | bulk carriers | (thousands of millions) carriers millions) fleet
1988 6 155 26 890 3475 17 990 1264 37510 4411 25630
1989 6 960 30 000 3629 18 560 1247 37450 4566 25780
1990 7376 30810 3804 18770 1164 36 040 4777 25960
1991 7884 30920 4035 18 680 1049 33620 4905 26 980
1992 8190 31420 4061 18770 1012 32440 4965 26 620
1993 8735 32900 4257 19 297 1012 34 896 4967 25524
1994 9001 34 250 4435 19392 908 34789 5256 26 007
1995 8980 34 393 4500 18672 925 38542 5785 27706
1996 9061 34 663 4442 18371 926 41712 5993 28 350
1997 9251 34923 4660 18 253 955 43807 6 269 29 063

Source: Compiled by the UNCTAD secretariat on the basis of Fearnleys (Oslo), Review, World Bulk Trades and World Bulk Fleet, various issues, and other specialized sources.

a As from 1988 the source data for tankers pertain to ships of over 50,000 dwt (previously 60,000 dwt). For bulk carriers the basis is now aso ships of over 50,000 dwt (previously
40,000 dwt). Combined carriers have been similarly amended.

b The residua fleet refers to al vessels included in table15, excluding tankers, bulk carriers and combined bulk carriers of the size range indicated in footnotea.
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Table 26

Estimated productivity of tankers, bulk carriers, combined carriers and the residual fleet, 1988-1997
(tons carried per dwt)

Tonsof ail Tons Tonsof dry cargo Tons Tonsof oil and dry bulk | Tonscarried | Tonscarried by

carried by | carried per carried by bulk carried per cargo carried by per dwt of theresidual Tonscarried

tankers® dwt of carriersof over dwt of bulk | combined carriersof over combined fleet ° per dwt of the
Y ear (millions) tankers 18,000 dwt (millions) carriers 18,000 dwt (millions) carriers (millions) residual fleet
1988 1295 5.66 610 3.16 214 6.35 1556 9.04
1989 1398 6.02 639 3.27 211 6.34 1612 9.10
1990 1427 5.96 667 3.29 203 6.28 1680 9.13
1991 1485 5.82 707 3.27 196 6.38 1722 9.47
1992 1550 5.95 709 3.28 194 6.22 1762 9.45
1993 1665 6.27 744 3.37 192 6.62 1738 8.89
1994 1702 6.48 769 3.36 174 6.67 1861 9.21
1995 1738 6.66 770 3.20 177 7.38 1993 9.55
1996 1785 6.83 765 3.16 177 7.97 2057 9.71
1997 1847 6.97 810 3.17 185 8.49 2152 9.88

Source: Compiled by the UNCTAD secretariat on the basis of Fearnleys (Oslo), Review, World Bulk Trades and World Bulk Fleet, various issues, and other specialized sources.
a Tankers of 50,000 dwt and above as from 1988 (previously 60,000 dwt and above).

b Seefootnote b to table 25.
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Table27

Tonnage oversupply in the world merchant fleet, 1990-1997 a

1990 | 1991 | 1992 | 1993 | 1994 | 1995 | 1996 | 1997
Million dwt
World mer chant fleet 658.4| 6835 694.7| 710.6| 719.8| 734.9| 758.2| 7759
Surplustonnage b 63.7 64.2 71.7 72.0 63.4 50.8 48.8 29.0
Activefleet © 504.7] 619.3| 623.0| 638.6] 656.4| 684.1| 709.4| 746.9
Percentages
Surplustonnageasa
per centage of the
world merchant fleet 9.7 94 10.3 10.1 8.8 6.9 6.4 3.7

Sources: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Maritime
Information Services (London), and LIoyd's Shipping Economist (London), various issues.

Mid-year datafor 1990, year-end data for 1991-1997.

Estimates of average year figures. Surplustonnage is defined astonnage that is not fully utilized
owing to slow steaming or lay-up status, or becauseit islying idle for other reasons.

World fleet minus surplus tonnage.

The supply-and-demand mechanism by type of
vessel

57.  Analysis by type of vessd revedls that the
carrying capacity in the oil tanker sector increased in
1997 by 1.9 per cent to 290.6 million dwt (see table
28 and graph 8). A total of 17.0 million dwt or
5.8 per cent of the total world tanker fleet was
surplus to the demand for seaborne transport of oil.
Thisrepresents aremarkable improvement over 1996,
when 10.1 per cent of the total world tanker fleet was
surplus. Whiletanker newbuildings (7.4 million dwt)
substantially exceeded tanker scrappings (3.5 million
dwt), increased oil trades (up by 2.1 per cent over
1996) improved the oil tanker market.

58.  Overcapacity in the dry bulk sector also
decreased significantly in 1997 to 10.3 million dwt,
representing a decline of 6.9 million dwt and
accounting for 3.9 per cent of the world dry bulk

fleet. In 1997, shipowners of conventional genera
cargo ships continued to concentrate more on
demand-driven shipping businesswith less speculative
activities, reducing total supplied tonnage in this
category to 62.0 million dwt as compared with
62.7 million dwt in 1996, whilethe oversupply inthis
sector increased by 0.3 million dwt to 1.7 million dwt,
representing 2.7 per cent of the world's total
conventional general cargo fleet (2.2 per cent in
1996). Intheunitized sector, asubstantial increasein
supply in 1997 (to 65.7 million dwt) continued to be
completely deployed in the global liner market,
athough not all vessalswere necessarily fully booked
on each voyage, especidly in the trans-Pacific and
Asa-Europetrades. Additional demand continued to
be generated in 1997 by expanding container and ro-
ro operation not only asfeeder servicesfor East-West
trunk liner trade routes but also North-South and
intraregional services covering the Asian and Latin
American regions.
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Table 28

Analysis of tonnage oversupply by main type of vessel, 1990-1997 a
(average yearly figuresin millions of dwt)

1990 | 1991 | 1992 | 1993 | 1994 | 1995 | 1996 | 1997
Supply of world tanker fleet ° 266.2| 2735| 283.4| 284.6| 282.9| 277.0| 285.1| 290.6
Total tanker fleet surplusc 409| 398| 418 435| 39.0| 288| 288| 170
Share of surplusfleet in theworld tanker 154 146 147 153 13.8 104| 101 58
fleet (per cent)
Supply of world dry bulk fleet ® 228.7| 235.0| 237.3| 238.6| 242.6| 252.9| 257.2| 260.9
Dry bulk fleet surplus® 19.4| 207| 251| 236| 203| 17.9| 17.2| 103
Shareof surplusin theworld dry bulk 85 88| 106 9.9 8.4 7.1 6.7 39
fleet (per cent)
Supply of world conventional general 63.6| 635| 630 621| 619| 620| 627| 620
cargo fleet
Conventional general cargo fleet surplus 21 22 2.7 28 22 20 14 17
Share of surplusin theworld conventional 33 35 43 45 3.6 3.2 2.2 2.7
general cargo fleet (per cent)
Supply of world unitized fleet d 375 403| 43.0| 457| 498| 534 593| 657
Surplus of unitized fleet 0.5 04 0.7 0.7 0.5 0.7 0 0
Share of surplusin theworld unitized fleet 13 10 16 15 10 13 0.0 0.0

(per cent)

Source: Compiled by the UNCTAD secretariat on the basis of datafrom Lloyd's Shipping Economist (London), various

Aggregates for all sectors as shown in this table are averages for the years shown and therefore differ from the
worldfiguresintable 27, which indicate estimates at mid-year. Thistable excludestankersand dry bulk carriers

of less than 10,000 dwt and conventional general cargo/unitized vessels of less than 5,000 dwt.

Including combined ore/bulk/oil carriers on the basis of actual supply (for 1997 atotal of 19.2 million dwt, of

issues.
a
b
which 6.9 million dwt was for tankers and 12.3 million dwt was for dry bulkers).
¢ 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 8

Trends in surplus copacity by main vessel type in 1990 and 19931997

i Tunkers
16 a Ly bulk

14 +Crenenal cargo
Unitized

Source: Compiied by the UNCTAD soirctanial oa the basis of dats from Lleyd'’s Skipping Economist

(Londoa), vanous issucs.

C. COMPARISON OF CARGO TURNOVER
AND FLEET OWNERSHIP

59. The correlation between cargo volume
generated by different country groups and their fleet
ownership in 1980, 1996 and 1997 is summarized in
table 29. Inrecent years, developed market-economy
countries, either directly or through open or
international registries, controlled nearly 60 per cent
of the world fleet in deadweight tons, while they
generated 55 per cent of world seaborne trade. The
share of developing countries in the world cargo
turnover has stagnated over the last two decades at
dightly less than 40 per cent, while their merchant
fleet, including tonnage beneficially owned in open or
international registries, accounted for about one-third
of the world fleet, athough the difference has been
narrowing substantially between the share of
developed market-economy countries and that of
developing countries. The share of goods|oaded and
unloaded in 1997 was amost unchanged from that in
1980 for both groups. On the other hand, developed
market-economy countries controlled fleet declined
significantly from 80 per cent of the world total in
1980 to nearly 60 per cent in 1997, while developing

countries substantially improved their share to one-
third in 1997 from around 10 per cent registered in
1980.

60. Table 30 provides information on fleet
ownership of the major trading nations. It may be
noted that, with the exception of Greece, a country
with along and distinctive tradition as an exporter of
shipping services, the major trading nations are also
major beneficial owners of world tonnage. Thisisno
coincidence, but rather reflects the generaly
prevailing  policies for  exploiting trade
complementarities in maritime transport. In most
countries, maritime capabilities and the ownership of
substantial tonnage are considered to be essential
components of trade support and promotion.

61.  Table30 showsnot only many similarities but
a so differencesin the shipping balances of theleading
trading nations. Countries such as China (including
Hong Kong), Denmark, Japan and Norway figure
among the most important cross-trading nations,
i.e. they are important net exporters of maritime
transport services. Other major trading nations, while
maintaining an important ownership position and, toa



lesser extent, flag position, are major importers of
shipping services. The United States and Germany
figure prominently among this group. Whilein 1997
the United States generated morethan 14 per cent of
world trade, they owned 7.7 per cent of world
tonnage with only 1.7 per cent of world tonnage
flying the United States flag. Similarly, Germany
generated 8.7 per cent of world trade as compared
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to atonnage ownership position of 3.1 per cent and
aflag share of 1 per cent. Whilethe large differences
in ownership and flag shares reflect cost
considerations and are an indication of the
competitiveness of fleets registered under national
flags, the important shares in tonnage beneficially
owned clearly indicate adesired linkage between fleet
size and foreign trade volume.

Table 29

Comparison between total cargo turnover and fleet ownership
by groups of countriesin 1980, 1996 and 1997

Country grouping Y ear Goodsloaded and Total of goods Merchan
unloaded (millions of tons) loaded and t fleet
unloaded (millions
L oaded Unloaded (millions of tons) of dwt)
Developed market-economy 1980 1370 2595 3 965 350.1
countries

1996 2037 3276 5313 203.0

1997 2135 3352 5487 202.5

M ajor open-registry countries 1980 b b b 212.6

1996 § § § 339.5

1997 § § § 361.0

Developing countries 1980 2087 839 2926 68.4

1996 2441 1286 3727 147.5

1997 2538 1396 3934 149.9

Countriesof Central and Eastern 1980 201 145 346 37.8
Europe (including the for mer

USSR) 1996 179 148 327 29.0

1997 186 155 341 24.3

Socialist countries of Asia 1980 46 100 146 10.9

1996 101 105 206 27.1

1997 94 134 228 26.0

World total @ 1980 3704 3679 7383 682.8

1996 4758 4815 9573 758.2

1997 4953 5037 9990 775.9

Source: As per annexes |l and 111 (b).
a

Including unallocated tonnage indicated in annex 111 (b).

b

All goods loaded and unloaded are included in the volume of developing countries.
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Table 30

(asat the end of 1997)

Maritime engagement of 30 major trading nations

Countryl/territory

Share of world trade
generated in terms of value

Share of world fleet beneficially
owned in terms of dwt

United States
Germany

Japan

United Kingdom
France

Italy

Canada

Hong Kong, China
Netherlands
Belgium-L uxembourg
China

Republic of Korea
Singapore

Spain

Taiwan Province of China
Mexico

Malaysia

Sweden
Switzerland
Thailand

Australia

Austria

Brazil

Russian Federation
Ireland

Saudi Arabia
Indonesia
Denmark

Norway

Turkey

Total

14.4 7.65
8.7 3.08
6.8 12.71
5.3 3.54
51 1.08
4.0 1.68
3.8 0.14
3.6 5.06
34 0.77
3.0 0.60
29 541
26 3.54
24 2.25
21 0.49
21 2.29
20 0.21
14 0.65
14 2.73
14 0.87
12 0.52
12 0.46
11 0.02
11 1.39
11 211
0.9 0.03
0.8 1.60
0.8 0.60
0.8 1.73
0.8 7.65
0.8 1.34

87.0 72.20

Source: Data on world trade based on the World Trade Organization (WTO) Press Release, PRESS/98
of 19 March 1998; data on fleet ownership, table 16.




Chapter 1V

TRADE AND FREIGHT MARKETS

This chapter describes the conditions and trendsin trade and freight markets, covering the major liner and
bulk cargo sectors, gives liner freight rates as a percentage of commodity prices, and estimates freight
payments and freight costs as a percentage of import value in world trade.

A. LINER SHIPPING MARKET

@ Developmentsin liner markets

62.  Liner shipping markets are still undergoing
important structural changesthat will have alasting
impact on the way the industry operates. The
process of globalization of trade and industrial
production has affected demand for transport and
related services and has forced all transportation
companiesto better adapt the servicesrendered tothe
requirements of the trading community. During
1997 and 1998 the various actors have continued to
pressfor the necessary technological, organizational
and political changes to enable the industry to
continue to play itsrole as a catalyst for world trade
and economic devel opment.

63. Technological developments aimed at
reducing operating costs are primarily reflected in
dramatically increased vessel sizes. Whilein 1985
only around 15 per cent of the world container
capacity was provided by vessels of 2,000 TEUs or
more, this share went up to 60 per cent of the
existing cellular fleet and 72 per cent of the slots on
order in 1997. A number of recently delivered
vessels have a capacity exceeding 6,000 TEUS, with
thelatest vesselsdelivered to the Maersk Linefor use
on the EuropeBFar East trade route having a
theoretical capacity of 8,000 TEUSs, depending on
the average container weight. Shipyards have
already drawn up plans for the construction of even
larger ships, with thelimiting factorsto be overcome
not being of atechnical, but rather of a commercial
or organizational nature. While potential size-related
cost reductions can be clearly established on a pier-
to-pier mainline haul basis, it is more difficult to
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establish optimal ship sizes in the context of total
door-to-door transport solutions.

64.  Equaly, productivity gains based on the use
of advanced technologies, such as electronic data
interchange or shipboard automation, have been
remarkable, but could have been even more striking
if some of the major organizationa problems had
been resolved. Transport efficiency isstill hampered
by unsolved problems, particularly those relating to
the balancing of cargo flows and the excessive
moving of empty containers. Lack of equipment
interchangefacilitiesremainsamajor problemandis
at the root of the prevailing suboptimal use of
existing resources. Another issue of an
organizational nature that may cause difficulties for
globally oriented shippers is the maintenance of the
trade route-oriented commercial structures of most
shipping lines. Truly global carriers would require
internal structures geared to overcome traditional
trade route thinking.

Supply-side dynamics

65. World liner shipping is undergoing
considerable changes in market structures, which
affect the degree of competition among lines, the
existence of barriersto entry, the relative strength of
suppliers of services vis-a-Vvis users of services, etc.
While global liner shipping used to be a relatively
fragmented industry, it has become increasingly
concentrated in fewer hands in recent years.
Tables 31 and 32 give a picture of the supply-side
dynamics of container shipping. In 1997 the top
20 companies controlled about 48 per cent of world
container capacity. The present process of
competitive positioning by companies will lead to
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Table 31

Leading 20 container service operators (as at September 1997) on the basis of number of vessels
and total shipboard capacity

Ranking Operator Vessels Total TEUs
(last year in brackets)
1(3) Maersk Line 106 232 257
2(1) Evergreen Line/Uniglory Marine Corp 108 228 248
3(7) P& O Nedlloyd 106 221531
4(2) Sea-Land Service 95 215114
5(4) COSCO 139 201 593
6 (8) Hanjin Shipping Co/DSR Senator 62 174 526
7(9) M editerranean Shipping 100 154 185
8 (6) Mitsui OSK Lines 62 115763
9(5) NYK Line/TSK 68 128 154
10 (11) Hyundai Merchant Marine 36 112 958
11 (12) Zim Israel Navigation 59 98 086
12 (16) Y angming Marine 42 96 145
13 (20) CMA-CGM 64 89 658
14 (18) OOCL 30 85940
15 (16) Neptune Orient Lines 36 85 664
16 (35) CP Ships 46 85016
17 (14) K Line 45 84198
18 (15) APL 38 79918
19 (14) Hapag-Lloyd Containerline 23 73372
20 (24) Cho Y ang Shipping 30 55 882

Source: Containerisation International, November 1997.

Table 32

Estimated capacity of global alliancesin container shipping, 1997

Grouping Vessels Total
TEU
capacity
Grand Alliance: Hapag-Lloyd, MISC, NYK, OOCL, P& O Nedlloyd 242 547 197
New World Alliance: Hyundai, MOL, NOL/APL 172 294 303
M aer sk/Sea-L and Group 201 447 371
Evergreen 108 228 248
Hanjin Group (United Alliance): Hanjin/DSR-Senator/Cho Yang/UASC 122 270408
K-Line/COSCO Group: COSCO/K-Line/Yangming 226 381 936

Source: Containerisation International, various issues; LIoyd=s Maritime Asia, various i Ssues.



further concentration, as is shown by the merger of
P&O and Nedlloyd to create a company with a
carrying capacity of 221,000 TEUs, making it the
third-largest container carrier in theworld. Carriers
from Asian developing countries have also been in
acquisition mode. In March 1997 Hanjin acquired a
majority share in DSR-Senator Lines, thus boosting
thelir carrying capacity to 175,000 TEUs and making
them atruly major player. Similarly, NOL's purchase
of APL has raised the Singapore carrier's capacity to
165,000 TEUs. Apart from its effect on the carrier's
guantitative capacity, the purchase has given NOL
access to management systems and techniques
developed by APL which will ensure the continued
competitiveness of the company. A possible merger
of Sea Land and Maersk Line was also mooted in
early 1998.

66. The need to respond to the global
transport requirements of large shippers and at the
same time rationalize the use of existing assets and
new investments has been at the root of the major
carriers movesto enter into global aliances. By the
end of 1997, the maor global and trade-related
alliances represented nearly 50 per cent of the world
fleet (see table 32), thus giving a completely new
dimension to the discussion of Aconcentration
processes’. In this context, we should not forget
those major carriersthat are banking on astrategy of
internal growth while maintaining their well-founded
ambitions as global carriers C the maor
representative of this group would be Evergreen.
The global alliances together with these major
carriers account for more than half of fully cellular
capacity. The degree of concentration is even larger
on the major trade routes, where more than 75 per
cent of capacity is provided by maor lines either
individually or in the context of global or trade-
related alliances.

67.  Shipping lines entering global alliances
generally expect to realize advantages with regard to
both the cost of shipping and transport services and
their marketing. Synergies can be expected not only
in the actual ocean carriage, but even more so
inequipment management and pre- and post-
transportation  operations, including terminal
operations. Itisparticularly intheinland portions of
thetransport chain and in container management that
the potential for rationalization gains appears to be
highest. According to industry sources, up to 20 per
cent of containers moved overseas are empty, at
an estimated cost of $2-3 billion. The problem of
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empty containers is a maor one in container
shipping, as reflected in the statistics of major ports
of the world. In 1996, for instance, 22 per cent of
import containers and 12 per cent of export
containers handled in the port of Hong Kong, China,
were empty. In other words, the port handled some
2.4 million empty TEUS; this situation is clearly not
only caused by trade imbalances, but also by alack
of coordination among carriers. While different
cargo requirements may make certain empty
movementsinevitable even in balanced trades, there
still seems to be considerable scope for achieving
cost reductions by improving equipment interchange
facilities in the context of the new cooperative
arrangements.

68.  Alliances and mergers are complementary
parts of an industrywide strategy to return to
profitability through cost-cutting and as such are by
no meansnew. Sincethe earliest daysof large-scale
containerization, companies have been trying to
rationalize, at first through joint ventures which
focused on port-to-port operations. Later, a number
of global players undertook significant restructuring
exercises, which werefollowed by targeted measures
to streamline terminal operations, inland transport,
fleet deployment, etc. It is only very recently that
rationalization processes have been primarily based
on mergers and takeovers. In this approach,
cooperation isno longer the main parameter of action
but rather a means of giving additional support to
streamlining that is primarily based on concentration
or internal growth. Companiesrealized that the cost-
saving potential of alliances was in fact limited, for
two main reasons: first, membership of thealliances
wasrelatively unstable, aswitnessed by the changing
arrangements entered into by some of the major
operators, with the merger of P& O and Nedlloyd and
the acquisition of APL by NOL cutting across the
boundaries of individual alliances. Second, cost-
cutting efforts came to a complete standstill when
P& O and Nedlloyd merged in 1996, leaving theissue
of alliancesup intheair for awhile. It wasonly very
recently that a decision was taken in favour of the
Grand Alliance, while some of the remaining
members of the old Global Alliance created the New
World Alliance (MOL, Hyundai, NOL/APL). Itis
also interesting to note that P& O/Nedlloyd expected
yearly cost savings of over $200 million, mainly
from staff and overheads, and these expectations
actually appear to have been realized in 1997.



69.  Additionally, growth through mergers and
takeovers enables companies to address some of the
issuesthat alliances could not resolve, such ashow to
improve their revenue-earning potential. Liner
shipping companies are confronted with another, at
least equally important, problem, in the form of the
perpetual erosion of revenues per TEU. It appears
that companies get caught in aviciouscirclewhereby
rationalization gains are immediately passed on in
terms of lower freight rates, and thus have only a
marginal impact on company profitability. It is thus
important for shipping companies to make greater
efforts to increase and stabilize revenues. Any
measures would need to be based on clearer
competitive positioning and a concentration on
differentiation strategies that could sustain higher
revenues. Such strategies would have to be based on
more sophisticated market segmentation, better
adapted tariff structures and the development of
logistics services tailored to individual shippers
requirements.

70.  The successful employment of ever-larger
single vessels and fleets, be they single company
fleets or joint ones in the context of consortia or
other cooperative arrangements, is dependent on the
existence of, and unimpeded access to, sufficiently
largecargoflows. Suchflowsrarely existin bilateral
trades and can only be assured by amix of home and
cross trades. These requirements are primarily
reflected in the round-the-world trading patterns
pursued by a number of liner operators and also,
albeit to a lesser extent, in pendular end-to-end
services. The rationalization of services thus
requires a secure planning environment based, inter
alia, on a predictable regulatory policy framework.
A high degree of liberalization of trade in maritime
services and the existence of multilateral rules
establishing the framework within which lines
operate are clearly in the interest of these service
providers. At the same time, however, the
formulation and implementation of appropriate
consumer policiesremain of particular importanceto
developing countries asawholeif they are to ensure
the expansion of their trade through the provision of
high-quality low-price shipping services.

Relations between shippers and carriers
71.  Shippers can expect to benefit from the

aliances through improved service quality and
equipment availability, as well as reduced transport

costs, provided that these potential advantages are
not cancelled out by the adverse effect the aliances
may have on the competitive situation in any given
liner shipping market.

72. A large part of the trade growth registered
over recent years has been based on the intra-
industry trade of transnational corporationswho have
globalized their transport requirements. This is
reflected in global carriage contracts with ocean
carriers for specified cargo volumes, which are not
necessarily confined to any particular trade, but
rather to the transport of a stipulated number of
containers on the carriers global networks. These
practices have considerable implications on
traditional relations between shippers and carriers:

@ Pricesand conditions negotiated in the
context of such global contracts bear little
resemblance to published tariffs which are
commodity- and route-oriented and which continue
to congtitute the basisfor pricing servicesrendered to
small and medium-sized shippers;

(b) Prices thus negotiated are akin to
FAK (freight al kinds) rates;

(© Only a limited number of global
carriers are in a position to compete for such
contracts.

It isimportant to note that these advantages are based
on cargo volumes available to individual shippers
and the strong negotiating position resulting
therefrom. Whileit is probably true to state that, in
absolute terms, all shippers benefit from low-cost,
high-quality transport services, itisalso clear that the
competitive position of exporters C particularly those
from devel oping countries C may have suffered from
therelatively limited extent to which they have been
ableto take advantage of transport serviceswhich, by
their very nature, are designed to meet the transport
requirements of shippers on the main trade routes.
Shippersof low-value, rate-sensitive commodities, in
particular, may suffer from the trend towards FAK
rating.

73.  These developments not only reflect the
changing relations between shippers and carriers but
also the threat of marginalization of small and
medium-sized traders from developing countries,
who may see possible production-cost advantages
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eroded by significantly higher transport costs to
faced with a wide choice of shipping opportunities
which they are unable to take advantage of dueto a
lack of expertise and information. Training and the
provision of user-support structures should definitely
become an integral part of implementation strategies
for national maritime policies, so as to provide
developing countries shippers with the necessary
toolsto effectively exercise their freedom of choice
of carrier to the benefit of the trade they represent.

Policy framework

74. Changes in the provision of shipping services
and in market structures were made possible by the
policy reform programmes adopted by a large
number of countries. In general, these programmes
consisted of the privatization of State-owned
shipping companiesand other maritimeinfrastructure
and the reduction of market-access restrictions to
service suppliers in both shipping and auxiliary
service sectors. In addition, support measures have
either aready been taken or are being designed to
increase the efficiency of the sector in general and to
create a level playing field for national operators.
These measures are an integral part of policy,
marking a shift away from market access
restrictions to a fleet development policy based on
strengthening the commercial capabilitiesof national
service suppliers and to policiesintended to increase
the competitiveness of the maritime services sector.
This is an important shift, as it underlines the fact
that shipping policy is not only a matter of market
access policy; market access is only one facet of
policy C other policies, such as those on fleet
development and sector efficiency, are equally
important.

75. At the global level, the General Agreement
on Trade in Services (GATS) is the most recent
example of an instrument aimed at opening markets
and creating afair and regulatory environment for all
maritime service providers. The objective of GATS
isto liberalize services by progressively dismantling
barriers to trade and opening maritime service
markets to foreign competition. To this end, a
number of countries have entered into commitments
to reduce market accessrestrictionsfor shipping, port
and auxiliary services on a most-favoured nation
basis and to grant non-discriminatory access to and
use of port and auxiliary services. Unfortunately, the
major trading nations were not able to agree on
meaningful market access commitments, thus
making it impossible to reach a comprehensive and
global agreement on the liberalization of maritime

particular markets. These small shippers are often
transport services. Nevertheless, by 1 August 1996
(the deadline established by the Decision on
Maritime Transport Services, taken by the Council
on Trade in Services), 35 States members of the
World Trade Organization (WTO) had included
maritime transport commitments in their final
country schedules.

76. At theregional and national levels, a number
of instruments of aregulatory or promotional nature
exist which shape the functioning of liner shipping
markets. Even though promotional policies are of
considerable importance and tend to distort
competition, wewill concentrate here on some of the
major aspects of regulatory policies that directly
affect market mechanisms and structures. The basic
reason for regulating liner shipping is to curb the
concentration of power in conferences, consortia or
individual operators, either from within the market or
through external control. As the regulations are
formulated and applied in an uncoordinated manner,
they are not always consistent and their impact is
generally limited to specific trades. On the other
hand, there are two major global players whose
policy decisions have amajor influence on the global
shipping industry, namely, the European Union and
the United States. Theexisting and future regulatory
environments of these two trading blocs will
determine shipping structures. The fact that the
application of European Union competition rulesis
unclear and that the revision of the United States
Shipping Act of 1984 remains undecided has, of
course, had an adverse effect on the planning security
needed by the industry.

