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INTRODUCTION

The Review of Maritime Transport is an annual
publitation prepared by the secrewariat of UNCTAD,
in accordance with section VI of the programme of
work of the Committee on Shipping. */ The purpose
of the Review is 1o identify the main developments in
world mariime transport and to provide relevant
siatistical data, Emphasis is given to the development
of the merchant marines in developing countries as
compared with other groups of countrigs.

To maintain historical continuity, the overall
structure of the Review of Maritime Transport is
similar o previous editions. The corrent issue,
however, includes several new features. Among them
are (1) analyses of the open and intemational
registers” fleet; (2) simomre of the fleet by the main
couniry groupings (chapier 1T); (3) a fresh glance at
supply/demand equilibrium in containerized shipping
(chapter IT): (4) expanded analyses of shipbuilding
and shipscrapping (chapter IV); (5) analyses of
development of pors’ privatization in different
countries (chapter V).

Tomaﬂaﬂmummgclammmplm
picture of the world fleet development during the year
under review and 1o provide them with the most
recent information on the flest, starting from 1991 the
Review of Maritime Transpori shows the duta on the
world wonnage as at the end of the year in guestion
and net as at mid-year as had ‘been the case in

previous reports,

Summary of main developments in 1991

International seaborne trade continued o expand
for the s&isth conséculive year, excesding
4 billion 1ons. However, it developed al a slower
pace than in the previous years and the gain over
1990 amounted to 1 per cent (compared to 3 per cenl
m 1990 and 5.4 per cent in 1989),

Total ton-miles for all cargoes increased
17,390 billion (a 1.6 per cent gain over 1990).

The world merchant flest expanded For the third
consecutive year and had reached 638.5 million dwt
by the end of 1991 (a 3.8 per cent increase over the
mid-1990 figure). This upturm was the combined

result of a steady wncrease of delivenes of
newbuildings and the slow pace of demolition.-By the
end of the year, the world newbuilding order book
reached its highest level since September 1977 and
amounted to 64.7 million dwt with tankers accounting
for 57.7 per cent of the total wnnage on order. The
major part of this tonnage was scheduled for delivery
in 1992 and 1593,

Devaloped market-cconamy countries and the
major open-regisiry couniries conlinued 0 be the
dominant groupings in the world merchant feet (by
flag of registration). With the ¢ombined tonnage of
467.2 million dwi, they accounted for 68.3 per cent of
the total world feet, Couniries of Central and Easiern
Europe and socialist countries of Asia owned 6 per
cent and 3.2 per cent, respectively, of the world
merchant Jeet. Developing countries increased their
flzet to 144.3 million dwt; however, their share in the
total world fleet shightly decreased w 21.1 per cent
{versus 21.2 per cent in 1990). Almost 72.5 per cenl
of this fleet was concentrated in only 10 developing
countries or terrtenes.

Thedisparity belween developing country cargo
generation and (leer ownership remains,  Thus,
developing countries were the origin of 424 per cent
of all goods in world seaborne wade but owned only
21.1 per cemt of the world deadweight tonnage.
Conversely, developed markét-economy countries
loaded 44 per cent of the world seabome trade and,
either directly or indirectly through open registry
feets, controlled 68.3 per cent of the werld tonnage.

The year was Tavourable for dry bulk carriers

which eaperienced a remarkable growth in freight

rates.  Freight raes in the tanker secior showed
significant fuctuations during 1991 reaching in almost
all cases their lowest level by the end of the year.

The proporticn of total freight costs to il
import values of world rade marginally decreased
from the previous year’s figure. It stood al 522 per
cenl in 1990, For developing countries the ratip was
still nearly double that for developed markel-economy
countries  (B6 per cenl  wversus 4.4 per  cent,

respectivelyl.

g (fficial records af the Trade and Development Board, Terrh Session, Supplement No, 5 (TD/BfOI),

annex 111,



Box |

= Vessel groupings used in the Review of Maritime Transport

As in the previous year's Revlew, five vessel groupings have been used throughoul most shipping wbles
this report.  The groups aggregale the 20 principal types of vessel catcgories found m table 2 of the Llovd's

Review Group Vessel included from Lloyd's Register staustical tabiltes
Oil tankers il tanker

| Bulk carriers Ore and bulk carriers, ore/bulk/ore carrers

tyeneral cargo Retrigerated cargo, specialized cargo, o-m cdrgo, general caiey (single- and
multi-deck), general cargo/passenger]

Conwinerships Fully cellular
Oither ships Oilchenmical ankers, chemical wmnkers, other tankers, liquefied gas carmers,

passenger ro-ro, passenger, tank barges, ganeral cargo barges, fishing, offshore
supply, and all other 1ypes