(b) Freight level of main liner services
77.  Freight rates in the three major liner trades
(trans-Pacific, AsiaBEurope and transatlantic)

generaly continued to deteriorate in 1997. In the
first quarter of 1998, the principal factor affecting the
liner market continued to be fallout from the Asian
currency crisis, withimportsinto that region showing
a further decline. In contrast, exports, particularly
from the Association of South-East Asian Nations
(ASEAN) trading bloc, soared (see table 33). In
1997, in the trans-Pacific trades, the average
eastbound revenue per TEU plummeted by 14.2 per
cent to $1,403, as did the westbound by 8.8 per cent
t0 $1,292. Thepersisting declineof rateswasmainly
attributed to chronic oversupply of carrying capacity
and the considerable imbalance between the
eastbound and westbound trades. Directional
imbalances were further accentuated in 1997, when
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Table 33
Freight rates (average in markets) on the three major liner trade routes from the first quarter
of 1996 to the first quarter of 1998 (dollars per TEU)

Trans-Pacific Europe-Asia Transatlantic
Asiato USA to Europeto Asiato USA to Europeto

USA Asia Asia Europe Europe USA
1996
First quarter 1746 1339 1219 1369 1480 1384
Per centage change -6.4 91 -3.0 -5.9 26 2.6
Second quarter 1628 1428 1218 1346 1495 1342
Per centage change -6.8 6.6 -0.1 -1.7 1.0 -3.0
Third quarter 1627 1517 1167 1337 1610 1310
Per centage change -0.1 6.2 -4.2 -0.7 7.7 -2.4
Fourth quarter 1543 1384 1137 1281 1621 1311
Per centage change -5.2 -8.8 -2.6 -4.2 0.7 0.0
1997
First quarter 1473 1280 995 1112 1459 1302
Per centage change -4.5 -7.5 -125 -13.2 -10.0 -0.7
Second quarter 1407 1277 1036 1156 1444 1246
Per centage change -4.5 -0.2 4.1 4.0 -1.0 -4.3
Third quarter 1369 1428 1067 1187 1602 1274
Per centage change -2.7 11.8 3.0 2.7 104 0.0
Fourth quarter 1362 1182 1056 1157 1458 1261
Per centage change -05 -17.2 -1.0 -25 -9.0 -1.0
1998
First quarter 1345 1119 1040 1183 1472 1284
Per centage change -12 -53 -15 2.2 1.0 18
Second quarter 1459 1015 869 1227 1477 1210
Per centage change 8.5 -9.3 -16.4 3.7 0.3 -5.8

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Containerisation International,
various issues, and other specialized sources.
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westbound shipments dropped to only 78 per cent of
eastbound moves (see table 34), thus hampering the
potential for freight improvements on both the
incoming and outgoing legs. In 1998, the eastbound
market became firmer: in the first quarter, rates fell
by 1.2 per cent to $1,345 per TEU, compared with a
4.5 per cent fall in the corresponding period of 1997.
A shortage of vessel space, however, put an end to
the continuous erosion of freight levels. Thus, inthe
second quarter, rates increased by 8.5 per cent to
$1,459 per TEU. In westbound trades, rates fell by
5.3 per cent to $1,119 per TEU in the first quarter
and were 125per cent lower than in the
corresponding period in 1997. Inthe second quarter,
rates further decreased by 9.3 per cent to $1,015 per
TEU. With no increase in cargo volume, westbound
rates will remain under pressure in the remaining
quarters of 1998.

78. In the Asia-Europe trades, athough the
freight conferenceswere in amuch stronger position
following an increase in their membership early in
1997 and there was no increase in the imbalance of
cargo movement in either direction from the previous
year'slevel, the average ratesin both directions were
down drastically by 12.3 per cent to $1,039 per TEU

on the eastbound leg and by 13.5 per cent to $1,153
per TEU on the westbound leg. With Asian exports
further expanding, and thus the imbalance of cargo
flow between the two directions increasing by
39.7 per cent or 221,000 TEUs in 1997, it was clear
that pressure on rateswould continuein 1998. Inthe
Europe-Asia trade, freights fell by 1.5 per cent and
16.4 per cent respectively, but rose by 2.2 per cent
and 3.7 per cent respectively in the Asia-Europe
trade.

79. Inthetransatlantic trades, there had been clear
sgns that existing carriers planned to lower their
prices in anticipation of the entry of three Asian
carriersin the first quarter of 1997 and the possible
cargo imbalance between the two directionsin 1997
with 38.6 per cent up from the level of 1996.
However, transatlantic trade showed the smallest rate
decrease of the three mgjor trade routesin 1997; the
decrease in average freights per TEU was 3.9 per
cent in eastbound trade and 4.9per cent in
westbound trade. In the first quarter of 1998, rates
showed remarkable resilience, largely because of
relatively  bullish  two-way traffic  flows.
Nevertheless, in the second quarter, rates in the
Europe to the United States fell by 6.0 per cent.

Cargo movements on the three major Iineth?Sclig fgutesfor 1995-1997 and forecasts for 1998
(thousands of TEUS)
Trans-Pacific Asia-Europe Transatlantic
Asia | USA | Total | Asiato | Europ | Total | USAto | Europe | Total
to to Europ eto Europe | toUSA

USA Asia e Asia
1995 4009 | 3471 | 7480| 2834 | 2306 |5140| 1208 1448 2 656
1996 4104 | 3520 | 7624 | 3142 2584 |5726 | 1219 1421 2640
Growth (%) 2.4 14 | 19 | 109 | 121 | 114 0.9 -1.9 -0.6
1997 4662 | 3615 | 8277 | 3290 2734 16024 | 1276 1 556 2832
Growth (%) 136 | 27 | 86 47 5.8 5.2 47 9.5 7.3
1998 5221 | 3326 | 8547 | 3487 2710 | 6197 | 1327 1 696 3023
Growth (%) 12.0 -8.0 3.3 6.0 -0.9 2.9 4.0 9.0 6.7

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by the Japan Maritime
Research Institute; DRI/McGraw-Hill, World Sea Trade Service Review, variousissues; Containerisation
International, various issues, and other specialized sources.
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(©)

80.  Containership charter rates are one of the
main indicators of liner service developments. The
1997 overal containership charter market was
quieter than in previous years. In the category of
3,000 TEUs and above, the majority of which are
owned and operated by large East-West liner service
companies, many operators were involved in the
launching of the new globa aliances with their
existing fleets and newbuildings delivered in 1997.
Rationalization gains expected through fleet
redeployment in the context of alliances|ed operators
to enter the market for very limited tonnage
requirements only.

81. The market for ships of 500-1,000 TEUs
benefitted from the rise in demand for feeder
services. The mgority of charter activities were,
however, dominated by the extension of existing
contracts. 1997 saw an increased number of orders,
mainly for geared ships for delivery in Northern
Europe or the Caribbean. The market for self-
sustained tonnage weakened dightly in 1997.
Geared tonnage with a capacity of 800 TEUs earned
$7,000-8,000 per day on 12-month time-charters.

82.  Inthecategory of 1,000-2,000 TEUSs, aclear
difference emerged between geared and gearless
charter hire in 1997. With constant demands for
feeder or intraregional servicesin South America, the
market remained stable, especially for geared cellular
ships. However, massive deliveries of geared
newbuilding tonnage flooded the charter market in
1997. Consequently, overall rates for this category
continued to fall in 1997. Charter rates for geared
ships of 1,600-1,700 TEUs fell to the level of
$12,000 per day for a 12-month time-charter, as
compared with $16,500-17,000 per day for similar
vesselsin 1996.

83. In the category of 2,000-3,000 TEUS, geared
ships consistently obtained employment at
substantially healthier levels than gearless units. In
1997 there was a series of regroupings and mergers
on the North-South trades in the Atlantic basin,
phasing in the chartering of no less than
eleven 2,000-2,500 TEU geared ships at around
$18,000 per day on 12-24-month time-charters, in
place of the previous 1,400-1,700 TEU vessels. On
the other hand, gearless tonnage of 2,100 TEUswas
quoted at $16,500-17,000 per day for a maximum of
12 months. Ratesfor similar vessels had been fixed
at $18,500 per day for 12 monthsin 1996.

Containership charter market

84. The charter market for modern gearless
tonnage of 3,000 TEUs and above was relatively
inactive throughout 1997. A newbuilding of
3,400 TEUs was fixed at $24,000 daily on a
24-month time-charter.  Two newbuildings of
3,600 TEUs were rumoured to be costing around
$21,000 per day as asix-month package deal with an
option for afurther six months. However, asmost of
the vesselsin this category are owned and operated
by thetop liner operators, this market segment tends
to be fairly limited in size, and developments are
dominated by afew major players.

(d)

85.  Table 35 reflects the development of liner
freight rates on cargoes loaded or discharged by
linersat portsin the Antwerp/Hamburg range for the
periods of 1995-1997 and 1998 to date. The overal
1997 liner freight index increased by four points to
an average level of 97 (1991=100), with the increase
evenly distributed over homebound (to the
Antwerp/Hamburg range) and outbound rates. While
the average container index remained the same in
1997 as in 1996, the conventional general cargo
index rose by 6 points. Thusthe development of the
overall index reflects both the continuing pressures
on container rates (see paras. 73-78 above) and the
potential market niches available for the smaller
operators of general cargo vessels. In 1998, the
average overal index for the first six months fell by
2 pointsfrom the annual averageindex in 1997. The
decline is mainly attributed to the freight level for
outbound shipments which has been under pressure
from relatively weaker growth inimport activitiesin
Asian countries, as compared to previous years.

(€)

Liner freight index

Liner freight rates as a percentage of
pricesfor selected commodities

86.  Table 36 provides data on liner freight rates
as a percentage of market prices for selected
commodities and trade routes for selected years
between 1970 and 1997. Prices for rubber and jute
fell, whilethose for the other commoditiesincreased.
Freight rates remained unchanged or were under
more pressure than in the previous year, bringing
about a considerable decrease in the freight/price
ratio. The most significant decreases in the ratio
were observed in the Brazilian and Colombian coffee
trades, where pricesincreased by 39 per cent (Brazil)
and 52 per cent (Colombia), while freight rates
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Table35

Liner freight indices, 1995-1998
(monthly figures: 1991=100)

Month Overall index Homebound index Outbound index Container index Conventional general
cargo index
1995 | 1996 | 1997 [ 1998 | 1995 | 1996 | 1997 [ 1998 | 1995 [1996| 1997|1998 | 1995 | 1996 | 1997 [ 1998 | 1995 | 1996 | 1997 | 1998
January 97 94 | 9% | 97 93 89 | 90 | 90 | 100 | 99 | 102 | 103 | 96 92 | 91 | 91 98 96 | 100 | 103
February 95 93 | 98 | 96 92 87 | 91 | 90 99 98 [ 104 | 101 | 95 91 | 92 [ 90 97 96 | 103 | 102
March 92 93 | 98 | 96 89 87 | 92 | 91 96 99 | 104 | 102 | 91 91 | 92 | 91 94 96 | 103 | 102
April 92 94 | 96 | 95 89 88 | 90 | 89 95 | 100 | 102 | 100 | 91 92 | 90 | 89 94 97 | 102 | 101
May 94 95 | 96 | 93 91 89 | 90 | 88 97 | 101 | 101 | 98 92 92 | 90 | 87 96 98 | 101 |59
100
June 94 95 | 96 | 94 90 89 | 90 | 89 97 | 100 | 102 | 89 92 92 | 90 | 87 95 98 | 102 | 100
July 94 93 | 97 91 86 | 91 97 98 | 103 93 89 | 91 96 96 | 103
August 96 92 | 99 93 86 | 93 99 97 | 105 95 88 | 92 97 95 | 105
September 96 92 | 98 92 86 | 91 99 98 | 104 95 89 | 91 97 95 | 103
October 92 93 | 95 87 87 | 89 97 99 | 101 91 90 | 89 94 9 | 101
November 92 93 | 95 87 87 | 89 97 98 | 100 91 89 | 88 94 96 | 100
December 93 94 | 96 88 88 | 90 98 | 100 | 102 92 91 | 90 95 97 | 102
Annual average 94 93 | 97 | 95 90 87 | 90 | 90 98 99 | 102 | 99 93 90 | 90 | 89 96 96 | 102 | 101

Source: Compiled by the UNCTAD secretariat on the basis of the Liner Index of the German Ministry of Transport. Monthly weighted assessments of freight rates
on cargoes loaded or discharged by liners of all flags at ports of the Antwerp/Hamburg range.
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decreased by 21 per cent (Brazil) and around
25 per cent (Colombia). Theratio for teadecreased
moderately, mainly because of an unchanged freight
rate and an increase in prices, while the decreasesin
the ratios for rubber and cocoa beans (from Brazil)
were due to larger declines in freight rates (32 per
cent for rubber and 13 per cent for cocoa beans)

than in prices (29 per cent for rubber and 12 per
cent for cocoa beans). The substantial increase in
the ratio for jute was primarily attributable to a
significant decrease in its f.o.b. (free on board)
price, which rose by as much as 33 per cent, while
the freight rate remained unchanged.

Table 36

Ratio of liner freight rates to prices of selected commodities

Commodity Route Freight rate as per centage of price ®

1970 | 1975 | 1980 | 1985 | 1990 | 1996 | 1997
Rubber Singapore/Maaysia-Europe 105 185 8.9 . 155 8.9 8.5
Jute Bangladesh-Europe 12.1 195 19.8 6.4 21.2 155 234
Cocoa beans Ghana-Europe 24 34 2.7 19 6.7 6.3 -
Coconut oil Sri LankaEurope 8.9 9.1 12.6 12.6 . 6.0 -
Tea Sri LankaEurope 9.5 10.4 9.9 6.9 10.0 5.6 45
Coffee Brazil-Europe 52 9.7 6.0 5.0 10.0 2.6 15
Coffee Colombia (Atlantic)-Europe 4.2 5.7 33 6.7 6.8 4.6 23
Cocoa beans Brazil-Europe 74 8.2 8.6 6.9 11.0 6.6 51
Coffee Colombia (Pacific)--Europe 45 6.3 44 6.1 74 4.9 24

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

1990-1997).

a

C.i.f. (cost, insurance and freight) prices are quoted for coffee (Brazil-Europe and Colombia-

Europe) and coconut oil. For cocoa beans (Ghana-Europe and Brazil-Europe) and tea, the average
of thedaily pricesin London isquoted. Pricesof the remaining commodities are quoted on f.o.b.
terms. Freight rates include, where applicable, bunker surcharges and currency adjustment
factors, and a tank cleaning surcharge (for coconut oil only). Conversion of rates to other
currencies is based on parities given in International Financial Statistics, published by the
International Monetary Fund (IMF). 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 1990-1997, the prices of the commodities were taken from UNCTAD, Monthly

Commodity Price Bulletin, March 1998.

B. DRY BULK SHIPPING MARKET

@ Dry bulk trade

87. Overdl dry bulk shipments showed a
substantial growth of 5.7 per cent, of which main
bulk commodities increased by 6.0per cent
and other dry bulk commodities by 5.5 per cent.
World crude  steel production  increased by

6.2 per cent to 794.4 million tons. Raw material
shipments to thesteel industry aso increased
strongly. lron-ore shipments increased by 8.2 per
cent to 423 million tons. Coal was again the most
important commodity by volume, increasing by
4.1 per cent to 453 million tons, of which the coking
coal tradewas up by 5.8 per cent to 181 million tons.
The grain trade increased by 5.2 per cent to
203 million tons. Grain exportsfrom Argentinaand
Australiaincreased significantly, whereasthosefrom
the United States decreased.
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Iron oretrade

88.  Seaborneiron-ore trade is estimated to have
increased by 8.2 per cent to 423 million tonsin 1997
from 391 million tons in 1996. Exports from
Australia increased by as much as 13.8 per cent to
146.7 million tons, and Brazil's exports were up
7.0 per cent to 136 milliontons. Australiaand Brazil
together accounted for two-thirds of the world iron-
ore shipments. Canada's exports rose by 15.8 per
cent to 32.3million tons and those of Sweden
increased by 14.3 per cent to 18.4 million tons.
Other iron-ore-exporting countriesdid not experience
similar high-growth rates. On theimport side, trade
with the European Union countries climbed by
3.8 per cent to 136 million tons in 1997, compared
with 131 milliontonsin 1996. Iron-ore shipmentsto
Japan rose by 6.2 per cent to 126.6 million tons,
while imports to China rose by as much as 25.6 per
cent to 55.1 million tons. The Republic of Korea
showed a 3.6 per cent rise in imports, reaching
35.5 million tons. Taiwan Province of China
indicated an increase to 13.7 million tons in 1997
from 10.1 million tonsin 1996.*2

Seel production

89. The world steel industry produced
7944 million tons of crude steel in 1997,
representing an increase of 6.2per cent from
748.1 million tons in 1996. Chinas crude steel
production rose from 100.0 million tons in 1996 to
107.6 million tonsin 1997. Japan's production rose
by 5.8 per cent to 104.5 million tons. The Republic
of Korea and Taiwan Province of China, the other
main producersin the Far East, increased production
by 9.4 per cent to 42.6 milliontonsand 28.5 per cent
to 15.9 million tonsrespectively. Thus, the combined
production of the Asian big four, China, Japan, the
Republic of Korea and Taiwan Province of China,
rose by asmuch as 8.2 per cent to 270.6 million tons,
representing 34.1per cent of the total world
production of crude steel. The European Union
increased its output by 8.8 per cent to 159.9 million
tons, and United States production increased by
4.8 per cent to 99.2million tons. The former
Soviet Union experienced a marginal growth of
0.6 per cent to 77.7 million tons.™®

Coal trade

90. The world seaborne coal trade increased to
453 million tons in 1997 from 435 million tons

in 1996. Coking coal showed a favourable growth
from 171 million tons to 181 million tons while
thermal coal moderately increased from 264 million
tons to 272 million tons. While exports from
Australia showed the strongest growth of 12.5 per
cent, reaching 156 million tons, United States exports
fell by almost 13.0 per cent to 61.7 million tons,
dipping to third place in the world rankings behind
South Africa, which showed a growth of about
2.0 per cent to 63.0 milliontons. In South-East Asia,
Indonesia's coal exports increased by as much as
19.0 per cent to 38.1 million tons. China's exports
rose by 5.1 per cent to 30.8 million tons. On the
import side, Japan's coal importsincreasedby 3.2 per
cent to 133.6 million tons, with imports from
Australia up 9.4 per cent to 71.5million tons,
imports from the United States down almost 21 per
cent to 7.6 million tonsand those from Canada stable
at 18.7 million tons. Imports to the Republic of
Koreaincreased by about 9 per cent to approximately
50 million tons. The imports of Taiwan Province of
China were up significantly by about 19 per cent to
37 milliontons. The combined importsto Japan, the
Republic of Korea and Taiwan Province of China
accounted for 48.7 per cent of the world coal trade.
The prospects for the coking coal trade are poor, as
the traditional major steelwork importers in the
European Union and Japan will be needing less coal
as aresult of the widespread adoption of pulverized
coal injection in steel-making furnaces. On the other
hand, in response to further rises in import demand
for thermal coal, especidly in the East Asian
countries, the total seaborne coal trade is expected to
continue rising by an average of around 3 per cent
annually and to reach 510 million tons in the year
2000.*

Grain trade

91. In the grain trade, trends and patterns in
supply and demand are often affected by sudden
changes in weather conditions which can give good
or bad harvests, or by surpluses in the major
consuming regions. Major suppliers such as the
Argentina, Australia, Canada, the European Union
and the United States continued to dominate the
supply side in 1997. Traditional large-scale
importers such as China, Eastern Europe and Japan
remain the major markets. Grain shipmentsin 1997
increased to 203 million tons from 193 million tons
in 1996. United States exports decreased by about
17 per cent to 74.3 million tons. Canada's exports
rose by 25per cent to 26.7 million tons and
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Australia's were up by as much as 20 per cent to
22.9 milliontons. Exportsfrom the European Union
to third countries were about 17 per cent higher than
the year before, reaching 18.3 million tons. For
crops from mid-1997 to mid-1998, the International
Grains Council expects asight decrease on aglobal
basis.®

(b)

92. The increase in economic growth in
Western Europe and the United States in 1997
stimulated the dry bulk charter market. This trend
continued until the third quarter of 1997. It was
only at the end of 1997 and well into 1998 that the
Asian financia crisis adversely affected dry bulk
demand and consequently freight rate development.

Dry bulk freight rates

Dry bulk time-charter (trips)

93.  For modern Capesize tonnage in the Pacific,
1997 began with strongly increased activity as
demand for ore and coal rose. At the peak, modern
ships of 160,000 dwt were being chartered for up to
$20,000 per day or up to $17,000 per day for Pacific
rounds. Atlantic demand for Capesize modern
vesselsremained healthy throughout the year. Some
slackness was observed in March and April as rates
for trips to the Far East weakened to $17,000 per
day, but they improved steadily to apeak of $23,000
per day in October, before softening slightly as the
year ended.

94.  For modern Panamax vessels, pricesfor trips
to the Far East rose steadily to peak at around
$15,000 per day during a short period between the
end of March and early April. Thereafter pricelevels
weakened as demand fell off and the fleet grew
towardsthe middle of theyear. For the remainder of
the year, trips to the Far East fluctuated between
$12,000 and $13,000 per day. Transatlantic rounds
remained stable at between $9,200 and $9,700 per
day for most of the year, except for a temporary
slackness at $8,000 per day inlate November. Asfor
the handy-size market, the rates for medium-age
ships of 38,000 dwt rose from $8,700 per day in
January to a peak of $9,300 per day in May, before
decreasing continuously to $7,600 per day in
December. On a yearly bass, Pacific round
tripsincreased from $7,700 per day in 1996 to
$8,000 per day in 1997, whereas transatlantic round
trips decreased from $7,600 per day to $6,900 per

day.

Dry bulk time-charter (periods)

95. The rate changes in 1997 showed quite
different trendsfor individual sizegroups. Generally
healthy conditions buoyed up time-charter rates for
modern Capesize vessels. Rates for 12-month
periods showed a continuousincrease to $17,300 per
day in October, before a slowdown to an average of
$15,600 per day at year's end. Asfor the Panamax
size group, the monthly average for 12-month time-
charter rates fluctuated during the year. There was
an increase from $10,900 per day in January to
$11,600 per day in March. Thereafter the average
rate fell t0$10,500 per day in July, and then climbed
again to $11,300 per day in September and October,
before falling back to $10,000 per day in December.

96.  For handy-size and smaller bulk carriers, the
reference rate for medium-age 38,000 dwt vessels
varied in the range $7,400-8,400 per day for a
12-month time-charter. Handymax newbuildings
were fixed at $9,500 per day for a 12-month period
early intheyear. In August, newbuilding 45,000 dwt
vessels could be chartered for $10,500-11,000 per
day for two-year periods, with delivery early in 1998.
The rates for this size of newbuilding fell back to
$8,500 per day for 12-month time-charters towards
the end of the year.

Dry bulk trip-charter

97.  Asindicated in table 37, the annual average
freight ratesfor dry bulk trip-chartersin 1997 did not
benefit as extensively as the charter rates from
increased economic growth in Western Europe and
the United States. One of the main reasons for this
was the increased preference of those chartering
vessels for period time-charter contracts. Record-
high deliveries of dry bulk newbuildings
substantially exceeded scrapping of vessels in that
category and resulted in anet increase in the fleet of
12 million dwt. The consequent availability of
modern tonnage coupled with improved port
conditionsinduced charterersto employ vesselson a
time-charter basis. Furthermore, since the last
quarter of 1997 the slowdown of Aisan economic
activities has exercised downward pressure on dry
bulk shipping activities and consequently, on dry
bulk freight rates. Thus, the averagefreight index for
both time and trip chartersfor thefirst six monthsin
1998 plummeted by 19 per cent and 8 per cent
respectively from that registered in 1997.
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Table 37

Dry cargo freight indices, 1995-1998
(monthly figures)

Period Dry cargo tramp time-charter a Dry cargo tramp trip-charter b
(1991 = 100) (July 1965 to June 1966 = 100)
1995 1996 1997 1998 1995 1996 1997 1998
January 111 83 84 74 234 207 209 189
February 106 77 87 64 227 202 197 186
March 108 80 91 71 229 192 199 171
April 111 81 89 70 243 192 197 173
May 115 82 82 66 245 196 190 173
June 106 73 81 62 239 195 184 177
July 100 66 87 230 186 183
August 112 58 90 218 189 196
September 110 57 85 220 186 190
October 92 65 82 221 176 191
November 84 75 79 198 188 189
December 88 80 75 198 211 186
Annual average 104 73 84 68 225 193 193 178

Note:

All indices have been rounded to the nearest whole number.

Compiled by the German Ministry of Transport.
Compiled and published by Lloyd's Ship Manager.

Highest and lowest freight rates for major dry bulk
trades

98. Table 38 indicates the highest and lowest
freight rates reported during 1996 and 1997 in
selected major bulk trades. The highest ratesin 1997
were down compared with the previous year, except
for iron-ore on the Brazil/Japan route, but the |lowest
rates were significantly up, except for the
Mississippi/Venezuela grain trade. The range
between the year's high and low rates decreased
drastically for grain in the United States (Gulf of
Mexico)/Japan trade from $14.65in 1996 t0 $4.85in
1997. This grain trade continued to show small
variations at a higher rate throughout 1997. The
lowest freight levels and narrowest margins were
recorded in the Brazil/Continental Europe iron-ore
trade.

99. The average freight rates for iron ore on
the Brazil/Continental Europe routeroseto $5.90 per
tonin 1997 from $5.20 per ton in 1996.
Fluctuations were rather modest, in the range
of $5.60-6.10, with the highest ratesregistered at the
beginning and end of the year. Those on the
Brazil/Japan route climbed to $10.60 per tonin 1997
from $8.95 per ton with fluctuations between $9.50
and $12.75 per ton.

100. The freight rates for coa from Hampton
Roads to Japan rose from an average of $11.95 per
tonin 1996 to $13.45 per tonin 1997. Therateitself
fluctuated between $12.65 per ton and $14.55 per
ton. Richards Bay/Continental Europe freight rates
averaged $7.00 per tonin 1997 as compared to $6.10
per ton in 1996. The rates varied in the range of
$6.40-7.80 per ton in 1997.



101. For grain shipments, after bumper crops in
the southern hemisphere, export volumes from
Argentina and Australia were particularly high in
spring 1997. Export volume from the United States
decreased while Canada's increased. Accordingly
the trading pattern fluctuated in 1997 much more
than usual, although the changes did not have a
substantial impact on regional demand for tonnage.
The United States  Gulf/Japan  freight  rate
dightly decreased from an annual average spot rate
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of $23.75 per ton in 1996 to $23.25 per ton in 1997,
a monthly average peak of $23.70 per ton was
recorded in September 1997. The annual average
spot rate for the United States Gulf/European
Continent freight rate on an FIO (free in and out)
basis decreased slightly from $12.90 per tonin 1996
to $12.65 per ton in 1997. From the second quarter
of 1997 onwards, the highest rate was $13.15 per ton
(towards the end of the year) and the lowest $11.45
per ton (in the autumn).

Table 38
Freight rates for selected commodities, 1996 and 1997
Commodity Route Freight rate range
1996 ($/ton) 1997 ($/ton)
High Low High Low

Grain Mississippi/Venezuela 21.00 12.50 16.50 12.00
Grain United States (Gulf of Mexico)/Japan 28.00 13.35 25.55 20.70
Coal Richards Bay/Continental Europe 8.25 4.95 7.80 6.40
Ore Brazil/Japan 11.00 8.00 12.75 9.50
Ore Brazil/Continental Europe 6.80 4.30 6.60 5.85

Source: Drewry Shipping Consultants Ltd. (London), Shipping Statistics and Economics, 1997-1998, variousissues.

(d) Baltic Freight Index

102. Developments in dry bulk markets are aso
reflected in the movements of the Baltic Freight
Index (BFI). Thisindex isweighted on the basis of
the importance of the global major dry bulk trade
routes. The composition of the index during
1997/1998 is as follows:

Graph 9 shows the trend in the BFI and selected
trade routes for 1997/1998. The year 1997 saw a
relatively strong volume increase in man dry
bulk commodities.

One of the main reasonswhy the favourabledry bulk
trade did not boost the freight market wasthe record
high  of newbuildingsfor main dry bulk
commodities, amounting to 18.3 milliondwt in 1997.
Scrapping and losses aggregated  about
6.0 million dwt in 1997. Hencethedry bulk fleet in
the main dry bulk sector increased by 4.5 per
cent. The combined carrier fleet decreased from
18.1to 17.9 million dwt during 1997, and the
dry bulk cargo share also decreased from 73.8 per
cent in1996to 64.1per cent in 1997, as
the significantly better tanker market
attracted more combined carriers from dry bulk
trading

Route Commodity Weighting
1 United States Gulf-North Continent Grain 10 %
1la Transatlantic round T/c 10 %
2 United States Gulf-Japan Grain 10 %
2a United States Gulf-Far East time charter Grain 10 %
3 United States North Pacific-Japan Grain 10 %
3a TransPacific round T/c 10 %
6 Hampton Roads-Richards Bay-Japan Cod 7.5%
7 Hampton Roads-Rotterdam Cod 7.5%
8 Queensland-Rotterdam Coad 7.5%
9 Far East to Nopac-Cont T/c 10 %
10 Tubaraoc-Rotterdam Iron Ore 7.5%




65

Graph 9

Baltic Freight Index (BFI) and selected routes, 1997 and January-Apanl 1593
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C. OIL AND OIL PRODUCTS SEABORNE
FREIGHT MARKET

Seabornetradein oil and oil products

(@)

103. World crude oil production increased in 1997
by 2.3 million barrels per day, or 3.3 per cent, to
average 72.1 million barrels per day. The maor
reported increases came from the Middle East, the
Caribbean and Latin America and Africa The
Middle East showed the largest overal gain, with
supply increasing by 925,000 barrels per day. The
largest single increase came from Iraq where, in
accordance with the oil-for-food formula, production
almost doubled in 1997 from 1996 levels, averaging
1.15million barrels per day. Caribbean and
Latin American production rose by 547,000 barrels
per day. Mexican and Venezuelan production rose
significantly in 1997, the two countries together
accounting for an additional 370,000 barrels per day.
An increase in African output was another factor in
1997, with supply rising by 325,000 barrels per day;
most of this gain can be attributed to Nigeriaand the
Libyan Arab Jamahiriya.'®

104. In 1997 the overall volume of the seaborne
crude oil trade increased by 2.3per cent to

1,626 million tons from 1,590 million tons in 1996.
The growth in shipments of crude oil in 1997 was
primarily supplied from the Middle East Gulf, the
Caribbean and Latin America, and North and West
Africa. Among the major importing countries, the
United States increased its crude oil importsin 1997
by 5.7 per cent, accounting for one-third of the
total imports of the developed market-economy
countries. Japan was the second-largest importer of
crudeail, accounting for an estimated one-fifth of the
total imports of the developed market-economy
countries. Europe's overall imports of crude oil
declined substantially for the second consecutive
year, while its exports increased by 0.2 per cent in
1997.