Tonal all ships Summation of all the above-mentionad vessel types

Source: Lloyd's Regisier of Shipping,



Chapter
THE DEVELOPMENT OF INTERNATIONAL SEABORNE TRADE

L. The year 1991 marked further deceleration of the
pace of world economic activity, continuing a trend that
had begun in 1989, World outpul had been estimated o
grow by approximately 0.7 per cent in 1991 as
compared 1o 1.8 per cent in 1990, 3.2 per cent in 1989
and 4.5 per cent in 1988, Y

2, International seaborme trade in 1991 also
experienced the impact of the overall slowdown trend in
the world economy development. Even though it
continued to expand for the sixth consecutive year, the
rate of growth was the lowes! observed since 1985, As
shown in tble 1 and illustrated in graph 1, the (otal
volome of migmmational seaborne trade (goods loaded) in
1991 amoumed to 4.05 billion tons, the highest level
ever recorded.  This represents a 1.0 per cent increass
over the previous year's figure, compared with a 3 per
cent increase in 1990 and a 5.4 per cent increase in
1989. World seabome rmade m dry bulk cargoes
continmed to increase in 1991 showing a 2.1 per cent
growih over the previous year's figure (againsta 2.5 per
cent increase in 1990). In the meantime, the seabome
trade in tanker cargoes marginally decreased by 0.3 per
cent after three years of continwons remarkable
augmentation (+3.7 per cent in 1990); +6.6 per cenl in
1989 and +54 per cent in 1988). Tanker cargoes
acconnted lor 432 per cent of the 1ol volume of
international scaborne rade 10 1991 as compared with
43.8 per cenl in the previpus year. The reducton in
tanker trade should be mainly attributed 1o the hostilities
in the Gulf at the beginning of 1991, which had
considerable adverse effects on shipping and trade and
al a certain stage even prevented shipments of crude oil
and il products from the countries of that region.

3 The major dry bulk commaodities accounted for
24.1 per cent of the world trade volume in 1991, which
is practically the level of the previous year. They
showed a 0.7 per cemt increase in 1991 versus a 0.3 per
cent increase in 1990, However, the annual rate of
change varied considerably for individual cargoes. Coal
shipments continued to increase significantly all through
the year (a 5.3 per cenl increase from 1990), largely
based on continpously strong demand for thermal ceal.
Coal exports from the (wo largest exporting countries
Austrafia and the United States increased subsiantially in
1991. Thas, total coal shipments from Australia were up
by 13.5 per ceni and those 10 Euwrope even increased by
20 per cent,  United States eaports were up by 8 per
cent, also with a considerable increase in sieam coal
exports 1o Europe. 2 Tron ore shipmenws increased by
1.4 per cent over 1990 figure, while grain shipmens

decreased by 6.2 per cent to 180 million tons, the lowes|
level recorded since 1986, ¥

4, Ingrpational experts had forecast a further
increase for seaborne trade in iron org and growth of
irade’ in coking coal in the first half of the 1990s.
Shipments of these cargoes were expected o increase by
approximately 3.1 o 5.2 per cent by 1996, as compared
with the figure reached in 1990. ¥

5.  Table 2 gives dewails of world seaborme trade by
types of cargo in terms of wo-miles. Total 1991 oo
miles increased by 1.6 per cent over the previous year
figure reaching the record high of 17,390 billion 1on-
miles. This increase should be mainly atributed o a
significant growth in the camage of crude oil which
increased by 3.8 per cent as compared to the previous
year figure. This increase was caused by certain
rearientations made by oil consumers with respect 1o oil
suppliers in connection with the hostilities in the Gulf
Growth in the carriage of crude oil represented 88.8 per
cent of the tetal annual incréase of trade in (erms of wn-
miles. On the whole the share of tanker cargoes in the
total ton-miles increased only marginally from 1590 and
stood at 46 per cent in 1991 (versug 43.7 per cenl in the
previous veas) due o a reduction in transportation of oil
products, In 1991 grain suffered the most significant
decrease af 5.9 per cent as compared with the pravious
year, 48 grain shipmens were shon of requirement(s
maostly due fo payment problems in some Central and
East European conntries. Trade in cosl (in terms of ton-
miles) increzsed by 3 per cent. while trade in iron Ore
declined by 0.6 per cent compared io 1990.

6. The dismbuton of world seabome oade
according 10 couniry groups and broad cargo calegories
is indicated in table 3 and graph 2. The split between
dry cargoes and oil cargoes (goods loaded) remained
practically unchanged over the previous year. Dry
cargoes reprasenied 56.8 per cent of goods loaded in
1991 (versus 36.2 per cent in 1990} and crude oil, as the
single Targest cargo group, accounted for 32.0 per cenl
(32.1 per cent in 1994)). Changes could also be observed
in the geographic structure of trade, Developed market-
Econemy countries increased their participation in world
seabormne trade in 1991, generating 44 per cenl ol all
goods loaded and accounting fer 67.7 per cent of all
goods unloaded. The share of countries of Central and
Eastern Europe decreased for the third consecutive year
for both goods Inaded and unloaded and amounted 10
3.6 per cent and 3.9 per cont respectively. The share of
socialist countries of Asia stood at 2 per cen) for both
eomis loaded and unlonded,
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Table |
Develspment of intermnational seaborne wade, g/ 1970 and 1980-1991
= Estimaies of goods leaded)
Tanker cargo Dry cargo Total (ull goods)
Towl of which: mam bulk
" commodities by
Year Millions | Percentage | Millions | Percentage | Millions | Perceniage | Millions | Porcentage
of tons annual aof tons annual of tons annuzEl of tens annual
change change change Change
" 14970 | 44() 13.] 1 165 13.0 444 16.0 2 603 13.0
1980 L 871 6.6 | 833 33 796 4.5 174 <20
1981 1 693 45 | 866 1.5 206 1.3 3 539 39
1982 1 480 -12.6 L 793 -39 759 S8 1273 8.0
|| 1983 1 451 -14 1770 =13 732 -3.7 3331 -13
1984 1 498 2.5 1 912 g0 433 13.8 31410 53
1985 | 459 -2.6 1823 (6 8537 18 3 352 0.5
1 514 38 I 945 1. E34 =27 3 459 23
1 506 0.5 I 934 2.8 B7S 49 3 303 1.3
1 587 54 2105 53 44 T4 3092 et
1692 6.6 7199 45 Ugs 27 3851 54
1 755 3.7 2:253 23 SR 0.3
1750 0.3 2 300 2.1 975 0.7
—

Sources: Based on data from the United Nations Stamstical Office; Fearnleys, World Bulk Trades 1990 {Osla),

UNCTAD data bank and other specialized sources,

3 Including internauonal cargoes loaded at ports of the Greal Lakes and St. Lawrence system for unloading

al ports of the same sysiem.

b/ Iron ore, grain, coal, bauxiie/slumina and phosphate.

¢ UNCTAD preliminary estimates,

T Developing counwrtes further expanded  therr
seabome exports 50 that their share m all goods loaded
reached 494 per cent in 1991, Developing couniries
generated T9.8 per cent of crude oil and 55.6 per cent of
petroleum product shipments. Their share in dry cargo
goods loaded in 1991 amounted to 31.3 per cent, With
respect Lo goods unloaded, the share of developing
countries decreased marginglly o 264 per cenl

H. A forecast of world trade by cargo secior from
1992 1o 2002 is presented m graph 3. Beng estimated
al 3,86 billion 1ons m 1992, rade 15 expected 10 increase
by an average of 153 per cenl per year, reaching
4.95 hillion wons by 2002.2 Conlainerized and other
general cargoes ane projecied Lo increase al 3,41 per cent
per year to 119 biltion wns, Estimaied growih by the

year 2002 for the dry bulk and wnker sectors is 1.77 and

1.99 bullion wons, respechively,
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Table 2
World seabome trade by types of cargo, 1970 and 1980-1991

(Billions of ton-miles)

Iron ore Coal
Products

890 1093 481
1020 1 613 952
1 00O 1 508 1120
1070 1443 1094

1 080 1320 I 057
1 140 1631 1270
1150 1675 1479
1265 1 671 1 586
1320 1 728 1653
1445 1919 1719

1 540 1 983 1798
1 560 1978 1 849

1 500 1 965 1 905
-

Source: Fearnleys (Oslo) Review 1991,

a/ Including wheat, maize, barley, oats, rye, sorghum and soya beans.
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Table 1

World seabome wade a/ in 1970, 1989, 1590 and 1991 (esl)
by type of cargo and country groups b/