105. Overal shipments of oil products in
1997 increased by only 1.6 per cent to 546 million
tons. Thiswasaconsiderable slowdown from 1996,
when growth of 3.3 per cent was registered. The
decline in growth rate reflects large increases in
domestic production in South-East Asia and the
Far East.  United States imports registered a
marginal increase of less than 1 per cent in 1997.
Europe's imports in 1997 increased moderately by
2.8 per cent, while exportsfrom Europeincreased by
1.6 per cent.
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106. Tanker shipping in the Middle East Gulf has
experienced changes in trade-route structures since
1996. The trend towards reduced movements to
Western destinations continued, primarily asaresult
of the increasing demand for crude oil from the
economies of Asian nations such as China, the
Republic of Korea and Taiwan Province of China
Roughly 60 per cent of the crude oil shipmentsfrom
the Middle East Gulf were destined for the Far East
and South-East Asia. This also reflects the fact that
many of the refiners in Western Europe and the
United States preferred the cheaper transportation
costs incurred in the shorter-haul trades from West
Africa, the North Seaand Latin America.'’

(b)  Tanker freight rates

107. The 1997 international shipments of crude oil
and products have increased by 2.1 per cent in terms
of seaborne cargo tonnage and by 2.1 per cent in
terms of ton-miles, whereas the fleet increased by
only 0.2per cent to 272.0million dwt. The
combined carrier fleet switched back to considerably
more oil trading. Laid-up tankers remained at
3.0 million dwt whereas tankers engaged in oil
storage increased from 10.5 million dwt as at the end
of 1996 to 12.7 million dwt or 4.7 per cent of the
tanker fleet at the end of 1997. The utilization rate
was best in the autumn in the northern hemisphere,
when short-haul trade also increased further.'®
Favourable conditions continued into 1998 in the
UL CC/VLCC markets, while markets for medium-
size crude carriers and small crude and product
carriers slowed down at least until the middle of
1998.

Very large crude carriers

108. In 1997, only eight VLCCs were sold for
demolition, which was six less than in 1996 and 22
lessthanin 1995. Thesefiguresclearly illustrate that
the VLCC market during 1997 was so attractive that
only those units which had no hope of employment
were destined for breaking. In addition there was a
greater overall utilization of VLCCs in 1997 than
previously. In 1997, approximately 1,520 VLCC
fixtures were reported in al loading areas, as
compared to about 1,200 in 1996. Throughout 1997
there was a trend to employ larger tonnage and to
benefit from economies of scale on anumber of trade
routes in addition to those originating in the Middle
East Gulf. This was evidenced by the
increased utilization of VLCC tonnage in West
Africaand the North Sea, where Suezmax vessels
had bee economically suitable and were actualy

most used. It was another feature of the 1997 VLCC
market that the majority of VLCC cargoes from the
Middle East Gulf (approximately 60 per cent) were
destined for discharge in the East, and there were a
few weeks during the year when no business was
concluded to the West.

109. The annual average ULCC/VLCC rates in
1997 were WS 67, which was a considerable
improvement over the rates of WS 60 in 1996 and
WS 54 in 1995 (see table39). In March 1997,
Eastern routes from the Middle East Gulf revived.
Thanks to persistent demand and thinned-out
availability of preferred tonnages, the market reached
WS 60-65. However, the westbound trades saw very
rarefixing and rates mainly around WS 50-55. West
African fixing continued in the low WS 70s for
westbound trades. TheMiddle East Gulf wasbusy in
May, with a much-improved pace of fixing
continuing the positive trend already evident in
March. Freights for modern VLCCs gained further
momentum, and those for all eastern options
eventually paid above WS 70. Thebulk of shipswas
again absorbed by Asian demand while the Western
tradesremained quiet. Nevertheless, freightsinched
up from the low WS 50s to the high WS 50s. Since
the beginning of the third quarter, persistent demand
and scarce tonnage availability in the Middle East
Gulf enabled owners to push for further rate gains,
and exceed the WS 90 mark for the Far East. West
African fixing wasfar from plentiful, but the buoyant
conditions prevailing in the Middle East Gulf |eft
few shipsfor West African cargoes, which paid upto
WS 85 for westbound trade. After a lull in the
market in the second half of the third quarter, the Far
Eastern chartererswere very dominant inthe Middle
East Gulf in October and eventualy caused the
eastwards market to go beyond the WS 100 level.
On the other hand, demand in West Africa dropped
back to WS 77 for the United Statesdischarge. This
downward trend in the VL CC market prevailed from
November to the early months of 1998. A surplus of
VLCC unitsinthe Middle East Gulf put pressure on
freights, which softened to the WS 60s for both the
eastbound and the westbound voyages. West African
fixing, however, continued at the WS 80 level for
westbound trades. From the second half of
March 1998 onwards, the VLCC market from the
Middle East Gulf regained momentum due to brisk
demand on the eastern routes, coupled with relatively
stronger needs for modern units. However, these
favourablefactorsmay not prevail throughout 1998,
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Table 39
Tanker freight indices, 1995-1998
(monthly figures)

Period Tanker freight indices ®
Small crude and product
VLCC/ULCC Medium-size crude carriers carriers Handy-size clean Handy-size dirty
1995 | 1996 | 1997 | 1998 | 1995 | 1996 | 1997 | 1998 | 1995 | 1996 | 1997 | 1998 | 1995 | 1996 | 1997 | 1998 | 1995 | 1996 | 1997 | 1998
January 53 61 59 55 105 120 114| 105 155 158 | 164 | 142 226 228 | 256 171| 170| 178| 198 155
February 48 67 58 69 99 120 | 109 97| 146 154 | 156 133| 216 230| 238 176| 163| 202| 201 147
March 50 61 62 72 101 114 120| 106 142 178 201 | 146 215 233 | 223 162 | 159| 228| 194 161
April 45 49 52 70 95 117 | 110 92 140 161| 182 122 187 221 | 214 155| 176| 210| 181 157
May 45 57 63 75 101 114 111 98 145 153 | 183| 120 211 212 203 152 | 217| 215| 203 67
171
June 56 67 64 74 95 106 | 107 | 105 147 160 | 173 | 136 218 204 181 161| 217| 241| 186 167
July 63 70 70 108 101 | 100 145 136 | 160 213 181| 176 214 217| 176
August 64 63 83 107 101 112 148 139 148 204 180 170 192 | 185| 180
September 54 54 76 100 98| 114 135 133 | 153 189 174 | 164 166 | 212 | 182
October 49 55 90 101 110 115 143 138 | 167 207 197 150 175 198 | 165
November 61 60 74 97 108 111 132 148 139 215 187 | 184 163 | 190| 180
December 61 57 55 103 107 | 110 137 166 | 150 234 234 | 175 162 | 188 | 141
Annual average 54 60 67 69 101 110 111 | 101 143 152 165( 133 211 207 | 195( 163 | 181| 205| 182 160

Note  All indices have been rounded to the nearest whole number

Compiled and published by Lloyd's Ship Manager. Worldscale = 100, aseffectivein each year. For tankers, vessel sizegroupsareasfollows: VLCC/ULCC: 150,000 dwt and upwards;
medium-sized crude carriers. 60,000-150,000 dwt; small crude and product carriers: 30,000-60,000 dwt; and handy-size clean and dirty tankers: below 30,000 dwt.
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given the economic slowdown in Asian countries.
Freights continued to be paid at around the WS70 level
depending mainly on discharge options. Rate levels in
westbound trades from the Middle East Gulf and West
African trades were maintained at around WS 60.

Medium-sized crude carriers

110. The annual average rates for medium-
sized crude carriers (60,000-150,000 dwt) in 1997
remained at the relatively high level of WS 111,
which was amost the same as in 1996 much higher
than the WS 101 registered in 1995 (see table 39).
Suezmax tankers (the larger wunits in this
category) continued to benefit from high rates in
1997. West Africatill provided the benchmark for
Suezmaxes, and the average rates obtained for West
African tradesimproved to WS 96.3 as compared to
WS 925 in 1996. The West African market was
brisk throughout 1997. Suezmax markets were also
active in the North Sea, the Mediterranean and,
sometimes, in the Caribbean. These markets
provided a viable alternative to those owners who
chose not to be engaged in the tradesin West Africa.
There are only 11 Suezmaxes scheduled to be
delivered in 1998, and this modest increase in the
size of the fleet should have a substantial effect on
future rates. Aframax (the smaller units in this
category) also had a good year in 1997, benefiting
from the short-haul business of many oil companies
and traders, especially in their principal markets in
the Mediterranean, the Caribbean and the North Sea.
In the cross-Mediterranean trade, rates for 80,000
ton movements showed a modest improvement in
1997, with an annua average of WS 113,
three points up on the previous year. In the North
Sea, the yearly average was also higher in 1997.
Cargoes of 80,000 tons paid an average of WS 115,
ascompared toWS 110in1996. The Caribbean was
avery good market for Aframaxesin 1997, with an
averagerate of WS 161 as compared with WS 142.5
in 1996.

111. Atthe beginning of 1997 afavourable level of
demand in West Africa, combined with reasonable
requirements in the Mediterranean and North Sea,
led to some busy months for Suezmax units. After
this period, Suezmax freights for United States-
bound cargoes from West Africa slowly came back
to WS 92-95. On the other hand, the Aframax
market grew stronger in the North Sea.  Freights
rose to WS120-125. Mediterranean trading

experienced along-awaited boom asfreights jumped
from WS 105-110 to a peak of WS175. The
Caribbean trade continued its climb to just below
WS 150 coastwise. In March, brisk turnover for
Suezmax units on the West African market gave
freights afurther push to WS 107 for modern units.
Afterwards, reduced demand pushed back freight
levelsto WS 95 for the United States and WS 88 for
Europe. On the other hand, the Caribbean business
for Aframax climbed swiftly as a consequence of
delaysintheavailability of tonnage. The 80,000-ton
sizetentatively secured ratesashigh asWS 225 from
Mexico to the United States Gulf. At the end of the
second quarter, adeclineof shipmentsin West Africa
weakened the Suezmax market, and even modern
units were forced to accept WS 85-87 to the
United States. Mediterranean freights fell from
WS 90 to the WS 80s. However, in August there
was a remarkable upturn in general market
conditions for Suezmax units. Much-improved
demand for West African transport again becamethe
"engine? of the Suezmax market and, helped by
similar signals in the Mediterranean and the North
Sea, the markets were soon on the move. The boost
in numbersin West Africabrought freights from the
high WS 80sto theWS 110-120 rangefor cargoesto
theUnited States. The Aframax market in the North
Sea aso rapidly rose from WS 105 to WS 150 for
short hauls. In September, increased West African
crude exports on VLCCs had a negative effect on
Suezmax demand, and  consequently  freights
levelled off inthe WS 90swith some point premiums
paid for the United States trades. Entering the last
quarter, aconsiderable amount of business was
concluded in West Africa for Suezmax ships, with
rates in the WS90s for destinations in the
United States. In November, Suezmax fixing gained
momentum, with West African loadings fetching up
to WS110-113. Mediterranean deadls aso
produced a rise to WS 105 for short trips. Brisk
North Sea business revitalized the market for
Aframax, with freights fetching over WS 120
towards the end of the year, while conditions
remained firm for Suezmax unitsin West Africa, the
Mediterranean and the North Sea.  Decreasing
demand and the combination of
Suezmax consignments for VLCC shipments out of
West Africa put considerable pressure on Suezmax
and, consequently, Aframax ratesin early 1998. The
rate level decreased to WS 101 from an average of
WS 111 in 1997.
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Small crude and product carriers

112. The annual average rates for small crude and
product carriers (30,000-60,000 dwt) in 1997 roseto
WS 165 from WS 152 in 1996 and WS 143 in 1995.
Until the end of February 1997, freight levels of the
main trades in this category in the Caribbean, the
North Sea and the Mediterranean fluctuated
moderately between WS 155 and WS 165. InMarch,
the Aframax rate ? asin the Caribbean business ?

pushed the market for this size up to the WS 220s.
The Mediterranean/United States cargo  paid
WS 165-170, asdid stemsfrom the North Sea bound
for the United States.  This favourable trend
continued towardsthe end of the second quarter with
average freights for the main trades fluctuating at as
highasWS 175-185. From July onwards, the trades
for this size of vessel continued at the same level as
inpreviousyears. Caribbean businessfor 50,000-ton
vessels fluctuated between WS 160 and WS 170.
The North Seaand the Mediterranean marketsvaried
intherange of WS 150-160. The overall marketsfor
products for the first six months of 1998 were
depressed as compared with the same period in the
previous year. A relatively warm winter in
the northern hemisphere as well as refineries
building up stocks and consequent overcapacity,
specifically in Asia have contributed to falling rates
in the market.

Handy-size dirty carriers

113. From the end of 1996 to March 1997 the
overall market for handy-size dirty carriers (below
30,000 dwt) improved, led by the North Sea
activities, maintaining freights for the 25,000-ton
sizeat WS 205-220. Inthe Mediterranean, WS 200
were paid for similar cargoes. After atentative drop
in April, inter-North Sea trading gained momentum,
with the 25,000-ton size on short hauls paid at
WS 235-240. For cross-Mediterranean movements,
this category of vessel was paid a WS 185-190.
This profitable businessfor owners continued during
June and July. Afterwards, a moderate downward
movement caused by relatively weak market demand
persisted throughout the third and fourth quarters,
and towards the end of the year freights plummeted
further. Consequently, theannual averagefor handy-
size dirty carriers in 1997 fell significantly to
WS 182, amost the samelevel asin 1995 (WS 181),
from the WS205 registered in 1996. These
unfavourable market conditions continued in the
early months of 1998.

Clean-cargo carriers

114. The market for clean carriers of up to
60,000 dwt made a very positive start in the first
quarter of 1997, when the genera rate level
fluctuated widely, reaching as high asthe WS 220s-
250s. After that, the market for this category
deteriorated, reaching alow at the beginning of the
fourth quarter of 1997, when the general rate levels
remained depressed at around WS 150. The
generally negative market conditions were based on
continuing low demand in the main clean market,
except for the Caribbean trades. In November, a
positive trend emerged in the Middle East Gulf,
where the 50,000-55,000-ton class received a boost
toashighasWS 185 for Far East trade. The45,000-
ton class moving from the Middle East Gulf to
various parts of the Indian subcontinent continued
booking cargoes at around the WS 160s. Trade
received a welcome boost in Indonesia, where the
50,000-ton size was booked at WS 170 for the Far
East. From December 1997 the Caribbean market
remained firm at up to WS 220-230, while the
Mediterranean trades to Europe slipped back to
WS 150 because of alack of enquiries. This market
trend continued in the early months of 1998, and then
freightsin al markets slowed down.

Tanker period-charter market

115. The period-charter market for crude tankers
improved for virtually all categories except for
handy-size dirty carriers during 1997. These
improvements clearly reflected the general feelings
of optimism prevailing in the spot market. There
was a more active VLCC period market in 1997,
compared to that in the previousyear. The bareboat-
charter rate for VLCCs was around $25,000-26,000
per day. Time-charter rates for modern double-hull
VLCCs for 12 to 24 months averaged a little over
$30,000 per day. The Suezmax period market
improved the most in 1997. The period market for
modern tankers with double hulls rose to about
$25,000 per day over 12 months, from a level of
$20,000-22,000 per day in 1996. In 1997, there was
also an active Aframax period market, where modern
double-hull units secured around $20,000 per day for
12 months, as compared to an average of about
$19,000 per day in 1996. For the clean time-charter
market in 1997, newbuildings of 45,000-47,000-dwt
secured approximately $15,000 per day on a 12-
month time-charter. These rates refl ecte thedownward
trend experienced in the spot market (see table 39).
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D. ESTIMATESOF TOTAL FREIGHT
COSTSIN WORLD TRADE

Trends in global import value and freight costs

116. The world total value of imports
(c.i.f.) increased further by 5.66 per cent in 1996
from the previous year (when it grew by 15.39 per
cent), while world total freights paid for transport
servicesrose by 5.10 per cent (having risen by
12.77 per centin 1995). Table40indicates estimated
total freight paymentsfor imports and the percentage
of total import value by country groups. World total
freight payments as a portion of import value
had been on a downward trend from as high as
6.64 per cent in 1980 to 5.25 per cent in 1996 (see
also graph 10). The relative level of freight costs
incurred in the import trades of developed market-
economy countries continued to be only half as high
asthat of developing countries. For 1996, devel oped
market-economy countries freight costs were
4.19 per cent, as compared to 8.06 per cent for
developing countries. The difference between the
two groups is mainly attributable to differences
intrade  structures,  regional  infrastructure
facilitiesand distribution systems and their
management, and the more influential shipping
strategy of shippers of developed market-
economy countries  when  negotiating  with
shipowners or liner operators/conferences for larger
cargo volumes.

Devel oped market-economy countries

117. Notwithstanding this genera trend, there is
also alarge variation in freight cost ratios among the
devel oped market-economy countries. Among those
countries whose total c.i.f. import value exceeded
$100,000 millionin 1996, Canada, Germany and the
United Kingdom incurred relatively low freight cost
ratios of 2.40, 2.68 and 2.78 per cent respectively.
The United States and France recorded moderate
ratios of 3.24 per cent each, while Japan's ratio was
ashigh as 8.13per cent, followed by Itay
(6.36 per cent) and Spain (5.58 per cent), as
compared to4.19per cent for the overal
developed market-economy countries as a group.
These high rates can be primarily explaine by

structural features of the import trade, but to extent,
they aso reflect relatively high charges for
distribution, including cargo-handling activities in
ports.

Developing countries

118. The overall ratio of freight charges for the
developing countries declined almost every year
from 1980 (when it was 10.44 per cent) to 1996
(when it was 8.06 per cent), as did that of developed
market-economy countries. African developing
countries showed a marginaly lower ratio of
11.41 per cent in 1996, as compared with 11.44 per
cent in 1995. The ratios for West African and and
East African developing countries were higher, at
13.58 and 13.70 per cent respectively, whiletheratio
for North African countries was 9.01 per cent, much
lower than the ratios for the other subregions in
Africa but dtill higher than the average for
developing countries (8.06 per cent). The majority
of African landlocked countries paid acomparatively
high amount for freight charges: theratio for Malawi
was 39.41 per cent, Rwanda 29.91 per cent, Mali
2957 per cent, Chad 2554per cent and
Burkina Faso 21.67 per cent.

119. In 1996, developing countries in Asa
accounted for 66.4 per cent of the total freight costs
and 67.2 per cent of thetotal import value of imports
of developing countries. Thefreight factor declined
slightly to 7.97 per cent as compared with 8.03 per
cent in 1995. It was 8.79 per cent in West Asia,
13.59 per cent in the Islamic Republic of Iran and
13.07 per centin Kuwait. Thefreight factor in South
and East Asia was 7.84 per cent. Among major
importing countries in this group, the Republic of
Korea and Singapore paid relatively low levels of
freight costsat 5.22 and 5.58 per cent of import value
respectively, while Malaysia and Thailand incurred
freight costs as high as 9.36 and 9.60 per cent
respectively. India and Indonesia paid high freight
costsof 10.32 and 10.55 per cent respectively. These
variations can be explained by differences in trade
and shipping patterns, particularly in theliner sector,
which includes special infrastructure facilities
covering feeder services between hubs and feeder
ports.
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Table 40

Estimates of total freight costsin world trade a by groups
(millions of dollars)

Y ear Country group Estimate of total Value of Freight costs as
freight costs of imports per centage of
imports (ci.f.) import value
1980 World total 123 264 1856 834 6.64
Developed market-economy countries 78 286 1425979 5.49
Developing countries? total 44 978 430 855 10.44
of whichin:
Africa 10432 77757 13.42
America 10929 123 495 8.85
Asia 21979 211089 10.41
Europe 1320 16 037 8.23
Oceania 318 2477 12.84
1990 World total 173102 3314298 5.22
Developed market-economy countries 117 004 2661 650 4.40
Developing countries ? total 56 098 652 648 8.60
of whichin:
Africa 9048 81890 11.05
America 9 626 117 769 8.17
Asia 35054 427 926 8.19
Europe 1909 21303 8.96
Oceania 461 3 760 12.26
1995 World total 247 325 4688 637 5.27
Developed market-economy countries 145 040 3457 009 4.20
Developing countries? total 102 285 1231628 8.30
of whichin:
Africa 11598 101 369 11.44
America 20305 257 505 7.89
Asia 68 003 847 054 8.03
Europe 1728 20 445 8.45
Oceania 651 5 255 12.39
1996 World total 259940 4954 040 5.25
Developed market-economy countries 151 145 3604 494 4.19
Developing countries ? total 108 795 1349 546 8.06
of whichin:
Africa 12073 105 821 11.41
America 21929 309 560 7.08
Asia 72263 906 714 7.97
Europe 1842 21 866 8.42
Oceania 688 5585 12.32

Source: Compiled by the UNCTAD secretariat on the basis of data c.i.f./f.0.b. factors supplied by IMF and IMF's import data.

The estimate for the world total is not complete, since datafor countriesthat are not members of the IMF, the countries of

Central and Eastern Europe and republics of the former Soviet Union, and the socialist countries of Asiaare not included
for lack of data or other reasons.
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Graph 10

Estimates of total freights costs in world trade by groups

of total import value
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106. Developing countries in America continued
to register the most favourable freight factor of all
the devel oping countries, with 7.08 per cent in 1996,
as compared with 7.89 per cent in the previous year.
Within this region, Central America had the lowest
freight factor of 5.65per cent in 1996. This
favourable rate reflects the fact that Mexico, the
biggest trading nation in the subregion, had afreight
factor of only 4.42 per cent, actually accounting for
75 per cent of the total import c.i.f. value of the
subregion and paying nearly 60 per cent of the
total freight costs of the subregion. In 1996
the countries of the South American eastern seaboard
asopaid relatively low freight costs at
6.63 per cent. Among them, however, Bolivia

and Paraguay, both landlocked countries, had higher
freight factors of 11.10 and 11.33per cent
respectively, whereas that of Uruguay was aslow as
4.51 per cent.

107. Small island developing countries in the
Caribbean and Oceania paid higher freights at 10.94
and 12.31 per cent respectively in 1996. The high
freight costs reflect the comparatively high freight
rates for ocean transport in the island developing
countries. Long distances, low cargo volumes,
transhipment and high feedering costs contributeto a
level of freight charges which are generally higher
than those incurred by most other developing
countries.
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Box 2

Before and after

Shippers and importers can gain cost advantages for themselves, and benefit the environment, by careful
planning of the pre- and post-ocean legs of freight movements. A strong argument was put forward at the
recent Swiss Shippers Council conference for more attention to be paid to an often neglected element of

deep-sea shipping strategy.

The planning by shippers and importers of the pre-ocean and post-ocean legs of freight movements can pay
considerable dividends in terms of improving both the economic and ecologica elements of shipping from
one continent to another. Theinfluence shippers now haveininfluencing deep-seatransport legsisminimal,
but they can influence overland transport planning before containers arrive at terminal or port, and should
consider the positioning of consignments before they even reach theloading dock at the point of manufacture.

This was the message given at the Swiss Shippers Council seminar at Interlaken by Peter Graser, vice-
president of the Swiss Forwarders Association, and a partner in the Basel-based forwarder Hofstetter & Co.
Aswasonly to be expected on such an occasion, the comments were aimed at encouraging shippersnot only
to improve the competitivity of Switzerland as a manufacturing nation, but also to take account of the needs
of the environment. The two requirements were not seen as conflicting, since careful pre- and post-ocean
freight planning was reckoned to be a means of at |east partially compensating for Switzerland's geographic
bane of lacking its own deep-sea ports. However, the message was relevant for shippersin al countries
planning freight movements from one continent to another.

Nevertheless, in Graser's opinion the importance of planning pre- and post-deep-sea shipping is mostly
underestimated. Thisiscurious, sincethe overland legs of acomplete movement in most i nstances represent
thelargest part of thetotal cost. Indeed, according to Graser, the disproportion between ocean freight and the
cost of overland transport sometimes becomes absurd, particularly if terminal handling costsare calculated as
being part of the pre-ocean freight costs.

Usually, though, the negotiating of ocean freight rates is considered to be of paramount importance,
seemingly dueto thetransparency of ocean freight tariffs. In contrast, amassof disparate elementsare often
involved in inland transportation, necessitating the careful organizing of overland transport to achieve
satisfactory operational and cost-effective results.

Graser emphasized that such are the current difficult marketing conditionsfor manufacturersthat buyers now
insist on agreed delivery timesbeing rigidly adhered to within the context of just-in-time distribution chains.
Detailed planning of the shipping process should therefore begin at the time asaleisagreed, and thisplanning
should take into account factors such as lead times for manufacture, the Incoterms to be employed and
arrangementsfor opening lettersof credit. |nadequate planning can potentially disrupt the effectiveness of the
shipping process. Also to be considered is the positioning of goods within manufacturing or warehousing
facilities before the shipping process begins.

Graser reminded hisaudiencethat if an examination ismade of the rel ationship between freighting costs and
trangit time, it islikely to be found that a high proportion is made up of costsincurred for arelatively short
overland transit.
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Documentation, he reckoned, is one of the keys to organizing export shipments and the effective
processing of inbound consignments. "Additionally,” he commented, "the exchange of information in
electronic format is constantly becoming more important, but only the adoption of a structured format,
such as UN-EDIFACT,? can really resolve the issue."

However, given that most responsible shippers wish, or should wish, to plan logistics chains
which are both cost-effective and favourable to the environment, what measures should they consider?
At the outset, as outlined in Graser's comments, they should bear in mind that improvised overland
movements, when time margins are insufficient, are always costly, and allow no margin for
environmental considerations. On the other hand, Graser asserted that neither shippers nor transport
operators in Europe really have a preference for one overland mode compared to another, and if
intermodal operators are capable of meeting shippers needs intermodal routings should attract support.

Road trucking, which creates air pollution, noise and road congestion, will no longer be an
alternative for longer hauls within Europe, was the message, and it was noted that in 1996 approximately
1.2 million TEU, or 35per cent, of container traffic moving between the ports of Antwerp and
Rotterdam and the European hinterland was carried by barge.

However, the principal disadvantage for containers moving by inland waterways consists of
fluctuating water levels, and its lower flexibility than road and rail. The solution for shippers? To
combine the flexibility of road haulage with the reliability of rail and the stability of the inland
waterways.

And the role of containersin all of this? "Ocean transport,” remarked Graser, "offers the great
advantage of having available a standardized loading unit, the ISO container, but the question arises as
to whether thisis utilized to the maximum.”

Suggestions to shippers for maximizing the benefits of shipping in containers were:

"Turn the box", i.e. use it for both import and export traffic

Talk with other users, possibly a neighbouring company needing empty container
capacity

Request alternative quotations, since the base of financial viability for loading a container
may be lower than a shipper supposes;

Take account of the total costsinvolved in selecting a port.

There was one more argument in Graser's exposé. The motivations of forwarders have changed,
and they must now prove their ability to create added value for shippers. Forwarders, however, are now
subject to a trend towards concentration within their industry, leading to suggestions that the smaller
companies could disappear, although Graser disputes this.

But that is another issue.

Source: Containerisation International, April 1998.

a For information on EDIFACT, see chapter VI, section B.
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Chapter V

PORT DEVELOPMENT

This chapter covers recent developments in institutional changes in ports, container port traffic for developing
countries, electronic data interchange messages for ports, and port tariffs and guidelines on privatization.

A. INSTITUTIONAL CHANGE
International terminal operators

122. The most significant feature of the past
year has been the continuing move by Governments
and port authoritiesto foster port improvements and
development through partnerships with termina
operators. Port authorities are evolving from having
an operating role to acting as a landlord with
responsibility for coordinating port devel opment and
granting leases to companies to manage and operate
facilities. In particular, these operators provide the
management expertise and finance required to
develop container-handling facilitiesin their port.

123.  Inthe 1990s more and more companies have
become involved in the international management of
container-handling facilities. Privatization is dowly
becoming the norm in the container industry, and has
resulted in arapidly growing competitive market. A
recent study by Drewry Shipping Consultants
estimated that the global TEU throughput for 1997
exceeded 170 million TEUs and forecast growth of
6 per cent per annum up to 2005. Investment on a
huge scale is needed and much of thisinvestment will
be provided or managed by private terminal-operating
companies. This growth, linked to good returns on
investment, makes participation in the container
terminal sector an attractive opportunity. Asaresult
terminal operators and shipping lines have
increasingly become involved.