Couniry group Year Goods loaded Goods unloaded
Ol Dry Touml Chi Dy Tatal
cargo all cargy all
Crude | Products goods | Crude Products goods
{Trade in milliong of wins)
Waorld 1ot 1970 | 1 11D 330 1165 | 2605 | 1101 102 | 127 | 2530
1989 | 1214 477 2198 | 3 EE9 | 1249 439 233 | 4018
199g | L 287 468 2253 | 4008 | 1315 446 2365 | 4126
1991 | 1296 | 454 2300 | 4050 | 1325 | 438 | 2418 | 4 181
{Percentage share of each category of goods in total}
Warld total 1970 | 426 127 | 447 | 1000 | 435 1o | 446 | 1000 ||
1989 | 313 123 56.5 1000 | 311 10.9 58.0 1000
1950 321 117 56.2 1000 319 108 573 100.0
1949] 2.0 1.2 6.8 1030.0 3.7 L5 578 100.0
{Percentage share of wade by groups of counines) |
Developed marker- 1870 A 27.1 6.0 3Ll 804 796 74| T
gponomy countnes | 1989 | 157 30.3 63.5 443 122 4 613 67.0
1990 [ 134 326 634 | 438 | 7258 814 pL1 | 673 |
991 133 332 63.3 a4 0 733 B2.4 G20 &1
Counmes of 1970 34 8.0 BY 5.6 1.2 1.0 b e
Central and 1989 53 14.5 4.0 5.7 29 03 59 44
Eastern Ewrope 1990 4.6 11.8 8 5.0 2.6 1.3 58 4.1
(including the 1991 4.0 103 34 4.5 g 02 5.3 is8
forimer USSR)
Socialist countries | 1970 | - : 12 @ 0.5 0.1 20 12
of Asia 1989 2.7 10 i P (.3 0.3 34 2.1
14990 A 0.9 20 2.0 0.3 [H] 34 Al
1991 | 23 09 20 2. 0.3 0.3 33 20 ||
Developing 1970 | 948 R Y 613 179 194 151 166
countrigs t93y 763 542 0.3 476 246 8.3 92 265
[LH T9.6 54.7 308 492 4.6 18.0 249.1 6.3
1991 | 798 554 311 404 243 17.1 29 264
ol which in:
Alrca 1970 23.5 24 g1 |52 .7 1.7 1.6 28
1984 243 5.9 4.3 18 34 24 43 &
1990 | 241 1.6 43 112 56 23 43 4.5
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Table 3 (continued)
Country group Year Goods loaded Goods unloaded “
0il Dry Tonal Qil Dry Total
cargo all cargo all
Crude Products gmds Crude Products g{){}ds
(Percentage share of trade by groups of countries)
America 1970 | 122 354 13.8 16.0 1005 36 44 T2
1989 | 134 11.7 13.0 13.0 57 38 4.1 4.6
1990 13.3 11.9 13.2 31 5.7 £R-] 4.0 4.5
Asia 1970 | 569 210 8.1 31.3 5.5 &5 6.7 6.4
1989 | 392 353 123 233 12:6 11.0 19.9 16.6
1990 | 422 349 126 247 12.6 109 199 16.6
Europe 1970 - - - - - 0.1 0.1 -
1989 02 0.3 0.2 0.7 0.6 0.8 0.7
1990 - 0.2 0.3 0.2 0.7 0.5 0.8 0.7
Oceania 1970 - 0.1 0.8 04 0.5 03 0.2
1589 0.1 0.4 02 - 0.6 1 02
1950 - 0.1 04 0.2 - 0.5 01 6.2

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

specialized sources.

&/ Including intemauonal cargoes loaded at ports of the Great Lakes and S. Lawrence system for unloading
at ports of the same system, but excluding such traffic in main bulk commodities.

b/ See annex I for the composition of these groups, and note 2 therelo regarding the recording of trade of land-
locked counmries. The estimates presented here reflect the inclusion of Yugoslavia in 1986 in the group “Developing
countries in Europe”; in previous years Yugoslavia was classified as a developed market-economy country.
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Waorld seabome wade by country groups, percentaee
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Chapter 11
DEVELOPMENT OF THE WORLD FLEET

A, Size and ownership of the world feet

. The distribution of the world merchant fleet by
country groupings for the years 1970, 1990 and 1991
follows in table 4 and in graph 4. The world fleet
expanded for the third consecutive year and reached
638.5 million dwt al the end of 1991, auaining the
1983 figure. Thus, during the 18-month period since
mid-1990, the total deadweight tonnage increased by
25.1 million dwt or by 3.3 per cent. This upturn was
the combined resalt of the steady growth of
newbuilding deliveries and a slow pace of ship
serapping.

10. Table 4 indicates that developed market-
economy countries and open-registry countries
continoed to be the dominant groupings in the world
merchant fleet in 1991 (by flag of regiswration).
During the period from mid-1990 o end-1991, their
combined share in the otal world flest increased from
67.4 per cent 1o 68.3 per cent and the lonnage of these
two country groupings extended to 467.2 million dwi
or by 5.3 per cent. During the period in question, the
volume of fleet registered in Central and Eastern
European countries and in the socialist countries of
Asia decreased to 40.8 million dwt and 22.0 million
dw, respectively. Subsequently their shares in total
world tonnage diminished 10 6 per cent (-0.7 per cent)
and to 3.2 per cent (-0.2 per cent) respectively.
Graph 5 shows distribution of world tonnage {in terms
of deadweight) by couniry groups as at the end of
1991,