124. The maor terminal-operating companies
handling more than 4 million TEUsin 1997 were PSA
Corporation (see box 3), Hutchison Port Holdings
(HPH), Europe Combined Terminals (ECT), P& O
Ports and Stevedoring Services of America (SSA).
PSA Corporation handled 15.5 million TEUsin 1997
through its facilities in Singapore, Dalian, Nantong,

Fuzhou, Taicang, Cigading, Aden, Genoa, Venice and
Tuticorin. HPH handled 13.8 million TEUs through
its facilities in Hong Kong, Shanghai, Yantian,
Gaolan, Jiuzhou, Nanhai, Jangmen, Shantou,
Xiamen, Felixstowe, Thamesport, Harwich, Freeport,
Cristébal, Balboa and Yangon. ECT handled 4.6
million TEUs through its facilities in Rotterdam,
Duisburg and Trieste. P& O Ports handled 4.5 million
TEUSs through its facilities in Sydney, Melbourne,
Brisbane, Fremantle, Southampton, Tilbury, Larne,
Genoa, Naples, Cagliari, Manila, Shekou, Bangkok,
Laem Chabang, Vostochnyy, Qasim, Colombo,
Nhava Sheva, Buenos Aires and Maputo. SSA
handled 4.0 million TEUs through its facilities in
Sesattle, Portland, Tacoma, Oakland, San Francisco,
Long Beach, LosAngeles, Mobile, Charleston,
Savannah, Jacksonville, Manzanillo (Panama) and
Manzanillo (Mexico). Another globa player, which
handled 1.75 million TEUsin 1997 was I nternational
Container Terminal Services Inc. (ICTSl), with
facilitiesin Manila, Buenos Aires, Rosario, Veracruz,
Karachi, Dammam and Ensenada. The international
termina operators are commercialy oriented and
normally will look for partners, often loca
companies, to spread the risk and provide local
expertise.

125. The maor terminal-operating shipping
linesare SeaLand, Maersk Line, Evergreen,
Cosco, OOCL and NOL/APL. Carrier participation
is generally made to maximize their control
over handling operations and terminal  costs.
Shipping lines are often involved in transhipment
hubs. Sea-Land operates terminals in Hong Kong,
Kaohsiung, Yokohama, Rotterdam, Algeciras,
Long Beach, New York/New Jersey, Batimore,
Oakland, Tacoma, Rio Haina, Adelaide and Salaah.
Maersk Linehasterminas in Oakland, Long Beach,
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BOX 3

PSA Corporation Ltd.

One of the most notable developments in the port industry in 1997 was the corporatization of
the Port of Singapore, which became the PSA Corporation Ltd. This completed the transition
of the organization from a statutory board to a corporation and is particularly interesting as
normally port reform is carried out to improve performance or to attract new capital, neither
of which were needed in Singapore as the port handled 314,164,000 freight tons with 7,11.0
employees in 1996 while earning an operating surplus of S$ 896 minion. In this case, the
corporatization was carried out to allow PSA to pursue a hew business direction and to open
new areas of growth. The change will take PSA from operating a world-class port to
becoming a world-class company, managing a worldwide network of ports. Already PSA is
involved m projects for investment, management and consultancy services in approximately
30 different ports. While the majority of these projects are in the Far East, they aso include
Aden, Yemen and Genoa. The Corporation is 100 per cent State-owned by the Singapore
Government.

In 1997, third-generation containerships were serviced at an average rate of 88 containers per
hour. About 80 per cent of the port's traffic is transhipment. Productivity is a key concern for
management. Two berths commenced operations at the new Pasir Panjang Terminal in
October 1997 and another two berths will be operational by the end of 1998. PSA has taken
delivery of the first eight in a new series of super post-Panamax gantry cranes. They have a
lifting capacity of more than 40 tons and an outreach of 55 metres which alows them to work
containerships that are capable of loading 18 containers across. When completed, the new
termina will have 26 berths and an annual capacity of over 18 million TEUs. PSA reported
an operating income of US$ 1.3 billion and a surplus before taxes of US$ 644 minion in 1997.
Staffing was reduced by 3 per cent to 6,973 while container volume increased by 9.2 per cent.

PSA's International Business Division embarked on its first Middle East project in June 1997
when it signed an engineering, procurement and construction contract with Yeminvest to
construct a new container termina at Aden, followed by the signing in October of a 20-year
terminal management contract to allow PSA to manage and operate the termina after its
completion in March 1999. In China, PSA signed a contract with the Fuzhou Port Authority
in April to form joint venture companies to manage and operate the existing terminals at
Qingzhou and Taffiang, and to develop and manage a new deep-water terminal outside
Minfflang. A contract was also signed with the Nantong Port Authority to develop, manage
and operate two container berths and a bonded warehouse.
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Table41

Container port traffic of developing countries and territories in 1996 and 1995

Country or territory Container traffic Container Percentage | Percentage
19962 traffic 1995 change change
(TEU'S) (TEU'S) 1996/1995 | 1995/1994
Hong Kong, China 13460 373 | 12549 746 7.3 13.6
Singapore 12943900 | 11845600 9.3 13.9
Taiwan Province of China 8078 251 7 848 695 2.9 7.4
Republic of Korea 4725 206 4502 596 49 17.7
China 4 466 455 4678 875 -4.5 15.1
United Arab Emirates 3807 769 3511 909 8.4 9.7
Malaysia 2 505 801 2075 470 20.7 18.9
Philippines 2 260 197 1691 639 33.6 -15.7
Thailand 2 052 296 1961 917 4.6 10.8
Indonesia 1764 392 2 048 130 -13.9 7.1
South Africa 1486 150 1359941 9.3 24.3
India 1460 871 1 360 908 7.3 8.3
Brazil 1 365 930 1414 307 -3.4 22.8
SriLanka 1356 301 1028 746 31.8 5.8
Saudi Arabia 1148 093 1090 142 5.3 -7.9
Egypt 808 608 1062 945 -23.9 -4.8
Mexico 679 569 556 743 22.1 15.2
Chile 651671 539 550 20.8 7.8
Malta 632 048 553 896 14.1 29.3
Panama 617 182 483 685 27.6 37.0
Cyprus 564 000 373 996 50.8 0.5
Pakistan 555 347 550 650 0.9 7.3
Jamaica 483 526 395 207 22.3 16.6
Argentina 345 540 253 885 36.1 -52.3
Peru 335 795 296 147 134 31.6
Ecuador 323 377 180 000 79.7 17
Cote d'lvoire 309 713 261 324 18.5 5.6
Costa Rica 275 668 253 136 8.9 -30.0
Honduras 260 000 240 000 8.3 10.0
Bangladesh 250 000 230 000 8.7 10.0
Venezuela 244729 214 752 14.0 33.3
Kuwait 225 000 223 896 0.5 14
Kenya 220 000 201 350 9.3 25.6
Morocco 194 806 194 256 0.3 37.5
Nigeria 180 190 201 305 -10.5 35.9
Trinidad and Tobago 175 699 171554 2.4 10.7
Uruguay 160 000 137644 16.2 30.1
Guam 155 311 157 037 -1.1 -1.0
Jordan 139 317 108 819 28.0 -2.2
Syrian Arab Republic 135 000 135 000 0.0 15
Dominican Republic 135000 125 000 8.0 8.0
Martinique 134 110 121 064 10.8 9.9
L ebanon 130 000 128 882 0.9 -44.0
Colombia 124 000 114 000 8.8 9.0
Papua New Guinea 118 291 114 920 2.9 -3.8
Ghana 112 000 100 102 11.9 131
Tunisia 108 710 94 644 14.9 3.7
Cameroun 108 160 95 680 13.0 -43
Mauritius 105 651 92 882 13.7 -0.9
Bahrain 103339 99445 3.9 -3.6
Iran, ISlamic Republic of 103080 173769 -40.7 56.7
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Table 41 (continued)

Country or territory Container traffic Container Percentage | Percentage
19962 traffic 1995 change change
(TEU'S) (TEU'S) 1996/1995 | 1995/1994
Oman 100 853 95 603 55 8.8
Total 73187275 | 68301 389 7.2 8.9
Other reported D 889 682 821 635 8.3 -
Total reported 74076957 | 69123024 7.2 10.3
World total 147 348 255 | 137 238 569 7.4 5.2

Source: Derived from information contained in Containerisation International Yearbook, 1998.

a Datain italics are estimates made by the UNCTAD secretariat.
b Comprising developing countries and territories where less than 100,000 TEU per year were reported or where
asubstantial lack of datawas noted.
c Certain ports did not respond to the background survey. While they were not amongst the largest ports, total
Table 42

Traffic for selected portsin 1997 and 1996

Hong Kong 14 567 000 13460340 8.2 7.4
Singapore 14 120000 12940000 9.1 9.4
Kachsiung 5693340 5063050 125 0.2
Busan 5285700 4725210 11.9 49
Dubai 2600000 2247020 15.7 8.6
Shanghai 2530000 1 930000 311 26,4
Bangkok 2224500 2052300 8.4 40.2
Manila 2008870 1913210 5.0 13.2
Kedlungng 1981175 2108580 -6.0 -2.6
Tanjung Priok 1 900000 1595500 19.1 5.0
Klang 1821000 1409500 29.3 24.3
Colombo 1628000 1356300 20.0 29.1

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Port Development International January/February 1998, and
Containerisation International Yearbook 1998.



Chapter VI

TRADE AND TRANSPORT EFFICIENCY

Thischapter providesan update on theimpact of the latest devel opmentsin el ectronic i nfor mation technology
on the efficiency of transport operations and on developments in the field of multimodal transport.

A. ELECTRONIC COMMERCE
DEVELOPMENTSAFFECTING
MARITIME TRANSPORT

@ Documents of title/negotiability

139. The most challenging aspect of the
implementation of electronic transport documentsis
the replacement of negotiable documents of title,
such as hills of lading, by an electronic equivalent.
The bill of lading is considered a symbol or
substitute for the cargo in the sense that one can buy
and sdll the document with the same effect as if it
had been the cargo, and the possession of an original
bill of lading has an effect similar to that of the
physical possession of the cargo itself. As to the
right of control over the goods in transit, the person
in possession of afull set of originals (bills of lading
are usually issued in a set of three originals) has an
exclusive right over the goods in transit and can
interfere with the actual performance of the carriage
and thus control the destiny of the cargo in transit.*
It is this document-of-title function of the bill of
lading which makesit akey element in international
trade. It enables the parties to trade with the goods
whileintransit by using the document asasubstitute,
the buyer having the assurance that he can secure
actual possession of the goods at the destination by
presenting an original bill of lading, or that he can
resell the goods by transferring the same bill of
lading to asub-buyer. Theterm "negotiable” used in
relation to a bill of lading merely relates to its
transferability and the fact that transfer of rightsin
goods can be achieved by transfer of the hill of
lading.

140.
and consignee of bills of
by mandatory application of

The relationship between the carrier, shipper
lading is governed
international

conventions, such as the Hague Rules, the Hague
Visby Rules or the Hamburg Rules or their national
enactments. These international conventions do not
contain specific provisions requiring awritten paper
document for a hill of lading, but references to
"writing", "document™ and the obligation imposed on
the carrier to issue a bill of lading at the request of
the shipper are clearly made with atraditional paper
document in mind. The Hamburg Rules, however,
permit the signature on the bill of lading to bein any
mechanical or electronic form, provided that it is not
inconsistent with the law of the country where the
bill of lading is issued.

141. Negotiable bills of lading have been
indispensable to the financing and conduct of
international trade, making possible the sae and
transportation of goods between parties located in
distant parts of the world. Modern technological
developments, however, have resulted in the arrival
of the ship at the port of destination beforethearrival
of the bills of lading to enable delivery of the goods.
The problems caused by the late arrival of the bill of
lading, including the cost and risk involved in
releasing the goods against presentation of the |etter
of indemnity instead of an original bill of lading,
have made the international community call for the
use of non-negotiable transport documents such as
sea waybills where goods are not traded in during
transit. It has been argued that "instruments such as
negotiable bills of lading are out-moded and should
be discarded as business moves to EDI (electronic
data interchange). Indeed, there may come a time,
when commerce is so secure, trustworthy and
universal. But that day is not yet here, and there
are significant numbers of transactions requiring
negotiable transfers. Some accommodation must be
made for them, if EDI isto truly satisfy the needs of
commerce".?



142. The challenge, therefore, is to replace
negotiable documentswith electronic versionswhich
have all the legal effects attached to the piece of
paper. Under the existing national and international
laws governing negotiable billsof lading, legal rights
are attached to the physical possession of the paper
document. There is therefore a need for a legal
regime to allow the parties to transfer legal rightsin
goods, such as ownership rights, through the
exchange of e ectronic data messages.

143. To achieve negotiability in an electronic
environment, in addition to overcoming the general
problemsof writing, signature, etc., questionssuch as
the allocation of liabilities, incorporation of general
terms and conditions of contract, and confidentiality
need to beresolved. Effortsare currently focused on
developing legal and technological means for
replicating the negotiability and transferability
function of a paper bill of lading in an electronic
environment. The UNCITRAL Mode Law on
Electronic Commerce, the CMI Rulesfor Electronic
Bills of Lading and the Bolero Project (see below)
aim to achieve electronic negotiability within the
framework of the existing substantive law governing
the paper bill of lading. It has, however, been
suggested that if a system based on the transfer of
rightsis developed with the purpose of replacing the
paper bill of lading, it will need legal rules of its
own. If such asystem becomes successful, the bill of
lading will gradually disappear and the bill of lading
law will fade away.”

(b) UNCITRAL Mode Law on Electronic
Commerce

144. Part two of the UNCITRAL Model Law on
Electronic Commerce deas with the carriage of
goods and transport documents.”* In preparing the
Model Law, it was recognized that "the carriage of
goodswas the context in which electronic
communications were most likely to be used and in
which alegal framework facilitating the use of such
communications was most urgently needed"
(para. 110 of the Guide to Enactment). Chapter | of
the Model Law assumes that the general provisions
of the Model Law, particularly those relating to
"writing, original and signature”, also apply to the
electronic equivalent of transport documents.

145. Article 16 of the Model Law sets out the
range of activitiesto which provisions of the chapter
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are to apply. It includes a non-exhaustive list of
actions expected to be carried out in the context of
carriage of goods, such asfurnishing marks, number,
guantity or conditions of goods, confirmation of
loading, notification of terms and conditions of
contract, claiming delivery, notice of loss of or
damageto goods, undertaking to deliver goodsto the
person entitled to take delivery, granting, acquiring
or transferring and negotiating rights in goods, and
transferring rights and obligations under the contract.

146. Theactivitiesreferred toin article 16 are not
only relevant to maritime transport but aso to other
modes of transport, asthe Model Law isintended to
cover al transport modes, including road, rail, air,
seaand multimodal transport, aswell asall transport
documents, whether negotiable or non-negotiable.

147. Paragraphs (1) and (2) of article 17
specifically establish functional equivalents of
information, as well as the performance of the
actions listed in article 16 through the use of paper
documents. Paragraph (1) provides that:

"Subject to paragraph (3), where the law
requiresthat any actionreferredtoin article
16 be carried out in writing or by using a
paper document, that requirement is met if
theactioniscarried out by using oneor more
data messages."”

148. According to paragraph (2), this provision
applies whether the requirement for a written
document isin the form of an obligation or whether
the law provides certain consequences for failing to
conduct the action in writing or to use a paper
document.

149. Paragraphs (1) and (2) "are intended to
replace both the requirement for awritten contract of
carriage and the requirements for endorsement and
transfer of possession of abill of lading" (para. 113
of the Guide to Enactment). Such provisions were
considered necessary in view of the difficulties that
might exist, in certain countries, with regard to
recognizing the transmission of data messages as
functionally equivalent to the physical transfer of a
document of title representing the goods.

150. To enable the transfer of rights and
obligations through the use of data messages, the



crucial issue is to establish the identity of the
exclusive holder to whom the rights or obligations
areto betransferred - in other words, to ensure that a
right istransferred to one person only. Paragraph (3)
of article 17 therefore provides that:

"If aright isto be granted, or an obligation isto be
acquired by, one person and no other person, and if
thelaw requiresthat, in order to effect this, theright
or obligation must be conveyed to that person by the
transfer, or use of, a paper document, that
requirement is met if the right or obligation is
conveyed by using one or more data messages,
provided that a reliable method is used to render
such data message or messages unique.”

151. According to paragraph (4), the standard of
reliability required isto be assessed in thelight of the
purposefor whichtheright or obligation is conveyed
and in the light of all relevant circumstances.

152. Paragraphs (3) and (4) aim at ensuring that a
right or obligation is transferred to one person only.
They introduce a requirement referred to as the
"guarantee of singularity”, or uniqueness of the
message. Since the requirement in the proviso to
paragraph (3) regarding the use of areliable method
to render a data message "unique” is ambiguous, it
may be subject to varying interpretations. The Guide
to Enactment attempts to clarify this by stating that
the words "should be interpreted as referring to the
use of areliable method to secure that data messages
purporting to convey any right or obligation of a
person might not be used by, or on behalf of, that
person inconsistently with any other data messages
by which the right or obligation was conveyed by or
on behalf of that person”.

153. Thereareaso provisionsto avoid duplication
by ensuring that thetransfer of rightsand obligations
or title to goods is not conducted through the use of
both data messages and paper documents
simultaneously.  In other words, where data
messages are used to effect any such action, no paper
document used for the same purpose is valid unless
the use of data messages has been terminated and
replaced by the use of paper documents.

154.  Furthermore, article 17 contains provisionsto
ensure that compulsory application of certain lawsto
contracts of carriage of goods which is in, or is
evidenced by, apaper document, such asthe Hague,
Hague-Visby or Hamburg Rules, is not excluded by
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the fact that data messages are used instead of a
paper document.

155. Systems and rules have been developed, or
areinthe process of being developed, to assist inthe
practical implementation of negotiable electronic
transport documents such as bills of lading. The
CMI Rules for Electronic Bills of Lading (1990)
already provide a contractual basis for the
implementation of electronic bills of lading, while
the Bolero Project (see below) will provide an
electronic central registry system enabling transfer of
title and ownership between users. In the absence of
a paper document, a registry system would play an
essential rolein the negotiation process. "Any form
of transferability or negotiability under electronic
commercewill require someform of aregistry Cthat
isan "honest” middleman or aparty that is otherwise
responsibleto deliver property. Someone hasto hold
the "stake", record the transaction, and maintain the
integrity of the transaction, or there would be chaos,
because no one is responsible to see that the
transaction is completed."22 It remains to be seen
whether the Bolero systemwill provide asufficiently
secure mechanism for electronic negotiability.

(©

156. The Comité Maritime International (CMI), a
non-governmental organization working towardsthe
unification of maritime law, adopted the Rules for
Electronic Billsof Lading in 1990. The objective of
the CMI Rules is to establish a mechanism for
replacing the traditional negotiable paper bill of
lading with an electronic equivalent. The CMI Rules
do not have the force of law: they are entirely
voluntary and require a "communication agreement”
between trading partnersfor their application. They
do not interfere with the law applicable to the
contract of carriage, such asthe Hague, Hague-Visby
or Hamburg Rules. They clearly state that "the
contract of carriage shall be subject to any
international convention or national law whichwould
have been compulsorily applicable if a paper bill of
lading had been issued". The CMI Rules attempt to
imitate the function of negotiable billsof lading inan
electronic environment. Under the system, the
parties agree that the carrier does not haveto issue a
bill of lading to the shipper. Upon receiving the
goods from the shipper, the carrier sends a notice of
receipt (a"receipt message") of the goods to the

shipper at his electronic address, containing
information which would have

CMI Rulesfor Electronic Bills of Lading



been included if a paper bill of lading had been
issued, such as the name of the shipper, the
description of the goods with any reservations, the
date and place of receipt of the goods, areferenceto
the carrier"s terms and conditions of carriage, and a
secret code or what is called a Aprivate key" to be
used in subsequent transmissions.

157. The Aprivate key" may be any technically
appropriate form, such as a combination of numbers
or |etters, which the parties agree to for the purposes
of securing the authenticity and integrity of a
transmission. The shipper, upon confirming the
recei pt message to the carrier, isconsidered to be the
Aholder" of the private key. The holder of the
private key is the only party that can claim the
delivery of the goods, nominate the consignee or
substitute anominated consigneefor any other party,
transfer the right of control and transfer to another
party, and instruct the carrier on any other subject
concerning the goods as if he were the holder of a
paper bill of lading.

158. The transfer of the right of control and
transfer is effected in the following way: the current
holder of the private key notifies the carrier of his
intention to transfer to another person the right of
control and transfer; the carrier, having confirmed
that notification, transmits to the proposed new
holder the description and particulars of the goods,
and, upon acceptance by the proposed new holder of
the right of control and transfer, the carrier cancels
the current private key and issues a new private key
to the new holder. The same procedure is followed
in respect of subsequent transfers. The CMI Rules
aim at producing the same effects as those produced
by the transfer of such rights under a paper bill of
lading, without relying on the physical transfer of a
piece of paper. It has, however, been questioned
whether the parties’ agreement would be sufficient to
ensurethevalidity and enforceability of such transfer
of rightsin al jurisdictions: Alt will depend upon
the applicable law to what extent their agreement is
given effect not only between themselves but also in
relation to third parties’.”

159. Thecarrier must accept instructionsfrom, and
deliver the goods only to, the party disclosing the
valid private key. The private key is unique to each
successive holder and is such that his position isthe
same as it would be if he had possession of the
origina paper bill of lading. The private key is not
transferable by the holder and must be kept secret in
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order to prevent its use by unauthorized persons.
The carrier isunder an obligation to notify the holder
of the private key of the time and place of delivery,
and the latter is then required to nominate a
consigneg, if other than himself, and to give delivery
instructions. Thedelivery of the goods automatically
cancelsthe private key. The carrier isfurther under
an obligation to exercise reasonable care to ascertain
the identity of the party that claims to be the
consignee, otherwise hewill beliablefor misdelivery
of the goods. AThe carrier assumesliability for any
financial loss incurred by shipper, transferor or
transferee resulting from a breach of any of his
afore-mentioned obligations and according to the
same rules which would have applied if a bill of
lading had been issued and unauthorized instructions

had been followed or cargo delivered to the wrong
1} 24

party".

160. The CMI Rules aso alow the parties to opt
out of the electronic system, in which case the
procedure under the Rulesis stopped and the private
key is cancelled by the issuance of a paper bill of
lading. Thisisinconformity with international rules
(such as the Hague, Hague-Visby and Hamburg
Rules) or their corresponding national enactment
mandatorily applicableto billsof lading, which allow
the shipper to demand an original paper bill of
lading.

161. Problems which may arise from a
requirement under national law that the contract of
carriage should be evidenced in writing are addressed
by provisions which stipulate that electronic
recording or a computer printout would satisfy that
requirement. The parties are assumed C by their
very adoption of the CMI Rules C to have agreed not
to raise the defence, in case of a dispute, that the
contract isnot inwriting. Again, thelegal effect and
validity of such contractual provisions will depend
on the applicable law.

162. The CMI Rules have been criticised for
placing excessive liability on the carrier, for their
failureto addresstheallocation of liability for system
breakdown,” and (by the banking community) for
the lack of specified security system.?® It should be
recalled that the CMI Rules do not address technical
issues relating to the implementation of electronic
bills of lading, and the carrier"s liability for
misdelivery isintended to be the same asthat under a
paper bill of lading.



163. Although their legal effect and validity in
producing electronic negotiable bills of lading
will depend on the applicable law, the CMI Rules
constitute an important development in that direction.
In jurisdictions in which physical endorsement of a
document of title is required, by mandatory
legidation, for the transfer of the ownership of
goods, paperless transactions under the CMI Rules
will have no legal effect. The CMI Rules do,
however, provide useful mechanisms for achieving
negotiability with regard to electronic transport
documents; and in conjunction with an appropriate
legidlativeframework will ensurethevalidity of such
transactions.

(d)

164. The Bolero Project is working to provide a
platform for the secure exchange of electronic trade
documentation through a central dataapplication. A
uniquefeature of the Bolero systemwill beitsability
to transfer rightsfrom the holder of abill of lading to
anew holder and thus replicate the functions of the
traditional paper-based negotiablebill of lading. The
Bolero Project isbeing developed by SW.I1.F.T., the
bank-owned cooperative responsible for interbank
payment messaging, and the Through Transport Club
(TT Club), amutual insurance company representing
carriers, freight forwarders, termina operators and
port authorities. Bolero started life as a
cross-industry initiative in 1992 and received some
European Union funding in its early stages.

Bolero Project

165. In brief, the Bolero system will provide an
infrastructure platform which will enable users to
send information to other usersin aconfidential and
uncorrupted manner. Itwill work by affixing auser's
digital signature to each message which is sent to
Bolero; Bolero will forward this message to the
intended recipient. In addition, different types of
message, combined with a guarantee that the
messages are original (usually termed Asingular” or
Aunique" in electronic terms), will alow users to
transfer rights. Itisintended that Bolero will link all
participants in the international trade chain. It will
interface and work in partnership with established
networks and software suppliers so that users’
existing proprietary solutions will be enhanced, not
replaced.

166. A user's digital signature will work on a
public/private key basis. Each user, when registering
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to use the system, will be provided with a
computer-generated algorithmic private key that only
the user knows. Recipients of messages from
aparticular user will be ableto verify that the user is
who he says he is by using his public key. Thusthe
authenticity and integrity of all messages sent via
Bolero will be assured, and it will not be possible to
repudiate them.

167. The Bolero Association Ltd. represents
interested potential users of a Bolero service and
consists of importers, exporters, carriers, freight
forwarders, banks, port authorities, terminal
operators and insurance companies. It islikely that
the Association will form a user group to channel
information between users and the Bolero service
when the latter is established. The Bolero service
will be based on a binding legal framework,
consisting of arule book and a service contract. A
comprehensiveresponsibility and liability policy will
be incorporated in these two central contracts.

168. The rule book will be a multilateral contract
between all users of the Bolero system, and will be
binding on them. Its purpose is to allow users to
replicate the legal results currently achieved in the
paper environment when using electronic messages
instead of documents. The rule book will not
interfere with the underlying contracts (such as sale,
carriage, insurance, settlement and financing
contracts) between users except where provisionsto
replicate the legal effects of these contracts in an
electronic environment so dictate. The rule book
includes, in addition to general termsand conditions,
provisions normaly found in interchange
agreements, covering validity and enforceability,
admissibility of electronic messages as evidence
before courts or other tribunals, security, data
protection and applicable law. In keeping with its
aim of non-interference with underlying contracts
between users, the rule book will contain a
non-exclusivejurisdiction clauseto allow the parties
to continueto select the forum for resolution of trade
disputes. The key elements of the rule book are the
clauses which ensure that the handling and transfer
of negotiable bills of lading through the Bolero
system are legally binding and reproduce the same
legal results asin the case of paper documents.

169. Servicecontractswill cover issuesrelatingto
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the use of the Bolero service, governing levels of
service, security, confidentiality, responsibility and
liability. The relationship between the Bolero
service and third-party supplierswill also be set out.

170. The Bolero service is intended to provide
aresponsibility and liability policy to protect users
underlying business transactions and ensure
confidencein the operations of the system. Although
the details have not yet been finalized, it is proposed
that the Bolero service will be responsible for any
delaysin the transmission of amessage, misdelivery
of amessage or breaches of confidential information.

171. The"central title application” will governthe
ability to transfer rights under a bill of lading. The
title application will maintain a record of who has
rights to a particular document, but for reasons of
confidentiality thisinformation will beavailableonly
to those authorized by the holder of therights.

172. The Bolero hill of lading will replicate the
functions of a traditional bill of lading through a
series of electronic messages. The Bolero service
will also permit the use of electronic non-negotiable
bills of lading and electronic waybills. The Bolero
bill of lading will (a) act as a receipt for the goods
fromthecarrier, (b) contain thetermsand conditions
of the carriage contract, and (c) give the holder the
exclusive right to control, allowing him the right of
transfer to anew holder and ultimately, asthe party
entitled to possession, the right to give the carrier
instructions regarding delivery. The Bolero bill of
lading will be capable of granting a pledge regarding
the goods to a bank; hence, banks will be ableto use
it as security for loans made in connection with
international trade.

173. Most international transport conventions
reguire a written document, but these conventions
will not apply to Bolero hills of lading by force of
law. For example, the Hague and Hague-Visby
Ruleswill apply only if abill of lading hasbeen or is
intended to beissued. Sincethe Bolero bill of lading
will not satisfy theformalitiesrequired, the rule book
provides that any international law or international
convention which would have applied had the
document been produced in paper form will be
incorporated into the carriage contract if Bolero
electronic messages are used instead.