11.  Developing countries increased their ol fleet
by 4.6 million dwt or by 3.3 per cent from mid-1990,
regching 1443 million dwt at the end of 1991,
However, their share in the total world fleet decreased
marginally to 21.1 per cent (versus 21.2 per cent in
1990). Meanwhile, the fact that a certain amount of
the tonnage registered in developing countries related
to vessels bareboat chartered-in rather than effectively
owned by them should be (aken into sccount. The
increase in developing countries’ fleet should be
auributed to the growth of tonnage registered in
developing countries of Europe (+3.2 million dwit) and
Latin America (+1.9 million dwt). Tonnage registerad
in developing countries of Oceania remained at the
level of the previoos year (3.6 million dwt), while the
amount of lonnage registered in developing countries
of Africa and Asia diminished (-0.3 million dwt and
-0.2 million dwt, respeciively).

12, As in the previous year, Asian countries
accumulated the major part of the total tonnage
registered in developing countries, i.e. 61.9 per cent
{64.1 per cent in 1990); they were followed by Laon
American countries (19.0 percent versus 18.2 per cent
im 1990), Countries of Europe significantly increased
their share in the developing countries’ flee.  This
inerease is auribated lo a growih of 95.5 per cent of
tonnage registered in Malta (from 7.7 million dwt in
1990 10 15.2 million dwt in 1991) which significantly
exceeded the decrease of the merchant fleet of the
second developing country in Europe, i.e. Yugosiavia
{from 6 million dwt in 1990 to 1.8 million dwt in
1991), from where a centain number of ships were
transfered o the Maliese register,  Thus, the
combined share of the fleet registered in developing
countries in Europe expanded 10 11.8 per cemt of the
total developing countries’ tonnage in 1991 (9.9 per
cent in 1990), ‘The flest of African countries
decreased by 4.1 per cent during the period in
question and their share diminished 0 4.8 per cent
(5.2 per cent in 1990).

13.  Onthe whole, 72.5 per cent of the developing
countries” Meet was registered in only 10 couniries or
territories ¥ while the next 10 most important
countries 2 accounted for a further 13.8 per cent of
the fleet.

B.  Forecass for world fleet development

14.  Forecasts for world fleet development by vessel
type are shown i graph 6. The World Fleet Forecast
Service (WFFS) 2 projections indicate that the total
world fleet deadweight will increase from
6784 million dwt in 1992 1 851.7 million 1oms by the
year 2002. The liner and dry bulk vessel types are
expected  increase by 32.8 and 24.6 per cent
respectively over the decade. The deadweight ionnage
of the world tanker fleet will increase by 22,4 per cent
by the year 2002,
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Table 4

Distribunon of world tonnage (gr and dwi} by groups of countnes

ol registration, 1970, 1990 and 1991 g/

(Mid-year figures)

—————
Flags of registration by Tonnage and percentage shares b/ In¢rease in wonoage
roups of countries , . imill. of dwt)
e In grt (millions) In dwt (millions)
1970 1990 | 1991¢/ [ 1970 1950 | 1991 ¢/ | 197G-1991 19490-199] I
dverage
. World 1o1al 2178 417.6 4353 326.1 H58.4 Bd3.5 7.4 251
(H00.0) | (1000} | (10001 | (100.0) | (100.0) | (100,0)
2. Developed market- 1418 141.5 145.1 2087 2190 | 2330 (L6 40
SCONOMY Counlres (65.1) | (33:9) (333) | (6500 | 1333} | (328
3, Dpen-registry 40.9 1302 434 T3 2L 2442 K.3 19.6
couniries (1R8] (31,23 {(33.0) (21.6) (34.1) (35.7)
Towal 2 & 3 1820 27M.7 2885 2832 443 6 4a7.2 B8 236
(839 {63.1) (663) (B6.6) {67.4) (6R.3) ||
4, Cowrtries of Central 18.4 374 4.8 227 443 400 6o -35
and Easiern Eurone (5.5 am R (6.2 (5T (6
{iricluding the former
LISSR)
5. Soctalist countries of | 0.9 148 148 1.2 22, 220 Ly 0,1 “
Agia (i (3.3 (3.4) (0.4) (34) (3.2
fi. Developing 145 879 491.1 0.5 1357 (443 5.9 4.6
Countries df (A7) (2144 (20.9) 6.3 (253) (211}
of which mn: ||
Africa 1.8 5.3 51 11 s T4 0.3 03
Amenca f4 16.7 17.9 8.7 228 274 (bR 1.9
Asia T3 552 55.7 1.7 B9.5 593 33 -0.2
Eurape d/f - 8.3 10.0 22 138 17.0 b7 3.2
Oceania = 24 14 - 36 i6 .
7. Cither, unaltocdted 2 58 549 | By 8.7 b2 0.4 0.3
0,3) (1.4) (1.4} (.5 11.3) 1.4y
{ — ﬁ 1“ .

in 1990 pmounted respectively o 340, L1 and 1.5 willion g

Spuree: Compiled on ihe basis of data supplied by the Stupping Informaton Seevices of Liovd's Register of
Shipping and Lloyd’s of London Press Lid

Excluding the Unied Siates Reserve Fleet and the [nited States and Canadian Grewt Lakes fMeats, which

b/ Percentage shares are shown in brackes,

e Year-tmd Tigure,

Including Yugostavia, clagslied gy from 1986 @4 o tevelopme conntey n Burape
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Graph 4

World fleet capacily by country groups
Selected years 1970 to 1991
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* Year-end figures for 1991,

Graph 5
World tonnage by country groups: year end 1991
{in dwt)
Developed market-sconomy coontmes T Sosialist Asla 3.2% L,
N Ceoaral and Baira AT Eurdpe 2.5%
32.86% A ¥ \% : _nd i Exgope A:.fin; =
Developing 21.1% Agia 13,1%
Others 1,3%
Oeeanta 0,5%

Amarica 4%

Open-regialry 35,7%

Source: Lloyd's Maritime Information Services Lid.




Forecast of world fleet by principal type of vessel 1992-2002
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Sowrce: World Fleet Service.

. The 35 masl importént maritime countries and

15.  Table 5 shows the 35 most imporint marime
countries in terms of "conwrelling interest’ of the
world merchant Neer, The table Tisis merchant Neats
{ships of 1,000 grt and above) by commry of domicile
which shows the country where Lthe controlling intersst
of the ships is lpcated in terms of parent companies
indicating ships registered under national flags as well
ag foreign Mags

16, The iable indicates that as at end-1991 the
controlling interest of nearly 93.9 per ceni of the
world deadweight tonnage was located in 33 countnes
and territories. Moregver, shipowners of four leading
Countries (Greece, Japan, the Unied States and
Norwiy) conrolled 46,41 per cent ol the world Neet,
while the 10 most iniportant countries and (ermitones
gontralled 69,14 per cent of world wnnage, For the
2() mast important countries and lemitories. contmiling
interest reachad almost 84 per ceni of the world fleet,

17, The table also shows that 47 7 per cent of the
fleet vonmntled by the above-mentioned 35 countnies
wus fagged oul, i.e. regisiered in nther countnes or
lerritries, a the end of 1991 (46.2 per tenl On A
world-wide basis). 1 should bo noted that Nagmg
wil af merchont ships showed 2 <leady increast dunng

1962 1995 10994 1985 1996 1937 1998 1838 2000 2001 2002
Years

| General cargo

the past three years, both in the 33 most important
miaritime counirigs and on a world-wide basis, Thus,
in 1989, the diadweight tonnage of vessels registerad
in other counlries or emiories amounted © 43 per
cent of the el controlied by the 35 most imporiant
marilime voutiries (41.5 per cenl on a4 world-wide
basisk: in 1990 1\ already stood st 44.2 per cent for the
ahove countries (42.8 per cent on & world-wide
bases), 2 There was no evidence thal this wrend lor
flagging out of vessels would stop in the near future,

18.  Registration of wnnage under foreign flags 18
now practisad by a large number of developed and
developing countries.  For cenain countries and
lerritories, wmnage registered under foreign flags
considerably exceeds that under the nupomal flag.
Thus, for Belgium @ stands ab S6.RT per ceng
Hong Kong - 87.91 per cent; Switzerland - 36.04 pet
cent: Finland - 78.22 per cent:  Uimied Kingdam -
74,86 per cent; @nd for the Linned States - 70,19 per
Lenl.

o




Table 5

L maritime

M%_LM-’