174. For a system such as Bolero to succeed,
anumber of central issues relating

to confidentiality and therightsand liabilities of both
the users and providers of the service will need to be
satisfactorily addressed. It is hoped that current
consultations with the trade industry will assist the
Bolero project team to find appropriate solutions to

the issues involved.
B. EDI MESSAGES FOR PORTS
175. The volume and complexity of documents

required in international trade are costly barriers to
trade. To facilitate international trade, the United
Nations Economic Commission for Europe has
developed a standard for electronic data interchange
for administration, commerce and transport
(EDIFACT). Electronic data interchange (EDI) is
designed to facilitate trade by increasing the speed
and accuracy of communication with the added
benefits of lower communication costs and increased
scope for automatic data processing. By 1991, a
number of EDIFACT messages were approved as
Standard Messages, including messages covering the
documentary requirements for the arrival, stay and
departure of shipsand cargoininternational traffic as
defined in the International Maritime Organization
(IMQO) Convention on Facilitation of International
Maritime Traffic (FAL Convention), which
constitutes the basis for an implementation guide to
sea cargo manifests.?” In order to implement EDI,
trading partners need to reach detailed agreement on
information exchange scenarios, the data to be
exchanged, the codes to be used, the EDI message
standardsto be used and how to map the datainto the
chosen EDI messages. Animplementation guide for
a particular business function establishes a standard
information interchange scenario, abasic set of data
reguirements and a uniform mapping of the datainto
standard EDI messages.

176. Using generally accepted implementation
guideswill shorten the implementation cycle as EDI
partners need only focus on exceptions. A common
guidewill also reduce the variation between different
EDI implementations of similar business functions,
which will create confidence among potential EDI
users and make it easier to market EDI to new
partners. Such a guide will alow faster
standardization of common business scenarios and
accelerated growth of EDI.
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177. For the above-mentioned guide, a sea cargo
manifest is defined as the total of all relevant
information pertaining to a vessel and the cargo
carried on that vessel on a particular voyage. The
relevant information is vessedl and voyage
information (IMO General Declaration - 23 data
fields) and cargo information from bills of ladings,
seawaybills and other typesof transport documents.
The EDIFACT messages chosen for mapping the
data requirements of a sea cargo manifest are
CUSREP (Customs Conveyance Report Message)
and IFTMCS (International Forwarding and
Transport Message, Contract Status). The
information contained in the IMO Generd
Declaration is mapped into the CUSREP message
and each bill of lading or waybill is mapped onto a
separate IFTMCS message. The total sea cargo
manifest isthus made up of aseries of EDI messages
that comprises at least one CUSREP message and
one IFTMCS message.

178. The EDIFACT sea cargo manifest can be
exchanged between any number of partners who
require the information and who have signed an EDI
agreement. Depending on the requirements of the
partners, the sea cargo manifest may contain
information on all cargo on avessel or on part of the
cargo. Typica partnerships would be between the
carrier and the shipping agent and the shipping agent
and the customs authority, port authority and
terminal operator.

179. The first message in a sea cargo manifest
must be a CUSREP message, which provides the
data elements that are required to uniquely identify
the manifest and establishes the link to the IFTMCS
messages (the cargo report) that may follow. One
IFTMCS message is transmitted for each transport
document/bill of lading. A manifest can be closed by
either a cut-off date or a fina CUSREP message.
The transmission can be done in a single EDI
interchange or in anumber of EDI interchanges over
aperiod of time.

180. CUSREP and IFTMCS messages related to
the same sea cargo manifest are linked by a vessel
identification code, voyage identification code and
carrier identification code when several carriersshare
avessel. Inan EDI transmission, the segments are
explicitly identified by their tags and the order in
which the segments occur is specified by the
message standard.  Thus data elements and
composite dataelements are identified by their

sequential position in atagged segment asdefined in
the EDIFACT segment directory. The guide
describes the mapping of information into the two
EDIFACT messages.

181. Theuseof the seacargo manifest can provide
thosein thetransport chain with advance information
in electronic form which will speed up the processing
of information and thusin thelong run further reduce
the cost of transport. Thisguideisbeing used inthe
development of the manifest modulefor UNCTAD's
PortTracker software.

182. SMDG isauser group for shipping lines and
container terminals that develops and promotes
EDIFACT messages for the maritime industry.”
The group was created in 1987 and its original
objective was to agree a standard format for the
exchange of ship stowage planning information.
This information, known as the BAPLIE message,
defines the position of containersin avessel. The
use of BAPLIE has grown rapidly and most carriers
and deep-sea container terminalsare dependent oniits
use for accurate and timely information. The group
is in the process of implementing messages for
containership stowage instructions (MOVINS) and
terminal performance reporting (TPFREP). SMDG
works closely with the International Transport
Message | mplementation Group aswell asthe TWG
Asia EDIFACT Board Transportation Group in
Tokyo, Japan, and the TMSG Tradegate Maritime
Strategy Group in Melbourne, Australia.

183. Another use of EDI isthe PROTECT project
that has been carried out by six major portsin north-
west Europe to transmit messages notifying the
presence of dangerous goods on board vessels. The
project has resulted in the development of the
EDIFACT standard messages to support the
el ectronic notification of the movement of dangerous
goods to port authorities.

C. ADVANCE
SYSTEM

CARGO INFORMATION

184. ACIS (Advance Cargo Information System)
is a logigtics information system designed and
developed by UNCTAD to improve transport
efficiency by tracking equipment and cargo on the
various modes (rail, road, lake/river) and at the
interfaces (ports, inland clearance depots) and
providing information in advance of cargo arrival.
ACIS provides both public and private transport



operators and ancillarieswith reliable real-time data
on transport operations such as the whereabouts of
goods and transport equipment, and thus improves
day-to-day management and decision-making. ACIS
also produces regular performance indicators which
enable management to remedy deficiencies and to
make full use of the existing infrastructure and
equipment capacity.

185. Onceinstaled at the national and subregional
levels, ACIS can provide data for macroeconomic
planning to identify optimal modal distribution
patterns. It can play an important role in the
development of trade relations and in reinforcing
subregional integration because it enables transport
operators to receive, through modes and interfaces
and over borders, the vital information they need to
improvetheir efficiency, thus reducing the costs and
time of carriage along transport corridors.

186. ACIS relies heavily on information
technology, and has been adapted for use in the
difficult environment for which it was designed. It
providesthose users who have information networks
with easily accessed microcomputer technology
using existing communication software. Each ACIS
module is designed to be a stand-alone subsystem,
comprising microcomputer hardware and software
packages, and can be run on ether a single
microcomputer or a local network of
microcomputers, depending on the size and needs of
the operator.

187. ACISiscurrently operational in 20 transport
operators’ networks in 15 developing countries.
Tangible results are starting to be measurable in
terms of local capacity-building and increased
subregional cooperation. Thiscargo-tracking system
introduces total transparency by monitoring all
events, and thereby increases operational efficiency;
it also allows better use to be made of existing
infrastructure facilities and leads to higher
productivity. Ultimately these el ements ensure better
use of transport capacity and reduce the costs of
imports and exports.

188. A recently commissioned independent
assessment of ACIS evaluated the impact of ACIS
and concluded that the use of the system in East
Africa

@ Introduced a high degree of
technology transfer to thetrained users of the system;

90

(b) Increased the reliability of transport service
providers,

(© Introduced developing countriesto the
electronic trading world through EDI and adequate
telecommunications,

(d) Enabled significant cost reductionsin
transport by reducing wagon turnaround time C
increasing wagon capacity by half, on average, by
reducing the average transit time of goods by up to
75 per cent, by reducing wagon hire charges between
interconnected railways (for one network aone in
Africathisamounted to $1.8 millionin 1997) and by
increasing customer confidence.

The use of ACIS aso increases fraud detection,
which would be of interest to insurers.

189. ACIS RailTracker is currently starting a
major project with the Southern African Transport
and Communications Commission linking
South African Railways and its northern neighbours
in Malawi, Mozambique and Zimbabwe with an
almost completed rail-tracking project financed by
the European Union in Burundi, Kenya, Rwanda,
Uganda, United Republic of Tanzania and Zambia.
Thismeansthat by the end of the year 2000 it will be
possible to monitor and locate any railway-
transported cargo between Cape Town and Kampala
within seconds.

190. ACISis poised to pursue its expansion into
Asia, the Middle East, and Central and Latin
America; major projects are already starting up in
Indiaand Iran. ACIS RailTracker is aso extending
its coverage to Eastern Europe, starting with
Bulgarian Railways. Finally, collaboration with the
industry has been strengthened, notably through the
involvement of the International Railway
Union (UIC) and the International Association of
Ports and Harbors (IAPH). Implementation of the
systeminthefield isbeing actively pursued through
the United Nations regional economic commissions,
especialy in Asiaand the Pacific and Western Asia.
ACIS continues to be funded from multilateral and
bilateral sources, the European Union, the
United States Agency for International Development,
French and German cooperation agencies and the
beneficiary countries themselves, either with direct
contributions or through World Bank loans.

D. DEVELOPMENTS
TRANSPORT

IN MULTIMODAL

General developmentsin thefield of multimodal transport



191. With the globalization of production, supply
and distribution in many branches of industry, the
logi stics market has continued to grow, together with
thetrend to outsourcelogisticsand to concentrate on
the core business. The types of services most often
entrusted to external contractors are warehousing,
information logistics services, transportation with a
selection of carriers and the negotiation of tariffs.
Some of the vaue-added services in this
branch include management of warranty support
programmes and repair services as well as global
logistics services.

192. It is expected that the use of third-party
logistics services will grow in the next few years by
about 10to 15 per cent ayear in Europe and by about
20 to 30 per cent in the United States. There has
been welcome growth of thelogistics market in some
developing countries. In India, third-party logistics
business has been growing at the rate of 30 per cent a
year. The fast-developing economy of China has
created the necessary conditionsfor the setting-up of
a new comprehensive logistics, transportation and
distribution venture jointly established by different
entitiesto provide alogistics network, with extensive
use of information technology and logistics
management for fully computerized warehouse
management and cargo-tracking systems, and to offer
integrated and cost-effective logistics services in
various parts of the country.

193. In the field of the lega regulation of
multimodal transport services, new regulations for
the multimodal transport of international containers
were introduced in Chinaon 1 October 1997. They
include a new licensing system, a new liability
regime and the prohibition of foreign operators who
are not part of joint ventures with Chinese partners.
Thetighter licensing system means, in particul ar, that
foreign operators will need to set up a company in
China and meet a range of fiscal and business
criteria. Licenceswill only bevalid for athree-year
period, after which operators will have to apply for
their renewal. The new regulations cover all
container moves between any inland point in China
and any port or point overseas, where part of the
move involves the use of road, rail or a barge or
coastal ship.

Land-bridges and other block train services
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194. TheEuropean Commission's Directive 91/40
identified intermodal traffic as the most suitable
means for the liberalization of rail transport,
introducing the concept of open accessfor companies
outside the railway administrations operating their
own trains on public tracks. While until 1993
Intercontainer-Interfrigo (ICF) was the only cross-
border rail-serviceprovider for container traffic, in
1997 there were no less than a dozen operators
running their own shuttle trains on the European
railways. The private sector is deeply involved in
operating shuittle trains through joint ventures and
partnership between the ports, the shipping lines and
State railways. The operator usualy leases the
wagons and negotiates a price for having the train
moved by the State railways' locomotives and crews
to an agreed place according to an agreed timetable.

195. Oneof themain results of deregulationinthe
field of European rail transport has been the creation
of the concept of Afreightways' C established
through routes. The main playersinthisfield arethe
major intermodal companies engaged in deep-sea
container traffic through the European ports.
However, maritime containers form only a small
portion of the total tonnage which needs to be
switched from road to rail transport for a sustainable
transport policy to berealized. Freightwaysareaso
intended for, and do carry, a significant number of
domestic containers and swap-bodies.

196. China has been introducing updated
technology to improve the efficiency of its railway
network. The measures cover communication
facilities, safety equipment and rolling stock and the
establishment of transportation management
information systemsthat permit the railwaysto meet
the highest standards in these fields. In line with the
development of intermodal transport facilities and
block train operations in the southern provinces, the
concept of inland clearance depots has been
spreading to other regions of the country. Aninland
clearance depot with a capacity of 10,000 TEUs at
Harbin in north-eastern Chinawasinaugurated in the
second half of 1997 with regularly scheduled train
services between this city and the port of Dalian. A
plan exists to extend this rail service to the Russian
border at Suifen He and Manzhouli.



197. TheRussian Ministry of Railways has taken
measures to boost transit container service through
the trans-Siberian route, which carried only 22,000
TEUsin 1997 as compared with the record 150,000
TEUs achieved in 1989. Technica innovations,
along with streamlining of customs and other
administrative procedures, madeit possibleto reduce
transit time for container trains running from
Nakhodka in the Far East to Brest at the
BielorussianBPolish border to 12B14 days. An
experimental container expresstrain set anew record
of 213 hours (less than nine days) on thisroute. In
order to attract additional container flow to theroute,
tariffs for transit container traffic and port-handling
charges have been reduced.

Inland navigation

198. European inland waterways saw asignificant
growth in container trafficin 1997. From the port of
Rotterdam, 1,400,000 TEUs were dispatched by
inland waterways in 1997. From the port of
Antwerp, 1,011,000 TEUs were moved by this
mode. An important part of this traffic (about
600,000 TEUs) was accounted for by the shuttle
traffic between these two major European ports.
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199. The use of inland waterway transport in
developing countries remained very limited. For
example, in India, the Government"s target of
reserving 5per cent of the cargo managed by
the ministries responsible  for petroleum,
agriculture, fertilizers, energy and industry for inland
waterway transport could not be met owing to alack
of capacity.

200. TheBrazilian Government hasattached great
importance to the development of the inland
waterways in the country. Prominent in this
development has been the TieteBParana waterway
link, which saw an increase of 30 per cent in the
volume of cargo transported alng it beween 1995 and
1997. Itisexpected that by 2005 thiswaterway will
be one of the magor transport corridors in the
country, transporting about 35 million tons of cargo.

World container population

201. The global fleet of maritime containers
reached 10.8 million TEUsin mid-1997, an increase
of 8 per cent over the corresponding time in 1996
(seetable 43).

Table 43
Global container fleet by main category of owner for the period 1994B1997
(thousands of TEUS)
Box fleet Mid-1997 Mid-1996 Mid-1995 Mid-1994
(estimated)
L easing company 51002 4730 4 370 3900
Ocean carrier 56002 5140 4500 4100
Other P 500 430 430 420
Grand total 11 200 10 300 9 300 8420
Regional total 400 300 250 220
World total 10 800 10 000 9 050 8 200

Source: Containerisation International Hardware Market Analaysis.

a

All boxes currently leased to Cosco by Florens Container Corporation have been included

in the carrier-owned section of the table in accordance with previous years.

Other container-owning transport companies.
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Container-leasing industry

202. The Institute of International Container
Lessors (IICL) reports that the container-leasing
industry had an operating leasing fleet of dry freight
containers of 5,211,189 TEUSs at the beginning of
1998. This represents an increase of 495,914 TEUsS
(20.5 per cent) over the previous year's inventory of
4,715,275 TEUs. Thesefiguresdo not include high-
cube dry freight containers (9 foot 6 inches high),
which are considered asaspecial type of container in
the leasing companies’ inventories. Themajor 11CL
leasing companies had a tota fleet of
4,811,189 TEUSs, while the other leasing companies
had a fleet of about 400,000 TEUS.

203. Thefleet of special containersin the leasing
sector numbered 1,123,847 TEUs at the beginning of
1998, an increase of 233,717 TEUs or 26.26 per cent
over the previous year. The composition of [1CL
members fleet of special containers is shown in
table 44.

204. Concerning the composition of the leased dry
freight container population (see table 45), the shift
towards 40-foot long containers, which occurred for
several consecutive years, has resumed, but in
tempered fashion. The percentage of 40-foot long
containers stood at 63.42 per cent in 1998 compared

with 62.30 per cent a year earlier. The table also
shows a very limited percentage of containers of
non-standard length. In contrast, the number of
high-cube dry freight containers had grown in 1998
by 44.18 per cent and the number of reefer
high-cube containers grew by 12.7 per cent (see
table 44).

205. Container-leasing companies suffered in
1996B1997 from low daily rental rates and poor
utilization of equipment. It was reported that more
than 20 per cent of the total fleet of the leasing
companies was off-hire, though some signs of
improvement in the utilization of equipment were
evident by the end of 1997. The reasons for the
recession in the leasing sector were seen in the
downturn in the rate of trade growth and in the shift
in policy of the major ocean carriers, which cut their
holding of leased equipment and stepped up the
purchase of containers because of the very attractive
prices of new containers. Daily rates, which had
already been in decline for several years, followed
new box prices downwards, and dropped by over
20 per cent between 1995 and 1997. However,
despite difficult business conditions, utilization of the
major lessors' container fleet wasgradually reviving:
8493 per cent of the fleet was in use on
1 January 1998 in contrast to 81.55 per cent on
1 January 1997.

Table44

Composition of lessors special container fleet in 1997 and 1998 (inTEUS)

Type of container 1998 1997 Per centage
change

High-cubedry freight 661 156 458 552 44.18
High-cube reefer 94 612 83952 12.70
Open top/open side 127 092 120 138 5.79
Platform flats 9200 8 002 14.97
Collapsibleflats 67 860 62 457 8.65
Other flat racks 1770 1 007 75.77
Tank containers 19 259 17576 9.58
Reefers 119 835 122 796 -2.41
Dry bulk 1340 1 000 34.00
Ventilated 9 867 10 400 -5.13
Cellular pallet wide 10 356 2850 263.37
Others 1500 1400 7.14
Total 1123 847 890 130 26.26

Source: 1997 IICL Specia Container Survey, 18 June 1998.
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Table 45

Composition of the dry freight container fleet of the major leasing companies by size in 1998

Length of container

Number of units

Per centage of capacity

20 foot
40 foot
45 foot
48 foot

1728 485 35.93
1525 643 63.42
13251 0.62
668 0.03

Source: 11CL Tenth Annual Leased Container Fleet Survey, 21 April 1998.

206. Most top lessors were coping with the
depressed situation in the market by adopting
economies of scale. Fleet mergers and takeovers
werethelogical outcome of thispolicy. 1996B1997
witnessed the creation of two huge container lessors
each controlling around 1.2 million TEUs (see
table 46). Atthe sametime, the recessionary market
provided the conditions for the establishment of
some newcomers, who took advantage of the low
prices for new containers and were in a better
position to cope with low |lease rates since they were
not burdened with a large amount of equipment
purchased at the high original prices.

Container production

207. World container production continued to
decline in 1997 (down 3 per cent on 1996), with a
total output of 1,250,000 TEUs as compared with
1,290,000 TEUs in 1996 (see table 47). The total
container output in 1997 was 10 per cent lower than
the record figure of 1,390,000 TEUs achieved in
1995. Production of dry freight standard containers
fell the most, with other types (dry freight specials,
reefers, tank- and regiona-type containers)
sometimes even increasing their level of output.

208. Manufacturers in China consolidated their
leadership in this field, managing to increase their
production in comparison with 1996 by up to
793,000 TEUS, accounting for about 70 per cent of
al dry freight maritime container production, while
other formerly important producing countries (India,
Indonesiaand Thailand) lost their plaec in the world
ranking of major container-producing countries (see

table 48). Tota output from plants in South-East
Asia dropped by a third from the 1996 level, from
140,000 TEUSs to less than 95,000 TEUs. Output
also declined in the Republicof Korea and
Taiwan Province of China, from acombined total of
125,000 TEUs to 95,500 TEUs. Production was
static in Europe, with a high proportion of special
types of containers and regiona types of swap-
bodies. Productionin North and South Americawas
also increasingly reliant on building domestic
containers and reefers. The production of tank
containers remained important in South Africa.
Some dry freight container production subsisted in
South Africa, in Western Europe (Denmark) and
Eastern Europe.

209. In total, in 1997 there was sufficient
installed multi-shift capacity to produce up to
2.3 million TEUs annually worldwide. At the end
of 1997 the total Chinese installed output
container capacity was over 1,200,000 TEUs. This
meant that the container-manufacturing industry in
China was working at under two-thirds of its
theoretical capacity. Lack of sufficient profit owing
to low prices for containers forced some enterprises
to undergo restructuring and mergers. The Chinese
Government introduced tough controls on container
prices, and established a special body to enforce this
measure; the Chinese Customs Bureau will enact the
regulationsthrough itsregional offices. All contracts
placed with container manufacturers will be
reviewed to ensure that price levels are at or above
the established minimum, and that appropriate
payment isreceived or credited prior to the issuance
of an export licence.
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Table 46

Container fleet of major container-leasing companies in 1998

Company Fleet (TEUS)

Transamerica Leasing 1 240 000
GE-Seaco (Genstar containers) 875 000
GE-Seaco (Sea containers) 295 000
Textainer Equipment 480 000
Triton Containers 470 000
Florens Container Corporation 450 000
I nterpool Group 390 000
Cronos Group 370 000
Xtra International Group 245 000
Container Applications 220 000
Gateway Container Corporation 85000
Capital Lease 80 000
PrimeSour ce Holdings 55 000
Gold Container 50 000
CE/TIP Intermodal 43 000
Catu/Maritainer 35 000
Amfico Container Leasing 28 000
United Container Systems 28000
Bridgehead Container Services 25000
CarliseLeasing 17 000
Consent Equipment 14 000
Others 155 000
Total Operational Lease 5 650 000
Estimated Finance L ease 850 000
Total Leased Fleet 6 500 000

Source: World Cargo News, February 1998, p. 34.

Table 47
World container production by types of container in 1996B1997
TEUS)

Type of container 1996 1997

Dry freight standard, including high- 1085 000 1 030 000
cube 55 000 60 000
Dry freight special 77 000 78 000
Refrigerated 15 000 15 000
Tank containers 15000 14 000
Specific regional C North America 13 000 23000
Specific regional C Europe

World total 1 290 000 1 250 000

Source: Containerisation International, January 1998, p. 61.
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Table 48

World container production (all types) by countries/regions in 1996B1997 (in TEUS)

Country or region 1996 1997
China 752 000 793 000
Western Europe 84 000 82 000
Republic of Korea 75 000 56 000
India 40 000 46 000
Indonesia 61 000 45 000
Malaysia 57 000 42 500
Taiwan Province of China 50 000 39 500
Eastern Europe/Commonwealth of Independent 35 000 34 000
States 30 000 34 000
Turkey 26 000 24000
Central/South America 27 000 21 000
South Africa 22 000 14 000
North America 8 000 10 000
Japan and Singapore 19 000 6 000
Thailand 4 000 4000
Others

Total 1 290 000 1 250 000

Source: Containerisation International, January 1998, p. 60.

Box 4

Signatur e of selected conventions on maritime transport

Name of Convention

Number of contracting parties or
countries that have ratified/acceded to
the convention

31 December 1995 30 June 1998

United Nations Convention on a Code of Conduct for Liner

78 78
Conferences, 1974
United Nations Convention on International Multimodal 7 8
Transport of Goods, 1980
United Nations Convention on Conditions for Registration of 10 11
Ships, 1986
United Nations Convention on the Carriage of Goods by Sea, 23 o5
1978 (Hamburg Rules)
International Convention on Maritime Liens and Mortgages, 5 3

1993




Chapter VII

REVIEW OF REGIONAL DEVELOPMENTS:
ASIAN ECONOMIC AND MARITIME
TRANSPORT DEVELOPMENTS

This chapter reviews and forecasts the global and intraregional trades in Asian devel oping countries,
together with developmentsin transport and related services.

A. THE ASIAN FINANCIAL CRISIS
Regional implications

210. There can be little doubt that the financial
crisis which broke out in Asiain mid-1997 has had
serious consequences for regional growth and
integration in East and South-East Asia.®* Growth
and integration in the region depends on the so-called
Aflying geese@ process, whereby countries at
different levels of industrialization and devel opment
move together on the basis of a progressive
upgrading of their industries. Intraregional trade and
investment both play amajor role in this process by
helping to locate production according to
comparative advantages determined by relative levels
of productivity and wages. A stable pattern of
exchange rates throughout the region is absolutely
essential for this process to be driven by the redl
economic forces of productivity. Thefoundations of
the flying geese process have been shaken by recent
shifts in the exchange rates among the currencies of
the region through what look like competitive
devaluations. Currency instability causes unexpected
shiftsintherelative positions of individual countries,
and creates considerable uncertainty regarding the
competitiveness of various industries across the
region, thereby undermining investment including
intraregional investment in tradeables.

211. Although exchange rates are now more
favourable for exports, firmsin East and South-East
Asia aso face a greater need to earn foreign
exchange in view of cutbacks in lending and the
prohibitive cost of foreign borrowing. Furthermore,
therisein domestic interest rates hasincreased their
domestic debt-servicing while, together with fiscal
retrenchment, depressing domestic demand.
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Consequently, local firms can be expected to pursue
an aggressive export strategy in markets where they
have already gained competitiveness, namely, in
Europe, Japan and the United States.

B. MANUFACTURING AND TRADING
GDP growth of selected countries

212. The GDP growth rates of selected countries
in East and South-East Asia for the period
1993B1997 are shown in table49. In 1996 the
growth rates of these countries were lower than in
previous years, and in 1997 they stayed at almost the
same level as in 1996. In 1998, Indonesia, the
Republic of Korea and Thailand are expected to
experience negative growth.

Growth in manufacturing output

213.  Since 1996, growth in manufacturing output
has slowed down, with many countries losing much
of the momentum they had maintained until the year
before. In the Philippines, Singapore and Thailand,
growth in manufacturing fell to less than half of the
growth rate of over 10 per cent attained in preceding
years (see table 50).

Trends in exports and imports

214. Asindicated in table 51, the trend in export
trade reflected the high growth of these economies
until 1995. Every country or region achieved ahigh
year-to-year growth of more than 20 per cent, with
the exception of Hong Kong (China) and Indonesia,
who still registered nearly 14 per cent growth. After
1996, their growth rate plummeted to single-digit
level, except for China and the Republic of Korea,
who regained the momentum, attaining growth
rates of over 20 per cent in 1997.  Intheir import
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Table 49

Real GDP growth rates of selected countries and territories of East and South-East Asia
(growth in percentage)

China

Hong Kong, China
Indonesia

Malaysia

Philippines

Republic of Korea
Singapore

Taiwan Province of China

Thailand

1993
135
6.1
7.3
8.3
21
5.8
104
6.3
85

1994
12.6
5.4
7.5
9.2
44
8.6
105
6.5
8.6

1995
105
39
8.2
9.5
4.8
8.9
8.7
6.0
8.8

1996
9.7
4.9
8.0
8.6
5.7
7.1
6.9
5.7
5.5

1997
8.8
5.3
5.0
7.8
5.1
5.5
7.8
6.9
-04

1998
7.5
3.0
-6.0
2.0
20
-0.8
35
5.0
-3.0

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by the IMF and other

specialized sources.

Table50

Manufacturing output growth rates of selected countries and regions of East and South-East Asia
(growth in percentage)

1994 1995 1996 1997

China 216 16.1 15.0 13.1
Hong Kong, China -0.2 10 -4.0

Indonesia 124 10.8 11.6 8.2
Malaysia 14.9 14.2 12.3 10.9
Philippines 11.9 185 8.7

Republic of Korea 109 120 8.4 8.0
Singapore 13.0 10.3 3.3 4.6
Taiwan Province of China 5.8 45 24 7.0
Thailand 9.2 12.0 75 0.0

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Nippon Y usen Kaisha.
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Table51

Export trends for selected countries and regions of East and South-East Asia
(millions of dollars and percentage change)

1994 1995 1996 1997

Value | 1994/ | Value | 1995/ | Value | 1996/ | Value | 1997/

1993 1994 1995 1996

China 1210 319 | 1488 229 | 1512 15| 1827 20.9
Hong Kong, China 1514 119 | 1738 14.8 | 1808 40| 1891 4.6
Indonesia 401 8.8 454 134 498 9.7 541 8.6
Malaysia 586 | 245 739 | 26.0 778 5.8 790 0.9
Philippines 135 19.3 175 29.7 204 17.7 220 8.0
Republic of Korea 960 168 | 1251 30.3 | 1297 3.7 1652 25.0
Singapore 965 305 | 1182 226 | 1250 58| 1251 50
Taiwan Province of China 931 94| 1117 20.0 | 1157 39| 1263 9.1
Thailand 452 | 223 563 | 24.6 555 -1.3 573 32

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Nippon Y usen Kaisha.

trades, after attaining double-digit growth rates in 1994
and 1995, most countries dropped to single-digit level,
with the Republic of Koreaand Thailand posting negative
results (see table 52).

C. INTRA-ASIAN TRADE AND
DEVELOPMENT

(@)

215. Asiahasbecomeincreasingly interdependent,
since the more industrialized countries of the region
succeeded in moving into the production of higher
value-added export items and diversified their
markets. In recent years, intraregional trades have
been expanding significantly, especialy in South-
East Asia, and the beginning of the formation of an
independent  mechanism  for  self-sustained
development in this region can be seen. Since
devel oped economies have been finding it difficult to
achieve high growth, South-East Asia is pursuing
216. Table 53 provides details of the estimated
intracAsian general cargo (unitized) movements in
the period 1995B1998. The 1997 total seaborne
general cargo movement in the intraAsian liner
market, excluding that of China, is estimated to have
reached 5.7 million TEUs. Thisregional trade, the
major area of which stretches from Maaysia and
Singapore in the west and to Japan and the Republic

Developmentsin industry

self-supporting regional development instead of
relying wholly on exports to the developed
economies. Aswell asmaking the shift from labour-
intensive to technology-intensive production by
further refining of the industrial structure, including
infrastructure, the countriesarein aposition to foster
high-growth industries in their own region by
drawing on their technological resources. This
approach could help bring about self-sustained
economic growth, which would lessen their
dependence on the devel oped economies and thereby
help build up an intraregiona demand-driven
economic structure.

(b) Intraregional unitized tradeand maritime
transport

Intra-Asian unitized trade

of Korea in the east, accounts for approximately
17 per cent of the global liner market. The most
significant growth corridors are those linking Japan
and the Republic of Koreawith Hong Kong (China),
Taiwan Province of China and Thailand. These
countries or territories dominated the 1997 intra-
Asian liner trade, representing approximately two-
thirdsof thetrade. In particular, Japan accounted for
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30 per cent of thetotal exportsand 24 per cent of the
total imports. Nearly two-thirds of Japan's exports
and imports were transacted with Hong Kong
(China), the Republic of Korea, Taiwan Province of
China and Thailand. Taiwan Province of China
exported 60 per cent of itstotal exportsto Japan and
Hong Kong, China and imported more than 40 per
cent from Japan. One-third of Hong Kong's exports
were destined for Japan, while nearly 80 per cent of
its imports were from Japan, the Republic of Korea
and Taiwan Province of China. The majority of
Thailand's foreign trade was with Japan. While
35 per cent of the Republic of Korea's exports

went to Japan and nearly 30 per cent to Hong Kong,
50 per cent of its imports came from Japan.
Indonesia, Malaysiaand Singapore further increased
their intraregional trade. Another major trade route
is the one between China and Taiwan Province of
China via transhipment at Hong Kong, which,
coupled with Hong Kong's direct trade with Taiwan
Province of China, has been estimated at more than
600,000 TEUs. However, volumes on thisroute are
set to change substantially over the coming couple of
years, following the landmark deal to reopen direct
shipping links between China and Taiwan Province
of China

Table52

Import trends for selected countries and regions of East and South-East Asia
(millions of dollars and percentage change)

1994 1995 1996 1997
Value | 1994/ | Value | 1995/ | Value | 1996/ | Value | 1997/
1993 1994 1995 1996

China 1156 112 | 1321 142 | 1389 51| 1424 25
Hong Kong, China 1618 16.7 | 1929 19.2 | 1986 30| 2089 52
Indonesia 319 125 407 27.6 429 5.4 455 6.0
Malaysia 594 30.2 776 30.7 784 1.0 791 0.9
Philippines 212 21.2 265 25.0 323 21.8 367 6.3
Singapore 1024 20.2 | 1245 216 | 1314 55| 1324 0.8
Republic of Korea 1024 221 | 1351 32.0| 1503 11.3 | 1446 -3.8
Taiwan Province of China 854 108 | 1036 213 | 1014 -22 | 1145 11.8
Thailand 544 18.1 707 30.1 722 2.2 655 -9.3

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Nippon Y usen Kaisha.

Intra-Asian liner operators and their fleets

217. IntraAsian liner operators are mainly
engaged in two types of services. direct services
between Asian countries and feeder services between
local ports and hub portsin Asia. These operators
and their carrying capacity in TEUs are shown in
table54. As at the end of 1996, a total of
140 operators deployed 783 vessels with an
aggregated carrying capacity of 386,000 TEUs. The
vessels average carrying capacity was nearly
500 TEUs. In the capacity range of vessels of over
5,000 TEUs there are 21 operators, who deploy
345 vessels with an aggregated carrying capacity of
263,000 TEUS, or an average of 760 TEUs per

vessel. These operators account for 68.2 per cent of
the total carrying capacity. In the capacity range of
1,000B4,999 TEUS, 48 operatorshave 278 vesssin
service with an aggregated carrying capacity of
89,000 TEUs (23.0 per cent of the total), or an
average of 320 TEUs per vessel. For the capacity
range of less than 999 TEUs, 71 operators have
160 vessels, with an aggregated carrying capacity of
34,000 TEUs(8.8 per cent of thetotal) or an average
of 210 TEUs per vessel. Some of the larger
operators have been improving the quality of their
service by replacing their vessels with larger and
more efficient vessels, while reducing the number of
vessals.



101

Table 53
Estimated intra-Asian general cargo trade (unitized) for the period 1995B1998
(thousands of TEUSs)
'mport Taiwan Province | Hong Kong, e : . . . Republic | Viet
Export Y ear Japan of China China Philippines | Thailand | Singapore | Malaysia | Indonesia of Korea | Nam Total
Japan 1995 - 296 309 311124 66 669 262 233 177785 118 524 96 300 186675 | 16297 | 1531916
1996 - 314 088 329791 70 669 277 967 188 452 125635 102 078 197876 | 17275 | 1623831
1997 - 332933 349 578 74 909 294 645 199 759 133173 108 203 209749 | 18312 | 1721261
1998 - 316 286 332099 71164 279913 189 771 126 514 102 793 199262 | 17396 | 1635198
Taiqu 1995 | 222232 - 251 862 24 445 34076 75 855 60 743 53 336 38520 15408 776 477
Efr ?:Vrlnnr? ae 1996 | 235566 - 266 974 25912 36 121 80 406 64 388 56 536 40 831 16 332 823 066
1997 | 249700 - 282 992 27 467 38 288 85 230 68 251 59 928 43 281 17 312 872 449
1998 | 237215 - 268 842 26 094 36 374 80 969 64 838 56 932 41 117 16 446 828 827
Hong 1995 152 599 88 893 - 37039 45 187 59 262 28 149 45 928 53 336 9778 520171
éﬁ innga,l 1996 161 755 94 227 - 39 261 47 898 62 818 29838 48 684 56 536 10 365 551 382
1997 171 460 99 881 - 41 617 50772 66 587 31628 51 605 59 928 10 987 584 465
1998 162 887 94 887 - 39536 48 233 63 258 30047 49 025 56 932 10438 555 243
Philippines 1995 44 446 13334 20742 - 2222 10371 2222 1482 7111 444 102 374
1996 47113 14 134 21987 - 2355 10993 2355 1571 7538 471 108 517
1997 49 940 14982 23 306 - 2496 11 653 2496 1665 7990 499 115027
1998 47 443 14 233 22141 - 2371 11 070 2371 1582 7591 474 109 276
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et Y ear Japan Taiwan PTO‘””CG Hong }(ong, Philippines | Thailand | Singapore | Malaysia | Indonesia Republic | Viet Total
Export of China China of Korea | Nam
Thailand 1995 202 972 44 446 47 409 6 222 - 35 557 7 408 7111 14 815 4000 369 940
1996 215 150 47 113 50 254 6 595 - 37 690 7 852 7538 15704 4240 392 136
1997 228 059 49 940 53 269 6991 - 39951 8323 7990 16 646 4494 415 663
1998 216 656 47 443 50 606 6641 - 37953 7907 7591 15814 4269 394 880
Singapore 1995 112 301 66 669 68 151 19 260 26 668 - 53 336 35 557 18 519 12 889 413 350
1996 119 039 70 669 72 240 20416 28 268 - 56 536 37 690 19630 13 662 438 150
1997 126 181 74 909 76 574 21641 29 964 - 59 928 39951 20 808 14 482 464 438
1998 119 872 71164 72745 20559 28 466 - 56 932 37 953 19 768 13758 441 217
Malaysia 1995 85930 44 446 45 928 5185 9037 42 965 - 12 889 12 297 444
259121
1996 91 086 47 113 48 684 5496 9579 45 543 - 13 662 13035 471 274 669
1997 96 551 49 940 51 605 5826 10154 48 276 - 14 482 13817 499 291 150
1998 91 723 47 443 49 025 5535 9 646 45 862 - 13758 13126 474 276 592
Indonesia 1995 96 300 47 409 28149 2963 5334 53 336 9482 - 23705 296 266 974
1996 102 078 50 254 29838 3141 5654 56 536 10051 - 25127 314 282 993
1997 108 203 53 269 31628 3329 5993 59 928 10 654 - 26 635 333 299 972
1998 102 793 50 606 30047 3163 5693 56 932 10121 - 25303 316 284974
Republic of 1995 266 678 69 633 214824 38520 35 557 38520 16 593 78 522 - 9926 768 773
orea 1996 282 679 73 811 227 713 40 831 37 690 40 831 17589 83233 - 10522 814 899
1997 299 640 78 240 241 376 43 281 39951 43 281 18 644 88 227 - 11153 863 793
1998 284 658 74 328 229 307 41117 37953 41117 17712 83 816 - 10 595 820 603
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Exportl meert Y ear Japan Tai\/\(/)?rz:iirrc]);ince HonC%iI?]gng, Philippines | Thailand | Singapore | Malaysia | Indonesia Efeﬁlg?gg RI/;?] Total

Viet Nam 1995 14 815 13482 10 667 444 1185 21334 889 593 2519 - 65 928
1996 15704 14291 11 307 471 1256 22614 942 629 2670 - 69 884
1997 16 646 15148 11985 499 1331 23971 999 667 23830 - 74 076
1998 15 814 14 391 11 386 474 1264 22772 949 634 2689 - 70 373

Total 1995 | 1198273 684 621 998 856 200 747 421 499 514 985 297 346 331718 357497 | 69482 | 5075024
1996 | 1270170 725700 1058 788 212792 446 788 545 883 315 186 351 621 378947 | 73652 | 5379527
1997 | 1346380 769 242 1122313 225 560 473 594 578 636 334 096 372718 401684 | 78071 | 5702294
1998 | 1279061 730781 1066 198 214283 449913 549 704 317391 354 084 381602 | 74166 | 5417183

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Japanese shipping companies and other specialized sour ces.
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Table 54

Intra-Asian liner operators and their fleets, 1996

Ship capacity Number of Number of Total carrying Average
operatorsin vessels capacity (TEUS) carrying
each category capacity per
vessel (TEUS)
Over 20,000 TEUs 2 99 72 329 731
10,000-19,999 TEUs 7 125 103 875 831
5,000-9,999 TEUs 12 121 86 889 718
2,000-4,999 TEUs 12 89 37783 425
1,500-1,999 TEUs 13 74 22 867 309
1,000-1,499 TEUs 23 115 28311 246
500-999 TEUs 31 102 23122 227
100-499 TEUs 40 58 10891 188
Total 140 783 386 067 493

(©)

Intraregional breakbulk trade and maritime
transport

Trendsin trade and transport

218. IntraAsian breakbulk trades are mainly
generated by Japan's exports and imports, with steel,
cement and general goods (manufactures) as the
main goodsin southbound trade and timber and sawn
timber in northbound trade. The recent economic
sowdown and financial crisis in Asia aso had
serious effects on these trades and transport markets.
A decrease in cargo movements adversely affected
the shipping markets, especially the marketsfor both
single and tween deckers of less than 10,000 dwt
engaged as niche vessals in intra-Asian breakbulk
trades.

Steel

219. In 1996, the total imports of the ASEAN 6
countries (Indonesia, Malaysia, the Philippines,
Singapore, Thailand and Viet Nam) declined by
2.1 per cent to 27.9 million tons from 28.5 million
tons in the previous year, mainly because of
drastically reduced imports by Thailand. The

downward trend in overall steel trades to Asia
continued throughout 1997 (see table 55). In 1998
the steel consumption of the magjor Asian countries,
including China and Japan is expected to grow by
0.5 per cent from the 1997 level (seetable 56). The
steel consumption of Malaysiaand Thailand, on the
other hand, is expected to decline by 10.7 per cent
from the 1997 level.

Cement

220. Exportsof cement from Japan to countriesin
Asia amounted to 9.9 million tons for the period
between January and October 1997, which
represented adecline of 1.8 per cent fromthelevel of
the corresponding period in 1996. Of this total,
4.5 million tons were traded to East Asa,
representing a 21.6 per cent decline from 1996, and
54 million tons were exported to ASEAN
countries(excluding Thailand), representing a
24.6 per cent increase (see table 57).

Timber
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221. Trade in timber from South-East Asian
countriesregistered 5.8 million cubic metresin 1996,
carried on 964 voyages (80 voyages per month);
3.6 million cubic metres were traded in the first
eight months of 1997, carried on 604 voyages
(75 voyages per month). After September 1997,
monthly deployment of vessels declined to nearly
40 voyages, mainly due to the drastic decrease in
timber demand in Japan, whose housing industry was
adversely affected by the recent economic slowdown.

Fleet and freight markets

222. Asindicated in table 58, the average age of
vessels engaged in intraAsian breakbulk trades
(9.56 years) was considerably |ower than the average
ages of general cargo vessels of the world
(17.42 years) and devel oping countries (19.00 years).
Until 1996, single deckers of 6,500 dwt and tween
deckers of 7,500 dwt were dominant in intracAsian
shipping markets, mainly for tropical timber; in

1997, some handy-size vessels of 25,000 dwt
switched totimber transport in Asia from the trans-
Pacific timber trade, which suffered asevere decline
in trade volume, thus causing deterioration in the
intracAsian breakbulk shipping market. In 1997,
time-charter freight rates for 6,500 dwt single
deckers and 7,500 dwt tween deckers declined by
some 20B30 per cent from the corresponding period
in the previous year and were the lowest they had
ever been in the 1990s. In the middle of 1997,
freight ratestemporarily recovered to $4,000 per day
for 7,000 dwt tween deckers, but decreased again
later in the year and continued the downward
movement into 1998. In the sector of 25,000 dwt
vessals, charter rates were $4,750 per day for steel
trades to South-East Asian countries in the third
quarter of 1996, rose to $7,000 per day in July 1997,
and then plummeted to $5,000 per day from August
1997 onwards. 1n 1998, these shipping markets have
been confronted with drastic declines in the volume
of trade in steel and cement transacted in the intra-
Asian trades.

Table55

Steel imports by major countries and regionsin Asia, 1995B1997
(millions of tons)

Importing country or region | 1995 1996 Rate of growth 1997 Rate of growth
1996/1995 1997/1996
(per cent) (per cent)
ASEAN 6 285 279 -21 28.7 2.9
China 145 15.2 4.8 135 -11.2
Hong Kong, China 54 6.0 111 6.1 1.7
Republic of Korea 10.5 114 8.6 10.6 -7.0
Taiwan Province of China 135 111 -17.8 115 3.6
Total 72.4 71.6 -11 70.4 -17

Source: Nippon Y usen Kaisha, Illustrated Review and Outlook of the Shipping Market, 1997.
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Table 56

Steel consumption of selected countries and regionsin Asia, 1996B1998

(millions of tons)

Country or region 1996 1997 1998 Per centage change
(estimated) | (forecast) between 1997 and 1998

China 97.3 102.2 107.0 4.7
India 22.8 23.8 235 -1.3
Indonesia 6.1 6.3 6.3 0.0
Japan 80.6 83.0 79.6 -4.1
Philippines 33 35 35 0.0
Republic of Korea 37.6 38.2 40.1 5.0
Taiwan Province of China 18.0 19.9 21.4 75
Others 36.7 37.7 34.7 -8.0
Asiatotal 302.4 314.6 316.1 0.5

Source: Compiled by the UNCTAD secretariat on the basis of data supplied from the Maritime
International Cooperation Centre (MICC) Report (December 1997).

Table57

Japan's cement exports to selected countriesin Asia
(January to October 1997)

Destination Quantity
(thousands of tons)

China 112.7
Hong Kong, China 1376.9
Macao 59.0
Republic of Korea 1370.8
Taiwan Province of China 1585.8
Subtotal 4505.2
Indonesia 451.9
Malaysia 1536.3
Philippines 678.0
Singapore 2684.8
Viet Nam 41.5
Subtotal 53925
Total 9897.7

Source: Compiled by the UNCTAD secretariat on the basis of
data from the MICC Report (December 1997).




107

Table 58
Small single/tween decker fleet (Iess than 10,000 dwt) engaged in intra-Asian trades
(asat January 1997)
Age (years) Number of vessels Deadweight tons Per centage shar e of
total (deadweight

tons)
0 11 78 500 4.57
1 27 208 400 12.13
2 15 113100 6.59
3 0 0 0.00
4 0 0 0.00
5 13 102 500 5.97
6 13 91 600 5.33
7 5 35700 2.08
8 1 7700 0.45
9 1 6 800 0.40
10 30 181 700 10.58
11 20 127 600 7.43
12 53 310 200 18.06
13 21 107 700 6.27
14 24 132 800 7.73
15 21 120 000 6.99
Over 16 13 93200 5.43
Total 268 1717 500 100.00
Average age 9.56 years
Over 10 years 182 1073200 62.49
Over 12 years 132 763 900 44.48

Source: Compiled by the UNCTAD secretariat on the basis of data supplied from the MICC Report

(December 1997).
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(d) More regionalization

223. The ASEAN Free Trade Area (AFTA) is
planned to be in effect shortly after the turn of the
century, and the Asia-Pacific Economic Cooperation
(APEC) forum, of which ASEAN is the core, will
have a similar free trade arrangement a few years
later. At the present time, the ASEAN countries are
seeking to harmonize their customs and trading
documentation to develop a joint approach to other
regional or international organizations on both the
economic and security fronts. They are also looking
to develop a new agreement to open up the area of
services, which includes maritime transport, anong
themselves, in order to be able to respond
collectively to GATS.

D. ASIA'SGLOBAL TRADE AND
TRANSPORT SERVICE

@ Unitized tradeto and from Asia

Trends in trade and transport

224.  Thesubstantia economic slowdown sincethe
final quarter of 1995 and the financial crisis that hit
Asiain 1997 hasgreatly affected eastBwest trade and
transport services. Overall Asianimportsin both the
trans-Pacific trade and the European trade in 1998
are expected to decline from the level of 1997. On
the other hand, their exports to Europe and North
America will continue to expand, reflecting
sustainable competitiveness, largely due to the
devaluation of the currencies of the major exporting
countries. Tables 59 and 60 and graph 11 show the
trends in cargo movements on these trade routes.

225. Interms of cargo structure, imports of high-
value consumer durables, non-staple food
items, luxury fashion garmentsand capital goodswill
suffer the greatest decline, while imports of raw or
recyclable materials such as waste paper and scrap
metals, will remain relatively unchanged as they
provide basic inputs into the industrial activities of
Asian economies. The United Statesexports of these
goods to the region could thus remain relatively
active.

Supply and demand

226. In the liner trades to and from the region,
there is a growing imbalance between supply and
demand (see graph 12 and table 61). A number of
Asian-based carriers are said to be planning to
restructure their operational programmes, including
through  various tonnage placements or
redeployments, in an effort to address the changing
cargo flowsand to ensuretheir survival intheface of
falling revenues. Furthermore, the imbalance in
cargo movements between the eastbound and the
westbound trade routes will continue to force all
carriers serving the Asian trades to pay additional
operating expenses as the need for repositioning
empty boxes increases.

227. Onthe European trade route, the situation is
becoming worse because of the nature of thetrade, in
which heavy goods, mainly in 20-foot containers,
move east, and lighter goods (such as consumer
durables, electrical goods, fashion items and
footwear), which are more suited to 40-foot and 45-
foot containers, are moving west. The need to
reposition empty eastbound containers has thus
increased considerably for reasons of both trade
imbalance and structural imbalance. Carriers are
responding to this situation by trying to attract return
cargoesin order to minimize empty moves, a course
of action which has been a magor cause of the
dramatic decline in revenues per container.
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Table 59
Cargo movements on major liner trade routes for 1995B1997 and forecasts for 1998
(thousands of TEUS)
Trans-Pacific AsiaBEurope
Asiato USA to Total Asiato Europeto Total
USA Asia Europe Asia

1995 4,009 3471 7,480 2,834 2,306 5,140
1996 4,104 3,520 7,624 3,142 2,584 5,726
Growth (%) 24 14 19 10.9 12.1 114
1997 4,662 3,615 8,277 3,290 2,734 6,024
Growth (%) 13.6 2.7 8.6 4.7 5.8 5.2
1998 5221 3326 8 547 3487 2710 6197
Growth (%) 12.0 -8.0 33 6.0 -0.9 2.9

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by the Japan Maritime
Research Institute; DRI/McGraw-Hill, World Sea Trade Service Review, various issues; Containerisation
International, various issues, and other specialized sources.
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Table 60

Containerized cargo movement from selected countries and regions of East and South-East Asiato North America
in 1996 and 1997

(thousands of TEUS)
Eastbound | Percentage | Westbound | Percentage
change change
1996 | 1997 | 1996/1997 | 1996 | 1997 | 1996/1997
China JanuaryBJune 510 669 31.2 151 185 225
JulyBDecember 679 860 26.7 158 166 51
Hong Kong, JanuaryBJune 251 271 8.0 231 245 6.1
China JulyBDecember 365 380 4.1 218 234 7.3
Indonesia JanuaryBJune 72 85 18.1 68 70 29
JulyBDecember 91 104 14.3 56 73 30.4
Japan JanuaryBJune 334 354 6.0 530 533 0.6
JulyBDecember 354 382 7.9 498 494 -0.8
Malaysia JanuaryBJune 72 73 14 35 42 20.0
JulyBDecember 90 93 3.3 37 38 2.7
Philippines JanuaryBJune 51 57 11.8 52 56 1.7
JulyBDecember 61 66 8.2 55 54 -1.8
Republic of Korea || JanuaryBJune 122 131 7.4 213 213 0.0
JulyBDecember 138 160 15.9 194 194 0.0
Singapore JanuaryBJune 36 32 -111 52 61 17.3
JulyBDecember 40 42 5.0 56 61 8.9
Taiwan Province | JanuaryBJune 259 274 5.8 198 191 -3.5
of China
JulyBDecember 284 307 8.1 183 176 -3.8
Thailand JanuaryBJune 98 103 51 61 56 -8.2
JulyBDecember 110 123 11.8 57 45 -21.1
Subtotal JanuaryBJune 1805 | 2049 135 1591 | 1652 3.8
JulyBDecember | 2212 | 2517 13.8 1512 | 1535 15
Total 4017 | 4566 13.7 3103 | 3187 2.7

Source: Compiled by the UNCTAD secretariat on the basis of data supplied in AKaiun@ (Shipping),
May 1998, by the Japan Shipping Exchange Inc.
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Graph 11

Cargo movements on rajor liner trade routes for 1995-1997 and forecasts for 1998
{thausands of TEL])

Asia to United States  United States o Asia

Source: Based on table 59,
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Graph 12

Supply and demand in trans-Pacific and Evrope-Asia trades, 1995-1997
fthausands of TEL)

1995

1996 1997

Total carrving capacity on both trade routes
Estimated cargo volume on both trade routes

Source: Based on table 61,
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Table61

Supply (ships' carrying capacity) and demand (cargo volume) in trans-Pacific and Europe-Asia Trades, 1995-1997

Y ear No of Average Total ships Average no. Total no. of Total ships Estimated Space
ships capacity capacity (TEUs) of round voyageson carrying capacity | cargovolume utilization
(TEUS) voyages per both trade on both trade on both trade | (percentage)
ship per year | routesper year routes per year routes per
(TEUS) year (TEUs)
Trans-Pacific (AsiaB-USA)
1995 269.0 2834 762 264 7.2 3891.3 11 026 867 7 480 000 67.8
1996 274.5 2912 799 357 7.2 3958.2 11 526 540 7 624 000
66.1

Growth (%) (2.0) (2.8) (4.9) (1.7) (4.5) (1.9)
1997 292.0 3089 902 118 7.0 4106.7 12 687 461 8277000 65.2
Growth (%) (6.4) (6.1) (12.9) (3.8) (10.2) (8.6)
EuropeBAsia
1995 217.0 3106 673904 5.5 2384.3 7 404 469 5 140 000 69.4
1996 2235 3250 726 264 5.6 2495.6 8 109 302 5726 000 70.6
Growth (%) (3.0 (4.6) (7.8) (4.7) (9.5) (11.4)
1997 235.0 3272 768 826 5.6 2636.6 8 625 004 6 024 000 69.8
Growth (%) (5.1 (0.7) (5.9 (5.6) (6.9) (5.2

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Japan Maritime Research Institute; DRI/McGraw-Hill, World Sea Trade Service Review,
various issues; Containerisation International, various issues; and other specialized sources.
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Freight levels of main liner services

228. Average quarterly freight rates in 1997
declined from those in the previous year onthe main
eastBwest tradesof Asia. Inthetrans-Pacific trades,
the eastbound (Asia to the United States) trade and
the westbound (the United States to Asia) trade
suffered setbacks in 1997 of 14 per cent and 9 per
cent respectively from 1996 levels. Trade between
Asiaand Europe was al so depressed, with eastbound
trade and westbound trade plummeting by 12 per
cent and 14 per cent respectively as compared to the
previous year. Table 62 and graph 13 show the
quarterly analysis of liner freight rates registered in
these east-west liner tradesfor the period 1995-1997.

Trans-Pacific

229. From the beginning of 1997, trans-Pacific
eastbound freight rates continued to decline; they fell
by 7.5 per cent towards the end of the year, and over
the past two years have fallen by 27 per cent. There
is no immediate prospect of any recovery in these
rates. However, the fall of 0.5per cent in Asa-
United States trade in the fourth quarter was the
lowest quarterly decline in more than two years and
reflected strong traffic volumes, partly fuelled by the
sharp devaluation in the currencies in the major
exporting countriesin Asia, which made their goods
more competitive in the United States market. The
Asia-North AmericaEastbound Rate Agreement was
reportedly confident at the beginning of 1998 that the
reasonably favourable situation would prevail for
much of the year.

230. Westbound trade (United States to Asia)
enjoyed astronger third quarter in 1997, as prices per
TEU firmed at 12 per cent higher than in the second
quarter. However, a spate of "independent actions®
on cotton, one of the westbound trade's largest
volume shipments, caused the downward slidein the
rates for cotton and consequently other major
commodities towards the end of the year. In the
fourth quarter, rates slumped by 17 per cent to
arecord low of $1,182 per TEU. There was no

immediate prospect of a recovery, and trade was
expected to be slow in 1998, albeit depending on the
speed of an Asian financial recovery.

Asia-Europe-Asia

232. Contrary to predictions made during the last
quarter of 1996, the rates of both the eastbound and
westbound trades in the first quarter of 1997
plummeted to an average of $995 per TEU, and
$1,112 per TEU respectively, which were record
lows and almost 20 per cent lower than in the
corresponding period in 1996. During the second
and third quarters, cargo volumes were firmer, and
the freight conferences were in a much stronger
position following an expansion of their membership.
Most lines actually reported load factors in the high
80-90 per cent range. After two quarters of rate
increases in both the eastbound and westbound
directions, freight rates fell moderately in the fourth
quarter. However, with Asian exports expanding and
vessel space becoming tighter, ratesin the westbound
trade had been expected to risein thefirst and second
quartersof 1998. In the eastbound trade, with Asian
imports slowing and the threat of possible predatory
pricing by carriers desperate to find return cargo
from Europe, ratesin thefirst quarter of 1998 |ooked
set to fall further.

233. During 1998, trade imbalances and their
adverse effects on revenues continued to preoccupy
carriers. With ships running at full capacity in the
westbound trades, Far East Freight Conference
member carriers put in place a schedule of freight
rate increases to take effect in 1998. While this
course of action appears to have produced resultsin
the westbound trades, increasing imbalances
resulting in capacity utilization levels of below
80 per cent on the eastbound legs, with the
consequent continuing pressure on freight rates,
threaten to overcompensate for the cautiousrecovery
in westbound rates. It is unlikely that the rate
pressure will be eased in 1998, as the most obvious
remedial measure (a reduction in capacity) is not
feasible, the dots being needed to carry westbound
cargo.
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Table 62

Freight rates (average in markets) on major liner trade routes between the first quarter of 1996

and the first quarter of 1998

(dollars per TEU)

Trans-Pacific Europe-Asia
Asiatothe United States | Europeto Asia | Asiato Europe
United States to Asia

1996

First quarter 1746 1339 1219 1369
Per centage change -6.4 9.1 -3.0 -5.9
Second quarter 1628 1428 1218 1346
Per centage change -6.8 6.6 -0.1 -1.7
Third quarter 1627 1517 1167 1337
Per centage change -0.1 6.2 -4.2 -0.7
Fourth quarter 1543 1384 1137 1281
Per centage change -5.2 -8.8 -2.6 -4.2
1997

First quarter 1473 1280 995 1112
Per centage change -4.5 -7.5 -125 -13.2
Second quarter 1407 1277 1036 1156
Per centage change -4.5 -0.2 4.1 4.0
Third quarter 1369 1428 1067 1187
Per centage change -2.7 11.8 3.0 2.7
Fourth quarter 1362 1182 1056 1157
Per centage change -0.5 -17.2 -1.0 -2.5
1998

First quarter 1345 1119 1040 1183
Per centage change -1.2 -5.3 -1.5 2.2
Second quarter 1459 1015 869 1227
Per centage change 8.5 -9.3 -16.4 3.7

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Containerisation
International, various issues, and other specialized sources.
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Graph 13

Freight rates (average in markets on major iner trade routes ( 1996-1998)

i
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B Asia o United States Eurape to Asia
W United States 1o Asia Asia to Europe
Source: Based on table 62,
Box 5
China Containerized Freight Index
Service Routes January May 1998 June 1998 Comparison
1998 May/June
Combined Index 1007.50 1015.16 1039.63 241
Japan Service 978.98 867.80 931.90 7.39
Europe Service 1029.94 1216.15 1283.06 5.50
West Coast America Service 1001.14 974.55 993.06 1.90
East Coast America Service 1008.94 1053.53 1 040.08 -1.28
Hong Kong Service 979.11 965.89 909.84 -5.80
Korea Service 993.96 981.71 956.86 -2.53
South-East Asia Service 997.28 781.72 787.82 0.78
Mediterranean Service 980.13 1162.27 1130.11 -2.77
Australia/lNew Zealand Service 1039.53 949.74 926.18 -2.48
South Africa/South America Service 1030.93 1067.72 1065.64 -0.19
West/East Africa Service 1199.49 1207.29 1155.58 -4.28

Source: Data communicated by the Shanghai Shipping Exchange.
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(b)

234. lron ore, coal and grain have been dominant
in East and South-East Asian countries dry bulk
trade, representing 50 per cent of their total imports
of dry bulk commodities (seetables 63 and 64). The
1995 overall improvement in dry bulk charter
markets was attributed to a substantial increase of
9.3 per cent in the seaborne trade of the three major
dry bulk commodities. 1n 1996, averagefreight rates
for the three major commodities declined drastically
by 25-35 per cent from the level of the previous
year. The depressed charter markets for these major
commodities reflected, primarily, declining growth
of steel production, a severe shortage of supply in
grain trade and weak economic growth, especialy in
themajor South-East Asian economies. Iron-ore

Dry bulk cargotradeto Asia

and coal shipmentsto Asiain 1997 showed agrowth
of 7.9 per cent and 2.9 per cent respectively,
while grain shipments continued to decrease, by
5.3 per cent from the 1996 level, mainly due to the
continuing decline in Chinds imports. Average
charter rates reflected these commodity trades,
showing 12-18 per cent increases for shipments of
iron ore and coal as compared with those of the
previous year. On the other hand, charter ratesfor
grain declined by up to 5 per cent from those of
1996. In 1998, the Asian currency crisisisexpected
to adversely affect dry bulk demand, particularly for
the three major commodities, and consequently
overall freight rate development. Up to June 1998,
average rates for three major cargo sectors declined
by an unexpectedly high percentage of 22-32 per
cent from the 1997 annual average rates.