(as at 31

mber 1991} a/

=
Deadweight tonnsge
National flag | Foreign flag Teaal Foreign Total s
flag as perceniage of
perceniage world iotal
of iotal
41 859998 | 313549315 | 9440931 55.66 14.84
329351196 | 49836 TF19 | B2 7ET 9IS 801,20 13,01
15307 576 | 4310815 | 61 415730 TO.1% 869
37 438 046 IB934 850 | 56772506 33,33 B2
3§87 664 2925878 | F2146447 BT.91 505 51474
27 2333 783 251928 | 20812986 865 4.69
19 855 G4% 6058735 | 25004483 2338 407
5870 520 \T 570 273 | 23 440 Rz 7496 3.68
11 414 224 6361 036 | 17 775 280 35,79 279
6:555 £11 8 G67 829 157523 440 5771 244 6914
7 163 652 4927 165 | 13 650821 38.82 1.9%
5900 320 1 663 541 11 563 861 1430 1.42
7368 914 4 108551 11477 457 3580 140
10 203 623 10144 | 10813 747 564 L7
9 356 082 443 112 9 T95 194 4.52 154 1799
3 342,995 5717387 9 060 352 &3.10 142
8274 363 8 Bea 5293228 023 1.30
7 017 974 561 281 7574 255 7.41 119
4 972 367 2066 801 7039 168 2936 L.11 ||
2971 pap 3201 033 £ 172063 51.86 0.97 5398
185258 5 726 084 5911 542 URET 0.93
5339 8A2 94 709 5 630 571 1,61 0.59
4096 618 1259 348 5 555 986 2351 0,84
4 B5R 235 463 882 5322 117 872 (.84
Yugoslavia 1731 107 3 478 300 5209 47 8677 0:32
Netherands 434 167 &0 3 483 137 1 691 151 5176318 3267 0.81
Switzerland 17 132 148 609 944 3759 ORD 4 360 024 B0 b.68
Poland e 4 263 3 653 131 25130 3679 381 .68 058
Kiwai 25 1] 40 2 501 4496 1 D43 566 F 645 062 2861 057
Finland 98 T4 172, 790294 2 837 636 3 627 930 7823 057
Philippines 258 13 7 3230 575 102196 | 3341 77 106 0.53
Indonesia 383 K] 446 2353 583 572 765 3 32m 351 29.24 052
Sundi Arabia 7l 28 99 938 263 2 146 162 3 (84 425 6955 0.48%
Anstralia 78 18 46 3 533235 325 954 2850 179 11.40 D45
Il Malaysia 131 14 145 2156 286 270752 2 427 (138 § R 033
Tetal (35 countries) 16 393 B407 | 24800 f| 315718039 | 281735617 | 397453656 471 5350
Parcentage 651 319 10 || 528 472 100
e
World total 18709 | 902 | 27731 || 342472348 | 293705564 | e36177912 ( 462) 000
Percentage 100 533 452 106 \._-/ Jl
s —

Source: Information supplied by Lloyd's Maritime Infosmation Services Lid, (LMIS), Londdn,

& Vessels of 1,000 gnt and above, excloding United Staes reserve flest and Unted Stares ind Canada Great Lakis Mesi

b The country of domicile indicates where the controlling interest of the flect is logatsd, in anms of the
requiired certain judgemcnts to bemade. Thus, for instance, Greecs 15 shown 45 the count
with representative effices i New York, London and Pirseus although the owner may

& Inclading vessels flying the nationsal flag
British flag yessele are included under the

separataly in the present fable).

4/ Figures in this colamn show cunvalbitive ouils,

parent company. o sevirsl oises, this has
iy uf domicile with respect 1o vassels twvned by a Groek owner
be domiciled in the Linited Siatex

bust registesed in temiansl dependencies or assantsied sell-povemmg temitones. e the United Kingdom,
uational flag, except for Bermuda {listed in table & as an open-rogisiry country) and Huomg Keng (shiown



19, Rapid merease (n the number ol countries and
emiories  offering  open-regisiny  faciipes  or
establishing internauonal or offshare registers with
special ship registration  conditons availablz 10
national and/or forelgn shipowngrs TeprEsenis an
important feature of modem shipping. In 1970,
six countries, i Cyprus, Libena, Oman, Panami,
Singapore and Somalia were ¢lassitied as open-
registry countries, &2 while at the end af 1991 the
number of open and imemauonal regisiers n
accordamce with the classificanon adopted by the
International Shipping Pederalion and Lloyd's of
London Press reached 29,2 Thus, more and mors
countries 1ake or niensify measures (o atwact ships 1o
Uselr ship registers. In some cases such effors are
largely directed at retaning ships owned by natonals
on the register or me-altracting such ships to the
national register, for instance, i the case of ihe
Norwegian [nternaapnal Ship Register (NIS) and the
Danish Intemational Ship Regiswer (DI8). Thus, new
classifications and terminology have recently emerged
such as "raditional”, "captive” or "off-shore” regisiers,
The term “international registers’ is becoming
increasingly used 1o refer 1o registers with registration
requirements (in particular in relalion 10 Laxauon,
registration and annual lonnage fecs und the manming
of vessels by non-nationals) which are designed both
6 atract foreign-owned lonnage and re-attract
fagged-out ships owned by nationals,