Table 63

Three major dry bulk cargo movements and all dry bulk cargo movements to East and South-East Asia®
and the Indian subcontinent, 1995-1998
(millions of tons)

Major dry bulk cargo” All dry béﬂk
cargo
Iron | Growt | Coal | Growt | Grain | Growt | Total | Growt | Total | Growt
Ore h h h h h
(%) (%) (%) (%) (%)
1995 216.6 6.9 219.7 10.0 88.8 14.0 525.1 9.3 1043.9 5.0
1996 225.7 4.2 225.2 25 85.3 -3.9 536.2 2.1 1056.2 1.2
1997 243.6 7.9 231.7 2.9 80.8 -5.3 556.1 3.7 1125.3 6.5
1998 € 250.4 2.8 239.5 34 80.5 -04 570.4 2.6 1160.5 3.1

Source: UNCTAD Review of Maritime Transport, various issues, DRI/Mercer World Sea Trade Service

Forecast, various issues, 1997.

Including China and Japan.
Imports only.
Forecast.
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Table 64

Average single voyage rates for three major dry bulk cargo to East Asia, 1995-1998
(dollars per ton)

Commaodity Traderoute Average single voyage rates ($/ton)
January to
1995 1996 1997 June 1998
Ironore Brazil-Japan (120-160 thousand dwt) 12.10 8.95 10.60 8.13
Brazil-China (100-150 thousand dwt) 14.90 9.25 10.55
1.77
W. Australia-Japan (100-150 thousand dwt) 6.60 4.30 5.25
Saldanha Bay-China (100-130 thousand dwt) 11.60 7.70 8.55 6.67
Coal Hampton Roads/Richards Bay-Japan (100-150 thousand dwt) 15.70 11.95 13.45 9.75
United States Gulf-Taiwan (50-60 thousand dwt) 26.30 17.40 18.20 12.40
Roberts Bank-Taiwan (90-120 thousand dwt) 10.00 6.25 7.40
E. Australia-Republic of Korea (110-140 thousand dwt) 7.50 6.00 6.70 451
Grain United States Northern Pacific-Japan (50-55 thousand dwt) 18.30 13.60 12.95 10.47
United States Gulf-Japan (50-60 thousand dwt) 31.90 23.00 22.90 17.22

Source: Drewry Shipping Consultants, Shipping Statistics and Economics, various issues.
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Box 6

Six alliances that could rule theworld

As the dust settles over the latest bout of tension and drama surrounding the eight rearranged lines of the
New World Alliance and the Grand Alliance, it is now clearly emerging that six alliances, not two, are
lining up to do battle over al the main east-west liner trades. The Grand is still the largest, closely
followed by the New World and the Hanjin Group (United Alliance). Next come the Maersk/Sea-Land
Group and K-Line/Cosco Group and, finally, as an alliance all on its own, Evergreen. Any line which has
not made it into one of these six groups will now have to stand clear, and make do with secondary
container trades; that is until the alliances extend to take in these as well.

We have become used to the idea of single-trade container consortia, with different mixtures of partners
in different trades. It was only very recently that the alliances began to arrive, with partnerships focused
on the cargo dynamo of Asia, extending east and west to cover both the northern Europe and trans-Pacific
trades. Maersk and Sea-Land went further, covering the Atlantic and much of the rest of the world as
well. Now the others are catching up. The six alliances which emerged in March 1998 will assume a
new dominance over all the developed world's connecting deep-sea trades. All six now firmly include the
Atlantic trade in their scope, and the Mediterranean's Asian and United States trades are also being
included in their plans.

The table below shows how the new alliances are measuring up in the east-west Asian-based trades, to
North America, the Mediterranean and northern Europe. It sets out the number of strings and ships which
each of the six will be deploying in each of these trades from about March 1998 onwards. Where a string
serves more than one of the trades, i.e. as a pendulum or round-world operation, the ships are apportioned
between the trades involved, with each trade being treated as having a separate string.

Although the non-Asian Atlantic trades are not included in this analysis, their details are included in the
totals column. A few other arbitrary adjustments have been made, such as excluding half of a Global
Alliance string shared by Matson and TMM, and having another which is only intended to cover the
Pacific's summer pesk.

Overall, the Grand, New World and Hanjin alliances emerge surprisingly close together in terms of ships
and strings. Maersk/Sea-Land and K-Line/Cosco, in fourth and fifth places respectively, are around
two thirds of the size of each of the leading alliances. The differences between the aliances stand out in
the individua trades. The New World has ailmost twice the Grand's ships and strings in the Pacific, while
in the Northern Europe and Mediterranean trade it is almost the other way around.

The table may make it look deceptively easy to even things up. If the New World moved a few of its
Pacific ships into the Northern Europe trade and the Grand moved some the other way, they would both
be better balanced to compete. Unfortunately, it does not work that way, because what we are looking at
is the aggregated trade shares, fiercely contested, of 15 or more of the world's top carriers. It needed
OOCL to change sides for the Grand to gain its fourth and fifth strings in the Pacific, and its fifth in the
North Europe trade.

After identifying the numbers of ships and strings, the next consideration is to determine the average size
of each string, so that the alliances cargo-lifting capacities can be compared. In a world of uniform
weekly string frequencies (apart from a transient nine-day one from Evergreen), it is simple to add up
each aliance's string averages in each trade to work out the "TEU revenue opportunity” (or TROP) per
week, one way. Use of the term "revenue opportunity” is simply meant to draw attention to the fact that
lines can no longer rely on longer trades to support higher freight rates than shorter ones. Indeed, ratesin
the Northern Europe trade, which needs at least eight ships per weekly string, are currently lower than in
the Atlantic, where the average is only 4.6. What matters is how rapidly lines can repeatedly fill the
individual sots in their ships. High slot occupancy ratios can substantially compensate for low freight
rates.
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Top six alliances performancein their servicesto and from Asia, 1997-1998

The TROP calculation obviously favours those strings with the largest average size of ships, but it does
not alter the overal aliance ranking. The comparison becomes a little more interesting if each TROP
value is divided by the number of ships it represents. The all-alliance all-trade TROP/per ship gives a
value of 551, but there are some interesting individual variations. For example, Maersk/Sea-Land hit a
high of 814 TROP per ship in the Asan/Mediterranean trade, the mid-section of their Suez Express
extended pendulum, and this partnership does best overall. The Maersk/Sea-Land figures would have
been even higher if ultra-cautious ship-size values had not been used.

It is interesting to speculate on what would happen if afourth leg was added to this pendulum with a stop
at Salalah, Oman, when it opens in August 1998, and if 15 of Maersk's biggest (8,000 TEUS) ships were
used. The weekly one-way TROP for this one operation would reach around 32,000, or 2,130 per vessel
deployed, an efficiency that would apply to each trade leg, including the Pacific leg.

Trans-Pacific Asia-Mediterranean Asia-Northern Europe Total a
Loops | tpopP | Loops | tropP | Loops | tropP | Loops | tRopP
No. of TROP per No. of TROP per No. of TROP per No. of | TROP per
ships per ship ships per ship ships per ship ships per ship
week week week week
Grand Alliance: 5 17180 2 5900 5 20 800 15 54 000
Hapag-Lloyd
MISC 29 592 13 454 40 520 95.5 565
NYK
OOCL
P& O-Nedlloyd
New World Alliance: 9 33730 1 2370 3 13750 14 52 000
Hyundai
MOL 53.5 630 8 297 24 573 89.5 581
NOL/APL
Hanjin Group (United Alliance): 8 26 400 1 2700 3 11 550 14 46 050
Hanjin
DSR-Senator 49 539 7 386 23 502 89 517
ChoYang
UASC
M aer sk/Sea-L and Group: 5 16 100 1 4068 2 9120 12 43080
Maersk
Sea-Land 29 555 5 814 18 506 67.5 638
K-Line/ COSCO Group: 6 19 900 - - 3 9440 10 31640
COSsCO
K-Line 34 585 - - 25 378 63 502
Y angming
Evergreen 4 13830 1 2730 2 6 045 8 26 520
26 532 8 341 15 403 55 482
Total 37| 127140 6 17 768 18 70 705 73| 253290
220.5 577 41 433 145 488 459.5 551

a

Total includes alliance participation in Atlantic trades which are not shown here.

b

TROP' TEU revenue opportunity per week,one way.

Source:

Lloyd's List Maritime Asia, February 1998.
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(© Crudeoil and oil productstradeto Asia

236. Tables65 and 66 show tradein crude oil and
oil products to East and South-East Asian
countries, and freight rates. 1n 1995, thefreight level
for VLCC (crude oil) and small tankers (oil products)
increased by WS 12 from the WS freight level of the
previousyear. Thisupward trend in freight rates for
both categories of tankers continued throughout 1996
and, for VLCCs only, into 1997. The increase in
freight rates was mainly attributed to increasing
demand for crude oil and oil products from the
expanding economies in Asia, such as those of
China, the Republic of Korea and Taiwan Province
of China. In addition, a tendency to employ larger
tonnages and to benefit from economies of scale
resulted in a greater overall utilization of VLCCsin
these yearsthan in previousyears. In 1997, roughly
60 per cent of the crude oil shipments from the
Middle East Gulf by VLCCs was destined for the
eadst, thus boosting further VLCC freight levels for
South-East Asiaand the Far East. However, thisalso
underlines the potential threat to the VL CC market of
any prolonged slowdown in the Asian economies
which have been driving this market. The average
freight level for VLCCsduring thefirst six months of
1998 was WS 68-69 as compared with the annual

average of WS 70-73in 1997. On the other hand,

the freight level for shipments of oil products
plummeted to WS 155 in 1997 from WS 178 in
1996. The decline reflects a large increase in
domestic production in South-East Asia and
the Far East, which led to increased intra-
Asian trade and reduced freight rates for oil product

tankers suitable for trades originating in the Middle
East Gulf.

E. ESTIMATESOFFREIGHT COSTSINASIA

238. The total value of the imports (c.i.f.) of
developing countries increased by 9.57 per cent in
1996 from the previous year, whiletheir total freight
costsrose by 6.36 per cent (seetable 67). The 1996
total freight costs of developing countries as a
proportion of import valueimproved to 8.06 per cent
from 8.30 per cent in the previous year. 1n 1996,
Asiaaccounted for 66.42 per cent of the total freight
costsand 67.19 per cent of the total value of imports
of developing countries. The freight factor slightly
decreased to 7.97 per cent from 8.03 per cent. In
1996, the freight factor for East and South-East Asia
in total was 7.84 per cent as compared to 7.89 per
cent in 1995. Among the major importing countries
of this group, the freight factors of the Republic of
Koreaand Singaporewererelatively low, at 5.22 per
cent and 5.58 per cent respectively, while those of
Maaysiaand T hailand were as high as 9.36 per cent
and 9.60 per cent respectively. Indiaand Indonesia
faced the highest charges; their freight factors were
10.32 per cent and 10.55 per cent respectively. The
freight factors of the Pacific islands as a whole
dightly improved in 1996 to 12.31 per cent from
12.39 per cent, although it stagnated at the higher
level. These variations in freight costs can be
explained by geographical factors as well as by
differences in trade and shipping patterns,
particularly in the liner sector.
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Table 65

Crude oil and oil product movements to East and South-East Asia and the Indian subcontinent, 1995-1998

(millions of tons)

Y ear Crudeail oil productsa
1995 431.5 147.9
1996 435.6 148.0
1997 502.6 182.2
1998° 490.0 188.4

Source: UNCTAD Review of Maritime Transport, various issues, and other specialized sources.

a Including LNG and LPG.
Forecast.
Table 66
Average single voyage rates for crude oil and oil productsato East Asia, 1995-1998
(Worldscale)
Traderoute
Size of vessel b
Crudeoil or product 1995 1996 1997 1998
Middle East Gulf-Japan 58 66 73 69
200-300 thousand dwt
Crudeoil
Middle East Gulf-Republic of Korea 52 61 70 68
200-300 thousand dwt
Crudeoil
Middle-East Gulf-Japan 179 178 155 151
50-80 thousand dwt
Oil products

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

Excluding LNG and LPG.
For the first six months of 1998.
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Table 67

Estimates of total freight costs in world trade by Asian developing countries
(including selected Pacific islands)

(millions of USdollars)

Country and country 1995 1996
grodp Estimate | Value of Freight Estimate | Value of Freight
of total | imports costs as of total | imports costs as
freight (ci.f.) percentage | freight (ci.f) per centage
costs of of import costs of of import
imports value imports value
East and South-East
Asa 58386 | 739874 7.89 61299 | 781989 7.84
Bangladesh 639 6 496 9.84 696 7074 9.84
Brunei Darussalam 332 3548 9.36 439 4689 9.36
Cambodia 163 1542 10.55 176 1666 10.55
Hong Kong, China 17261 | 192764 8.95 17779 | 198 551 8.95
India 3555 34 456 10.32 4136 40 090 10.32
Indonesia 4164 39 456 10.55 4532 42 945 10.55
Republic of Korea 7060 | 135153 5.22 7855| 150 370 5.22
Macao 183 2041 8.95 177 1979 8.95
Malaysia 7269 77 662 9.36 7282 77797 9.36
Maldives 32 357 8.95 38 422 8.95
Myanmar 205 2293 8.95 222 2482 8.95
Pakistan 979 11 460 8.55 1038 12 150 8.55
Philippines 1929 28419 6.79 2 046 31756 6.44
Singapore 6936 | 124394 5.58 7332 | 131506 5.58
Sri Lanka 578 5874 9.84 495 5028 9.84
Thailand 7101 73 959 9.60 7 055 73484 9.60
Pacific islands 651 5255 12.39 688 5585 12.31
American Samoa 6 62 8.95 5 58 8.95
Fiji 106 807 13.14 113 885 12.77
French Polynesia 109 900 12.10 98 811 12.10
Guam 50 412 12.10 56 463 12.10
Kiribati 7 75 9.76 10 99 9.76
Nauru 3 33 8.95 2 26 8.95
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Country and country 1995 1996
group .

Estimate | Value of Freight Estimate | Value of Freight
of total | imports costs as of total | imports costs as
freight (ci.f.) percentage | freight (ci.f) per centage
costs of of import costs of of import
imports value imports value

New Caledonia 112 922 12.10 121 998 12.10
Papua New Guinea 194 1512 12.85 215 1676 12.85
Samoa 13 144 8.87 15 174 8.87
Solomon Islands 28 168 16.42 26 161 16.42
Tonga 6 78 8.13 6 73 8.13
Vanuatu 17 142 12.10 19 161 12.10
World total 247 325 4 688 527 | 259940 4954 5.25
637 040
Developed market-
economy countries, total 145 040 3457 4.20 151 145 3604 4.19
009 494
Developing countries,
total 102 285 1231 8.30| 108795 1349 8.06
628 546
of which in:
Africa 11598 | 101369 11.44 12073 | 105821 11.41
America 20305 | 257505 7.89 21929 | 309 560 7.08
Asia 68 003 | 847 054 8.03 72263 | 906 714 7.97
Europe 1728 20 445 8.45 1842 21 866 8.42

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by the IMF.




125

Notes

10

11

12

13

14

15

16

17

18

In this context, trade developments in unitized cargo movements are reviewed in detail in chapter VII.
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This section is extracted from the document entitted AElectronic commerce: lega considerationsg
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Explanatory notes to the Rules, Paris|l, p. 218.

SeeAGenera Reportd, in A.N. Y annopoulos (ed.), Ocean Bills of Lading: Traditional Forms, Substitutesand EDI
Systems, The Hague, International Academy of Comparative Law, Kluwer, 1995, p. 13.

See Chandler, op. cit., p. 23.

Thisguide was prepared by Ports Canadaon behalf of the Transport Community Information Exchange Group, an
informal coalition of ports and port EDI service centres from around the world.

For more information on SMDG, see its website at www.smdg.org .

For amore detailed discussion of the East Asian crisis, see UNCTAD, Trade and Development Report, 1998,
United Nations publication, Sales No. E.98.11.D.6, part one, chapter I11, New Y ork and Geneva, 1998.
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Annex |

Classification of countriesand territories

Canada

Austria
Belgium
Denmark
Faeroe Idands
Finland
France
Germany
Gibraltar
Greece
lcdand
Ireland
Isradl

Japan
Austraia
South Africa

Albania
Armenia
Azerbaijan
Belarus
Bulgaria
Czech Republic
Estonia
Georgia
Hungary
Kazakhstan
Kyrgyzstan

China
Democratic People's Republic of Korea

Northern Africa
Algeria

Egypt

Libyan Arab Jamahiriya

United States of America

Italy

L uxembourg

Monaco

Netherlands

Norway

Portugal

Spain

Sweden

Switzerland

Turkey

United Kingdom of Great Britain and
Northern Ireland

New Zedand

Latvia
Lithuania
Moldova
Poland
Romania
Russian Federation
Slovakia
Tajikistan
Turkmenistan
Ukraine
Uzbekistan

Viet Nam

Morocco
Tunisia



Code 8.2

Code 8.3

Code9-9.1

Code9.2

Code9.3
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Western Africa
Angola

Benin

Burkina Faso
Cameroon

Cape Verde
Congo
Cotedlvoire
Democratic Republic of the Congo
Equatoria Guinea
Gabon

Gambia

Ghana

Eastern Africa
Burundi
Comoros
Djibouti
Ethiopia
Kenya

M adagascar
Maawi
Mauritius

Caribbean and North America
Anguilla

Antigua and Barbuda
Aruba

Bahamas

Barbados

Bermuda

British Virgin Islands
Cayman Idlands
Cuba

Dominica

Dominican Republic
Greenland

Grenada

Central America
Belize
CostaRica

El Salvador
Guatemala

South America C Northern Seaboard

Guyana
French Guyana
Netherlands Antilles

Guinea
Guinea-Bissau
Liberia

Mali
Mauritania
Nigeria

St Helena
Sa0 Tome and Principe
Senegal
Sierraleone
Togo

Mozambique

Reunion

Seychelles

Somalia

Sudan

Uganda

United Republic of Tanzania
Zambia

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 Idands
United States Virgin Islands

Honduras
Mexico
Nicaragua
Panama

Suriname
Venezuela



Code 9.4

Code 9.5

Code 10-10.1

Code 10.2

Code 11

Code 12

a

South America C Western Seaboard

Chile
Colombia

South America C Eastern Seaboard

Argentina
Bolivia
Brazil

Western Asia
Bahrain

Cyprus
Iran (Islamic Republic of)

Irag
Jordan
Kuwait
L ebanon

Southern and Eastern Asia
Bangladesh

Bhutan

Brunei Darussalam
Cambodia

Hong Kong, China

India

Indonesia

Macau

Malaysia

Bosnia and Herzegovina
Croatia
Malta

American Samoa
Christmas Idland (Australia)
Fiji

French Polynesia

Guam

Kiribati

Nauru

New Caedonia

Ecuador
Peru

Falkland Islands (Malvinas) 2

Paraguay
Uruguay

Oman

Qatar

Saudi Arabia

Syrian Arab Republic
United Arab Emirates
Yemen

Maldives
Myanmar
Pakistan
Philippines
Republic of Korea
Singapore

Sri Lanka
Thailand

Slovenia
Yugosavia

Papua New Guinea
Samoa

Solomon Idands
Tonga

Tuvalu

Vanuatu

Wake Island

A dispute exists between the Governments of Argentinaand of the United Kingdom of Great Britain and

Northern Ireland concerning sovereignty over the Falkland Islands (Malvinas).
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Notes to Annex |
D Thisclassification isfor statistical purposes only and does not imply any judgement regarding the stage
of development and the political situation of any country or territory.
(2 The groups of countries or territories used for presenting statisticsin thisReview are made up asfollows:
Developed market-economy countries and territories. Codes 1, 2, 3,4 and 5.
Countries of Central and Eastern Europe and Republics of the former Soviet Union: Code 6.
Socialist countries of Asiac Code 7.
Developing countries and territories. Codes 8, 9, 10, 11 and 12.
of which:
in Africaz. Codes 8.1, 8.2 and 8.3
in America: Codes9.1,9.2,9.3,9.4and 9.5
inAsia Codes10.1 and 10.2
in Europe: Code 11

in Oceania: Code 12.

(©)] In certain tables, where appropriate, major open-registry countries are recorded asa separate group. The
group comprises Bahamas, Bermuda, Cyprus, Liberia, Malta, Panama and Vanuatu.

4 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, landlocked countries do not figurein these tabulations. On the other hand, statistical tabulations
on merchant fleets include data for landlocked countries that possess fleets.
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Annex |1

World seaborne trade * accor di ng to geographical area, 1970, 1980, 1990, 1996B1997

and 1998 (estimates)

(Millions of tons)

Goods loaded Goods unloaded
ol Total ol Total
b Products| Dry all Products| Dry all
Area Year | crude ¢ cargo | goods | Crude ¢ cargo | goods
Developed mar ket-economy
countries
North America 1970 0.7 53| 266.3 272.3 73.4 103.6| 128.0| 305.0
1980 0.5 6.9 498.0 505.3 274.3 714 170.1 515.7
1990 14 258| 5151 542.3 274.9 100.8| 227.6 603.3
1996 13 27.2| 603.6 632.1 357.5 134.6| 2818 773.9
1997 2.0 305| 6265 659.0 377.9 135.6| 2957 809.2
1998 2.0 31.0| 658.9 691.9 384.0 136.0| 306.7 826.7
Japan 1970 - 0.3 41.6 41.9 170.4 30.4| 2351| 4359
1980 - . 83.6 83.6 216.3 35.0| 3615 612.8
1990 - 1.2 81.9 83.1 201.2 82.0| 4407 7239
1996 - 4.6 88.9 93.5 235.1 97.0| 4827 814.8
1997 - 7.3 93.2 100.5 249.5 99.7| 517.2 866.4
1998 - 75 96.7 104.2 255.0 100.3| 526.4| 8817
Augtraliaand New Zealand 1970 - 13 92.3 93.6 18.8 29 154 37.1
1980 - 15| 1484 150.0 9.8 6.6 135 29.9
1990 9.2 15| 266.3 277.0 8.6 7.2 18.1 33.9
1996 9.4 18| 3121 323.3 13.9 7.9 21.0 428
1997 114 19| 3449 358.2 16.9 8.1 22.0 47.0
1998 12.0 18| 3502 364.0 17.0 8.0 22.8 47.8
Europe 1970 16.3 81.7| 2436 341.6 608.2 101.0| 465.9| 11751
1980 95.7 79.3 387.4 562.3 585.5 145.1 680.5| 1411.1
1990 162.1 1242 4822 768.5 446.8 172.7| 763.2| 13827
1996 177.7 152.6| 564.8 895.1 566.0 152.2| 891.6| 1609.8
1997 180.6 1439| 5945 919.0 494.2 156.5| 9435| 1594.2
1998 175.8 140.6| 6155 931.9 482.2 150.0| 978.6| 1610.8
South Africa 1970 - - 13.1 13.1 8.8 2.6 6.2 17.6
1980 - 0.1 68.9 69.0 15.0 1.0 9.7 25.7
1990 - - 82.5 82.5 21.9 0.3 9.6 31.8
1996 - - 93.0 93.0 24.0 0.3 104 34.7
1997 - - 98.4 98.4 24.4 0.3 10.7 35.4
1998 - -| 1042 104.2 26.0 1.0 114 38.4
Subtotal: Developed market- 1970 17.0 88.6| 656.9 762.5 879.6 2405| 850.6| 1970.7
economy countries 1980 96.2 87.8( 1186.3| 1370.3| 1100.9 250.1( 12353 | 2595.2
1990 172.7 152.7| 1428.0| 1753.4 953.4 363.0| 1459.2| 2775.6
1996 188.4 186.2| 1662.4| 2037.0( 1196.5 392.0| 1687.5| 3276.0
1997 194.0 183.6| 17575| 2135.1| 1162.9 400.2( 1789.1| 33522
1998 189.8 180.9| 18255 2196.2| 1164.2 395.3| 18459 3405.4
Countriesof Central and
Eastern Europe
Countries of Central and Eastern 1970 38.2 26.3 80.8 145.3 13.3 3.0 411 57.4
Europe (including the former 1980 55.0 50.2 95.6 200.8 35.5 13| 108.6 145.4
USSR) 1990 58.6 55.3 85.2 199.1 34.2 13| 137.2 172.7
1996 44.8 499 84.5 179.2 20.8 12| 126.1 148.1
1997 45.6 51.3 88.6 185.5 21.1 12| 1322 154.5
1998 45.0 52.0 92.0 189.0 23.0 13| 137.2 161.5
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Goods loaded Goods unloaded
ol Total ol Total
b Products| Dry all Products| Dry all
Area Year | crude ¢ cargo | goods | Crude ¢ cargo | goods
Socialist countriesof Asia
Socialist countries of Asia® 1970 - 0.1 13.3 13.4 5.4 0.4 24.4 30.2
1980 221 57 18.3 46.1 21.6 51 72.9 99.6
1990 320 40 46.1 82.1 3.9 13 80.4 85.6
1996 375 5.0 58.1 100.6 4.5 2.0 98.7 105.2
1997 255 51 63.7 94.3 18.6 12.1 103.4 134.1
1998 24.0 5.0 66.1 95.1 19.0 13.1 107.3 139.4
Developing countriesand
territories
Northern Africa 1970 221.4 5.6 28.3 255.3 9.9 5.9 179 33.7
1980 187.7 25 30.0 220.2 50.0 2.0 44.9 96.9
1990 182.7 315 32.0 246.2 63.4 4.3 57.8 125.5
1996 237.0 27.9 331 298.0 68.0 4.4 61.2 133.6
1997 239.4 27.0 34.7 301.1 69.2 4.5 64.1 137.8
1998 231.8 25.0 36.0 292.8 69.0 45 66.5 140.0
Western Africa 1970 60.5 1.0 615 123.0 3.6 4.0 14.8 224
1980 102.6 1.9 66.8 171.3 43 55 30.8 40.6
1990 127.1 34 55.2 185.7 4.0 3.2 27.7 34.9
1996 142.4 34 57.6 203.4 43 3.0 29.5 36.8
1997 146.9 35 60.4 210.8 4.4 31 30.9 38.4
1998 141.0 35 62.7 207.2 4.5 3.2 321 39.8
Eastern Africa 1970 - 1.2 16.1 17.3 55 2.6 8.3 16.4
1980 - 0.9 6.3 7.2 6.2 2.0 9.9 18.1
1990 - 0.6 9.3 9.9 6.4 2.6 16.0 25.0
1996 - 0.5 9.7 10.2 6.6 2.6 16.2 25.4
1997 - 0.5 10.2 10.7 6.7 2.7 17.0 26.4
1998 - 0.5 10.6 111 7.0 3.0 17.6 27.6
Subtotal: Developing countriesin 1970 281.9 7.8 105.9 395.6 19.0 125 41.0 725
Africa 1980 290.3 5.3 103.1 398.7 60.5 9.5 85.6 155.6
1990 309.8 355 96.5 441.8 73.8 10.1 101.5 185.4
1996 379.4 318 100.4 511.6 78.9 10.0 106.9 195.8
1997 386.3 31.0 105.3 522.6 80.3 10.3 112.0 202.6
1998 372.8 29.0 109.3 5111 80.5 10.7 116.2 207.4
Developing countriesin
America
Caribbean, Central and North 1970 - 51 40.3 454 29.5 10.0 17.7 57.2
America 1980 53.5 29.6 53.5 136.6 62.8 8.9 30.2 102.0
1990 95.3 18.8 47.5 161.6 33.7 11.2 354 80.3
1996 124.4 25.4 54.9 204.7 36.0 11.0 40.2 87.2
1997 135.0 26.1 575 218.6 36.6 11.3 42.1 90.0
1998 142.0 38.0 59.7 231.7 37.0 115 43.7 92.2
South America: Western 1970 4.6 1.6 29.8 36.0 4.1 15 5.9 115
Seaboard 1980 7.6 34 26.7 37.7 49 14 13.7 20.1
1990 17.4 8.2 36.0 61.6 35 13 14.4 194
1996 235 9.5 41.8 74.8 3.8 13 16.9 22.0
1997 25.0 9.8 43.8 78.6 3.9 13 17.7 229
1998 25.0 10.0 455 80.5 4.0 15 184 23.9
1 . 1970 131.2 112.9 90.3 334.4 81.9 4.0 26.5 112.4
SOUth Amen ca 1980 127.8 64.5 162.3 354.6 136.2 5.8 54.5 196.5
Northern and 1990 58.4 285| 2148 301.7 37.8 43 45.7 87.8
1996 86.1 331 243.3 362.5 40.5 41 53.3 99.9
EaStern Seaboard 1997 97.1 33.0 260.7 390.8 41.2 4.2 55.8 101.2
1998 109.1 35.0 266.7 410.8 41.5 4.5 50.4 105.4
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Subtotal: Developing countriesin 1970 135.8 119.6 160.4 415.8 1155 155 50.1 181.1
America 1980 188.9 975| 2425 528.9 203.9 16.1 98.4| 3186
1990 171.1 55.5 298.3 524.9 75.0 16.8 95.5 187.5
1996 234.0 68.0| 340.0 642.0 80.3 16.4| 1104| 209.1
1997 257.1 68.9 362.0 688.0 81.7 16.8 115.6 214.1
1998 276.1 75.0 371.9 723.0 82.5 17.5 121.5 221.5
Developing countriesin Asia
Western Asia 1970 601.9 66.2 7.6 675.7 129 17 18.6 33.2
1980 800.6 54.5 123 867.4 8.6 5.0 54.9 68.4
1990 463.9 74.8 30.5 569.2 15.6 7.1 107.0 129.7
1996 629.1 79.0 33.2 741.3 175 6.7 108.0 132.2
1997 664.1 97.0 34.8 795.9 17.8 6.8 113.2 137.8
1998 660.0 95.0 36.1 791.1 18.0 7.0 117.5 142.5
Southern and Eastern Asia(n.e.s.) 1970 35.0 23.7 89.3 148.0 54.7 23.3 61.9 139.9
1980 74.3 42.2 165.9 282.4 97.4 26.9 163.5 287.8
1990 78.6 88.4| 2530 420.0 150.4 41.6| 3629| 5549
1996 76.6 115.6 333.7 525.9 196.0 49.0 474.8 719.8
1997 535 107.1 349.7 510.3 2345 704 504.7 809.6
1998 65.1 109.3| 363.0 537.4 216.0 75.0( 5268 817.8
Subtotal: Developing countriesin 1970 636.9 89.9 96.9 823.7 67.6 25.0 80.5 1731
Asa 1980 874.9 96.7 178.2| 1149.8 106.0 31.9 2185 356.2
1990 542.5 163.2| 2835 989.2 166.0 48.7| 469.9| 684.6
1996 705.7 194.6 366.9| 1267.2 2135 55.7 582.8 852.0
1997 717.6 204.1 384.5| 1306.2 252.3 77.2 617.9 947.4
1998 725.1 204.3| 399.1| 13285 234.0 82.0( 6443 960.3
Developing countries in Europe 1970 € - - - - - - - -
1980 - - 0.1 0.1 - 0.5 0.6 11
1990 0.3 11 7.4 8.8 8.7 2.4 17.7 28.8
1996 - 1.0 7.8 8.8 7.7 1.0 16.3 25.0
1997 - 1.0 8.3 9.3 7.6 2.0 17.3 26.9
1998 - 10 8.6 9.6 8.0 25 18.0 285
Developing countriesin Oceania 1970 - 0.2 9.5 9.7 0.6 16 29 51
(n.es) 1980 - 0.7 84 9.1 16 23 35 74
1990 - 0.3 8.0 8.3 - 23 3.6 5.9
1996 - 0.5 105 11.0 - 15 2.7 4.2
1997 - 0.5 11.0 115 - 20 28 4.8
1998 - 0.5 114 11.9 - 25 2.9 54
Subtotal: Developing countries 1970 | 1054.6 2175 372.7| 1644.8 202.7 54.6 1745 431.8
1980 | 1354.1 200.2| 532.3| 2086.6 372.0 60.3( 406.6( 838.9
1990 | 10239 255.6| 693.7| 1973.0 3235 80.3( 688.2( 1092.0
1996 1319.1 295.9 825.7| 2440.7 380.2 84.6 821.3| 1286.1
1997 1361.0 305.5 871.1| 2537.6 421.9 108.3 865.6 | 1395.8
1998 | 1374.0 309.8| 900.3| 2584.1 405.0 1152 902.9| 14231
World total 1970 1109.8 3324 11237 2566.0( 1101.0 298.5( 1090.6 | 2490.1
1980 | 15274 343.9| 18325| 3703.8( 1530.0 325.8| 1823.3| 3679.1
1990 1287.2 467.6| 2253.0| 4007.4( 13150 4459| 2365.0| 4125.9
1996 1589.8 537.0| 2630.7| 47575 1599.2 479.8| 2733.6| 48154
1997 1626.1 5455| 2780.9| 49525 1624.5 521.8| 2890.3| 5036.6
1998 1632.8 5477 2883.9| 50644 | 1611.2 5249 2993.3| 51294

?urce: Compiled by the UNCTAD secretariat on the basis of data supplied by reporting countries and specialized sources.
b ncluding international cargoes loaded at ports of the Great Lakes and St. Lawrence River system for unloading at ports of the system.
See annex | for the composition of groups.

9 ncluding LNG, LPG, naphtha, gasoline, jet fuel, kerosene, light ail, heavy fuel oil and others.

dEsti mates

e
Unknown.
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Annex Ill (a)

M erchant fleets of theworld by flag of registration, a groups of countries and types of ship b

as at 31 December 1997

(ingrt)
Bulk General Container
Total fleet Oil tankers carriers cargo © ships Other types

World total @ 523 645 119 147 781 225 160 238 660 90 577 838 49 367 696 75 679 700
Developed market-

economy countries
Augtraia 2631779 400 975 1036 227 89 611 105 683 999 283
Audtria 83428 . 83428 .
Belgium 176 337 2357 . 467 . 173513
Canada 1287 027 255515 108 371 115950 1714 805 477
Denmark 5891 186 742 249 522 252 683 106 2344 682 1598 897
Finland 1558 805 303077 80 106 432 472 . 743 150
France 4718 440 2124614 354 609 308 171 615411 1315635
Germany 7 015 663 16 664 2460 907 822 5277 962 810 755
Gibraltar 297 844 263072 . 25935 . 8 837
Greece 25 468 004 11974930 9541557 983 798 1081 266 1886 453
Iceland 214890 1763 415 5090 15153 192 469
Ireland 226 169 3111 . 76 361 5006 141 691
Israel 793 890 1270 12178 8374 762 878 9190
Italy 6 195 836 1608 464 1302593 798 146 377 186 2109 447
Japan 18 527 800 5510076 4555 821 2 356 667 958 431 5146 805
Luxembourg 820 441 164 625 86 374 101 802 56 521 411119
Netherlands 4991 589 176 406 174 471 1795130 1173920 1671662
New Zealand 380 552 67572 12 456 91211 . 209 313
Norway 22 888 896 9244 384 3908 098 3995371 66 880 5674163
Portugal 962 078 356 037 128 441 215318 11 088 251194
South Africa 420 985 3658 . 579 268 518 148 230
Spain 1687 908 509 837 38814 227 528 80 559 831170
Sweden 2755174 307 286 38314 1465030 944 544
Switzerland 433851 . 389 282 12 604 . 31965
Turkey 6579 144 514 397 4443 591 1205524 65 047 350 585
United Kingdom 8521298 3071066 894 451 606 720 1112519 2836542
United States 18 127 863 6 939 766 1964 588 2024008 3949 653 3249 848
Subtotal 143 656 877 44563 171 29 595 469 18 616 223 18 330 077 32 551 937
Open-registry

countries
Bahamas 25 603 706 10838 740 4727614 6018 821 960 628 3057 903
Bermuda 4610 468 2069 070 1017929 245120 587 639 690 710
Cyprus 23679178 3779 465 11 743 660 5078 502 2078 044 999 507
Liberia 60 318 975 26784 241 17 738 910 4316 251 3784 525 7 695 048
Mata 22 984 206 9043 458 8 622 904 3881574 665 780 770 490
Panama 91 924 910 21 292 096 38 775 455 14 265 078 10516 926 7075355
Vanuatu 1578575 13973 620 341 574735 . 369 526
Subtotal 230700 018 73821 043 83 246 813 34 380 081 18 593 542 20 658 539
Central and Eastern

Europe and former

USSR
Albania 30393 28 154 2239
Armenia . . 0 .
Azerbaijan 638 992 179974 93975 365 043
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Bulk General Container
Total fleet Oil tankers carriers cargo © ships Other types

Belarus . . . . . .
Bulgaria 1128421 163 000 542 467 312 403 56 380 54171
Czech Republic 16 400 . 16 400 . .
Estonia 604 899 5594 159 600 208 453 231 252
Georgia 132 909 72 900 230 8151 51 628
Hungary 26 691 26 691 .
Kazakhstan 9524 1948 7576
Kyrgyzstan . . . .
Latvia 325106 137 460 . 86 724 100 922
Lithuania 511 826 4971 109 615 208 258 188 982
Moldova . . . . .
Poland 1884636 5314 1360 262 235878 . 283182
Romania 2342 447 249 421 864 597 1009 561 15160 203 708
Russian Federation 12395712 1645854 1567 879 4294076 249 761 4638 142
Sovakia 15191 15191
Tgjikistan . . . .
Turkmenistan 41 026 2 846 . 16 577 . 21 603
Ukraine 2735736 89 359 253 702 1420151 54 582 917 942
Former USSR © 398 398
Uzbekistan . . . . . .
Subtotal 22 840 307 2 556 693 4874752 7966 191 375883 7 066 788
Socialist countries of

Asa
China 16 420 344 2015041 6 541 454 5200 203 1395156 1268490
Democratic People's

Republic of Korea 667 405 5182 96 230 447 421 118572
Viet Nam 765523 22 476 94 390 469 562 . 179 095
Subtotal 17 853 272 2042 699 6732074 6117 186 1395156 1566 157
Developing countries

of Africa
Algeria 982 528 34 323 172 360 219708 556 137
Angola 68 031 3007 38473 26 551
Benin 1151 1151
Cameroon 11424 . . . 11424
Cape Verde 20 607 1151 7 867 5589 6 000
Comoros 1530 937 593
Congo 6 663 . 2875 3788
Cote d'lvoire 11433 789 916 9728
Democratic Republic

of the Congo . . .
Djibouti 3967 . . 1967 2000
Egypt 1362165 223763 575273 357 244 205 885
Equatorial Guinea 35017 . 9674 25343
Ethiopia 86 009 3809 . 82 200 .
Gabon 34 960 652 23782 3487 7039
Gambia 1752 . . . 1752
Ghana 129 820 2106 199 24 786 102 729
Guinea 9204 808 8396
Guinea-Bissau 5617 . 1640 3977
Kenya 20 565 4708 2312 13545
Libyan Arab

Jamahiriya 691 134 510 633 82 328 98 173
Madagascar 40093 10734 15 006 14 353
Malawi . . .
Mauritania 42 998 299 42 699
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Bulk General Container
Total fleet Oil tankers carriers cargo © ships Other types

Mauritius 274 820 52 757 3922 108 004 90 788 19 349
Morocco 416 740 12 476 120 075 8373 275816
Mozambique 38 654 . 6 594 32 060
Nigeria 456 376 250 041 119 329 87 006
St. Helena 789 789
Sao Tome and

Principe 2848 1591 1257
Senegal 50679 4699 45980
Seychelles 4740 . 3474 1266
SierralLeone 19181 1405 490 17 286
Somadia 11441 851 3312 7278
Sudan 42114 832 38963 2319
Togo 1764 . . . 1764
Tunisia 180 368 6518 37618 48 168 88 064
Uganda 3394 3394
United Republic of

Tanzania 47 422 5129 . 30510 . 11783
Subtotal 5117998 1125684 813154 1341130 104 750 1733280
Developing countries

of America
Anguilla 1788 . . 1427 . 361
Antigua and Barbuda 2243334 3715 179 205 1180999 851 783 27 632
Argentina 606 855 104 579 33678 146 662 37 886 284 050
Barbados 887 587 349673 255 504 233538 . 48 872
Belize 1760619 338423 194 537 968 241 27 932 231 486
Bolivia 2426 . . 2426 . .
Brazil 4 388 339 1860 750 1706 001 346 909 193 847 280 832
Cayman Idands 843 584 113917 281 963 300 896 49 203 97 605
Chile 726 344 92 508 212521 116 094 25 246 279975
Colombia 117 655 5962 83515 28178
CostaRica 5942 . . 448 5494
Cuba 202 674 7 766 2316 114 140 78 452
Dominica 2522 . 1811 711
Dominican Republic 11 310 674 7010 3626
Ecuador 145 080 80 001 2319 62 760
El Salvador 1479 . 1479
Falkland 1dands’ 38229 735 37494
Grenada 887 779 108
Guatemala 776 . . 776
Guyana 17 137 125 9116 7 896
Haiti 1563 . . 1283 . 280
Honduras 1056 116 106 631 114 479 573939 6122 254 945
Jamaica 9609 1930 5589 . 2090
Mexico 1146310 434701 56 359 123 884 531 366
Montserrat . . .
Nicaragua 4169 . 498 . 3671
Paraguay 43814 4 480 30002 823 8509
Peru 351493 91 951 53510 206 032
Saint Kitts and Nevis 300 300
Saint Lucia
Saint Vincent and the

Grenadines 8374 654 1060541 3202 044 3245905 129078 737 086
Suriname 8324 1842 2852 1343 2287
Trinidad and Tobago 18 697 3100 15597
Turks and Caicos 1540 792 748




138

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

Idands
Uruguay 121344 48 034 . 627 . 72683
Venezuela 704 879 275430 111 255 59281 953 257 960
Virgin Islands, British 5389 . . 2633 . 2756
Subtotal 23 852 768 4983633 6 293 503 7553735 1448100 3573797
Developing countries

and territories of

Asia
Bahrain 193 637 54 536 33149 64 251 41701
Bangladesh 421 207 59 400 6726 320199 34882
Brunei Darussalam 368 783 239 2309 366 235
Cambodia . . . . . .
Hong Kong, China 5771952 21592 4211354 554 065 893 252 91 689
India 6 949 836 2527037 3013174 548 244 84 345 777 036
Indonesia 3205 684 851 377 334871 1304731 65 506 649 199
Iran, Idamic Rep. of 3551800 1843773 1014 628 533 181 1593 158 625
Irag 571 986 421 522 . 76 933 73531
Jordan 42 799 . 39 803 2108 . 888
Kuwait 1983980 1313275 17012 229 849 85594 338250
Lebanon 297 358 1698 123 650 167 687 . 4323
Maaysa 4843909 690 317 1304 540 830 622 570 350 1448080
Maldives 97544 6143 . 83772 . 7 629
Myanmar 568 266 2935 297 985 222 830 24 415 20 101
Oman 19849 313 . 2544 . 16 992
Pakistan 435 002 49 595 157 828 179712 31707 16 160
Philippines 8848 744 162 341 5950 711 1920 313 203 665 611714
Qatar 647 926 262 604 141 617 133227 85594 24 884
Republic of Korea 7 480 955 385391 3541731 1091 462 1477674 984 697
Saudi Arabia 1170742 204 076 . 588 355 126 117 252 194
Singapore 18 954 125 7787 479 4376729 2697 109 2879801 1213007
Sri Lanka 216 853 5486 95 239 104 674 11454
Syrian Arab Republic 420 166 . 13689 398 002 . 8 475
Thailand 2157 803 410 838 566 531 957 377 83570 139487
United Arab Emirates 926 240 425949 19740 203 283 132 667 144 601
Yemen 26 239 1886 . 3418 . 20935
Subtotal 70 173 385 17 489 802 25 260 707 13 220 257 6 745 850 7 456 769
Developing countries

of Europe
Croatia 871836 12971 468 516 231347 67 229 91773
Slovenia 2300 276 2024
Yugodavia 2312 . . . . 2312
Subtotal 876 448 12971 468 516 231623 67 229 96 109
Developing countries

of Oceania
Fiji 36 097 3164 12617 20316
Kiribati 6155 1957 3728 470
Nauru . . . .
Papua New Guinea 60 432 3925 41921 14 586
Samoa 5539 4339 1200
Solomon Idlands 10098 3286 6812
Tonga 12 366 7737 4629
Tuvau 54 553 . 19 586 34 967
Subtotal 185 240 9046 . 93214 . 82 980
Developing total 100 205 839 23621136 32835880 22 439 959 8 365 929 12942 935
Other unallocated 8378 806 1176 483 2953672 1048198 2307 109 893 344
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Annex 111 (b)

M erchant fleets of theworld by flag of registration, a groups of countries and types of ship b

as at 31 December 1997

(in dwt)
Total fleet Oil tankers Bulk General Container Other types
carriers cargo® ships

World total @ 775927170 | 272022970 | 281011378 103 879 847 56 107 527 62 905 448
Developed market-

economy countries
Augtraia 3649 494 684 981 1754 566 99 058 117 136 993 753
Audtria 113 706 . 113 706 .
Belgium 147014 3628 . 594 . 142 792
Canada 1005 285 418 314 162 507 112571 1910 309 983
Denmark 7 300 786 1385170 968 881 773231 2663088 1510416
Finland 1189616 508 205 120 842 363 505 . 197 064
France 6 828 189 4191 336 645 837 350 880 703 471 936 665
Germany 8309011 23727 5458 1078598 6 699 326 501 902
Gibraltar 566 948 520 190 . 33930 . 12828
Greece 43719 351 22982 811 17 030612 1344 267 1132912 1228749
Iceland 96 743 2239 650 5451 20187 68 216
Ireland 183 940 4333 . 123 893 6 807 48 907
Israel 922 524 2512 18 043 7276 890 474 4219
Italy 7514 397 2725974 2432032 699 321 393192 1263878
Japan 26 048 744 9954 238 8412506 3114 448 954 227 3613325
Luxembourg 1082659 301 880 164 100 64 512 69 596 482 571
Netherlands 5649 859 293 100 282 201 2309 242 1221364 1543952
New Zedand 396 442 101 677 17039 73812 . 203 914
Norway 34 493 682 17 753 143 6 950 180 3702 095 89 248 5999 016
Portugal 1365 065 607 966 237 941 279413 14 262 225483
South Africa 368 886 4778 . 142 262 351 101615
Spain 1906 114 915 080 64 462 238 653 123 653 564 266
Sweden 2080 545 537 561 54 155 933 152 555677
Switzerland 738 309 . 685 755 12 428 . 40 126
Turkey 10 669 764 904 074 7721334 1689 377 90 198 264 781
United Kingdom 11116 789 5612 026 1628 754 569 382 1223503 2083124
United States 25051 914 13418 750 3495 886 1659551 4073 941 2403 786
Subtotal 202 515776 83 857 693 52 853 741 19 752 488 20 750 846 25 301 008
Open-registry

countries
Bahamas 39 287 545 20 449 958 8 266 669 7 356 651 959 292 2254975
Bermuda 7392210 4142 034 1943 287 226 279 547 695 532 915
Cyprus 36994 017 6 685 656 20 232 826 6 638 150 2462572 974813
Liberia 98 265 077 49 908 861 31504 233 4225104 4343 053 8283 826
Mata 38 006 551 16 665 836 14 818 464 4873 379 735435 913 437
Panama 139 202 376 38 668 851 68 095 540 13794 486 11 632 654 7010 845
Vanuatu 1846 875 21502 1034371 386 846 . 404 156
Subtotal 360 994 651 136 542 698 145 895 390 37 500 895 20 680 701 20 374 967
Central and Eastern

Europe and former

USSR
Albania 32199 30958 1241
Armenia . . . .
Azerbaijan 498 929 233594 102 655 162 680
Belarus
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Total fleet Oil tankers Bulk General Container Other types
carriers cargo® ships

Bulgaria 1600478 274 627 847 239 371374 67117 40121
Czech Republic 25600 . 25600 . .
Estonia 566 838 8752 258 785 215 867 83434
Georgia 152 560 115011 214 9888 27 447
Hungary 37770 37770 .
Kazakhstan 5278 1323 3955
Kyrgyzstan . . . .
Latvia 351173 214 865 . 79617 56 691
Lithuania 476 280 8907 160 212 216 575 90 586
Moldova . . . . .
Poland 2611841 7 458 2245312 221894 . 137177
Romania 3346 058 433161 1408015 1324913 16 635 163 334
Russian Federation 12014 376 2449792 2388 367 4621 202 272135 2282880
Sovakia 19489 19489
Tgjikistan . . . .
Turkmenistan 31712 5010 . 15198 . 11504
Ukraine 2572960 130 920 416 597 1507 893 51 505 466 045
Former USSR ©
Uzbekistan . . . . . ..
Subtotal 24 343 541 3882097 7750341 8776 616 407 392 3527095
Socialist countries of

Asa
China 24084 762 3256 177 10979 804 7079778 1711242 1057 761
Democratic People's

Republic of Korea 838 384 10 337 156 667 596 366 75014
Viet Nam 1098 092 35 386 150 910 677774 . 234022
Subtotal 26 021 238 3301900 11287 381 8353918 1711242 1366 797
Developing countries

of Africa
Algeria 1110920 52 547 288 145 296 057 474171
Angola 79 753 2665 62 307 14781
Benin 210 210
Cameroon 6432 . . . 6432
Cape Verde 26 689 1525 13019 7954 4191
Comoros 2138 1474 664
Congo 4760 . 4100 660
Coted'Ivaire 7433 1170 1220 5043
Djibouti 4800 4 450 350
Democratic Republic

of the Congo . . . . .
Egypt 1981 698 385043 982 819 480 604 133232
Equatorial Guinea 21 365 . 13414 7951
Ethiopia 105 685 5818 . 99 867 .
Gabon 45 360 742 38516 3471 2631
Gambia 1865 . . . 1865
Ghana 105 761 3360 260 31437 70 704
Guinea 4669 285 4384
Guinea-Bissau 2171 . 540 1631
Kenya 18912 7631 1524 9757
Libyan Arab

Jamahiriya 1147534 1011716 91 357 44 461
Madagascar 41574 16 927 17 333 7314
Malawi . . .
Mauritania 19 140 . . 721 . 18419
Mauritius 363 251 84 464 5137 133 388 130915 9347
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Total fleet Oil tankers Bulk General Container Other types
carriers cargo® ships

Morocco 371 665 20 427 125092 10071 216 075
Mozambique 24 366 . 12 597 11769
Nigeria 706 634 493 559 153 063 60012
Saint Helena 478 478
Sao Tome and

Principe 2492 1285 1207
Senegal 27 169 6 667 20502
Seychelles 4079 . 3278 801
SierralLeone 11 496 1835 944 8717
Somalia 10817 1528 4019 5270
Sudan 53 241 1222 51 195 824
Togo 299 . . . 299
Tunisia 169 880 10 368 58 573 50 022 50917
Uganda 2743 2743
United Republic of

Tanzania 51 829 8991 . 39 753 . 3085
Subtotal 6539 308 2111538 1373450 1707 226 148 940 1198 154
Developing countries

of America
Anguilla 2693 . . 2444 . 249
Antigua and Barbuda 2916 330 6 253 294 531 1490545 1088884 36 117
Argentina 729 556 178 855 51 950 189 727 48 942 260 082
Barbados 1427315 639 650 402 493 321 660 . 63512
Belize 2551952 651 314 299 429 1376 395 28 929 195 885
Bolivia 3750 . . 3750 . .
Brazil 7121790 3203 358 3006 786 375 006 235 996 300 644
Cayman Idands 1248 433 196 616 529 639 349 444 57 080 115654
Chile 918 714 165672 365931 102 683 29990 254 438
Colombia 147 472 9898 108 226 29 348
CostaRica 1208 . . . 1208
Cuba 233 756 9682 3190 140 875 80 009
Dominica 3076 . 2531 545
Dominican Republic 10 243 1635 7549 1059
Ecuador 177727 135733 3625 38 369
El Salvador . . .
Falkland 1Idands’ 24151 630 23521
Grenada 950 950
Guatemala . . .
Guyana 16121 10340 5781
Haiti 963 . . 793 . 170
Honduras 1386142 191 071 193 841 881 826 7038 112 366
Jamaica 6112 3065 2813 . 234
Mexico 1502 144 713613 77 373 146 861 564 297
Montserrat . . .
Nicaragua 1773 . 1175 . 598
Paraguay 49724 8892 35077 2181 3574
Peru 336 583 172541 82519 81523
Saint Kitts and Nevis 550 550
Saint Lucia
Saint Vincent and the

Grenadines 12 385105 1959 336 5542 384 4109 794 149 292 624 299
Suriname 9298 3035 3 466 1771 1026
Trinidad and Tobago 8780 3731 5049
Turks and Caicos

Idands 161 161




142

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

Uruguay 127517 95 702 . 1241 . 30574
Venezuela 1026319 470527 187 631 80 030 1180 286 951
Virgin Islands, British 3856 . . 3203 . 653
Subtotal 34 380 264 8 816 448 10 877 805 9770132 1798144 3117735
Developing countries

and territories of

Asia
Bahrain 276 725 98 512 44 110 98 348 35755
Bangladesh 581 526 99 494 8903 451 624 21 505
Brunei Darussalam 350919 270 3485 347 164
Cambodia . . . . . .
Hong Kong, China 9526 233 30 104 7796 238 627 092 1010975 61824
India 11 261 409 4471 263 5073014 712 678 110 767 893 687
Indonesia 4150192 1364172 537 540 1812477 85 787 350 216
Iran, Idamic Rep. of 6181732 3600810 1703213 727 899 1905 147 905
Irag 953 182 777 854 . 105 185 70143
Jordan 69 754 . 67 228 2279 . 247
Kuwait 3138678 2369 977 26 984 287 322 91 461 362 934
Lebanon 453 160 2811 210785 234 960 . 4604
Mdaysia 6 963 862 1221105 2281 406 1124 603 680 148 1 656 600
Maldives 145 236 12 679 . 124 882 . 7675
Myanmar 728 197 4713 481 268 208 494 25297 8425
Oman 10 604 460 . 2996 . 7148
Pakistan 696 872 91 021 292 293 260 445 41 682 11431
Philippines 13 352 687 261 695 10333938 2192325 263 968 300 761
Qatar 1050173 466 067 270 329 205 165 91 536 17 076
Republic of Korea 10 945 523 721975 6 455 751 1029819 1739425 998 553
Saudi Arabia 1387721 374 639 . 646 384 116911 249 787
Singapore 29537 419 13894 128 8012579 2699573 3379025 1552114
Sri Lanka 312 262 10 198 174 581 123 261 4222
Syrian Arab Republic 637 535 . 19879 609 578 . 8078
Thailand 3437763 784 249 950 245 1460 853 114 608 127 808
United Arab Emirates 1380748 771 596 36 720 280 810 142 960 148 662
Yemen 26 043 3185 . 3061 . 19797
Subtotal 107 556 155 31432977 44 777 004 16 035 598 7 896 455 7414121
Developing countries

of Europe
Croatia 1227793 16 877 806 239 299 135 80 197 25 345
Slovenia 1093 234 859
Yugodavia 506 . . . . 506
Subtotal 1229392 16 877 806 239 299 369 80 197 26 710
Developing countries

of Oceania
Fiji 29542 3605 10940 14997
Kiribati 7054 3048 3352 654
Nauru . . . .
Papua New Guinea 66 221 4380 50 878 10963
Samoa 6441 6 066 375
Solomon Idlands 6775 3155 3620
Tonga 15471 11 319 4152
Tuvau 82 315 . 24 446 57 869
Subtotal 213819 11033 . 110 156 . 92 630
Developing total 149 918 938 42 388 873 57 834 498 27 922 481 9923736 11849350
Other unallocated 12 133026 2049709 5390 027 1573449 2633610 486 231
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Notes to Annex |11

Source: Lloyd's Maritime Information Services (London).

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.

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

Including passenger/cargo.

Excluding estimates of the United States Reserve Fleet and the United States and Canadian Great L akesfleets, which

amounted to respectively 3.0 million grt (3.7 million dwt), 1.0 million grt (1.9 million dwt) and 1.2 million grt
(1.9 million dwt).

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 I1slands (Malvinas).
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