20. Open and international registry fleets pliy an
ymportant role in world shipping, In December 1991,
their combined deadwetght amouned o 3299 milhon
tons which represented about 482 per vent of the
world fleet. This fleet iy mamly coneentrated in the
five major open-regisiry countnes and lerriories
wsuglly shown as an individual group (Bahamas,
Bermudy, Cyprus, Liberia and Panama) They
scoount for 74 per cent of the wtal open and
international tegisters wonnage. They are fallowed by
NIS (1135 per cent), Malta (4.6 per cent), Singapore
(4.3 per cent) and Hong Kong (3.3 per cenl), =
According o esumates made by some maring
consuliants, approximately 31 per cent of ghipowners
now Qperate their Wwnnage selely under Open regisines
and over 60 per cent of shipowners enjoy open-
rogistry benefils, =

1|,  An analysis maede in orespect ol sup Lype
composition (ships over TOGG g of the lve maor
UpER-TegIsIEy couninies, @ shown in lable 6, Indicates
that Berween mid-1990 and end-1991 this tousiry
grouping ‘s lleets gréw both in terms af number of
ships (up 9.9 per vent) and theat deadweiehl capleny
(up 11.6 per centl,

12

7T The Neet repstered 0 i most imporant
open-registey country, Libeiia, devreased by 1.3 per
cent 1o 88 million dwt, this the country accounted tor
19 per cent af the deadweight of the grouping
quesuon (44.2 per cent mn 1990) During the same
period, Panama increased s fleet by 25.4 per cenl o
&8 2 millien dwt and its share in the tolal mam open-
ragistry countries’ fleet reached nearly 30,3 per cent
(27 per cent in 1990), The fleet al Cyprus expanded
by 13,9 per cent and s share reached 14.9 per genl
(146 per cent in 1990), The Bahamas demonstraled
the most noticeable change of feen from mid-1990,
i +4% 4 per cént, thus ity share reached 13.5 per
cenl, (10.4 per cent in 1990) while Bermada's ileet
decreased by 33.1 per ceat und is share dropped 1o
2.3 per cenl of the main open-regisiry countrigs’
ionnage (3.8 per cenl in 1990), The composition af
the major open-registry countries fleet remaingd
pracucally unchanged in comparison Lo the previous
year. [n 1991 il tankers represented the largest
category (n terms of deadweighl). Their share in the
{oml fleet rermaned at U level of the previous year,
namely 47 pét denl. They ware {ollowed by dry bulk
carriers (33.2 per cent versus 337 per cent In 194901
and general curgo ships (11.4 per cent versus 11.6 per
centn 1990), The share of continer ships increased
marginally o 2.9 per cent (2,6 per cent in L&)

73, Table 7 indicates the role of lonnige owned by
natorials m the total fleet registered 1 Lertain open
and intermaional registers, as at the end of 1991, 1t
shoyws that the most imporant opef-regisiry couniies
and ermitores either have no Neet owned by nationals
at all (Liberta, Bermuda) or its share in the wotal Neet
is very small (Panamy, Bahamas). The coufiries
having the largest porugn of wnnage owned by
nationals n the ol fleet fymg their flags are
Singapore [36.8 per cent) and Cyprus (15.6 per cent),
Norwegian und Danish interoational ship registers
have been designed (o mamidin the national Meet 1n
the respective second registers Or re-attract e
previously Nagged-out vessels, Thus, 95.3 per cenl ol
the tonnage registered in NIS is represented by ships
owned by natonals, while all ships registered DIs
nre owned by nanonals.

24 The progess of credling open. second and
international  registers acnvely continues.  The
possibility pf crealion m he neas future of a sevond or
wniemational regisier is bemg comsidered in Finland
and Sweden, ¥ Turkish shupowners are urging (b
Government 10 establish an imlemational regisier
similar 1 NIS and DIS, 0 as, iiter i, 1o atisac
pperators I (he neighbouring Staes having strong
commercenl Lnks with Turkey The Faroa Fslands arc
expected o lave do tgrmaikional ship regisier in 1992
I is bebeved that e Norwegan and Danish ship
register models will be closely followed, &




Table 6

Tonnage distribution of major open-registry [eets a/

(As at the end of 1991)
General cargo Containerships

Ships | "000 dwt | Ships | ‘000 dwt | Ships | '000.dwt | Ships | *000 dwt | Ships | *000 dwt | Ships | "000 dwt
Liberia 195 47 844 459 | 26 891 320 5113 78 2 316 213 S881 | 1465 | 88045
Panama 268 26 342 557 | 21902 | 1344 | 13263 144 3112 470 3683 | 2783 | 68302
Cyprus 99 10 062 442 | 17646 519 | 4708 38 484 67 666 | 1165 | 33 566
Bahamas 166 17 852 167 8 168 288 2 628 29 632 194 1 168 B44 | 30448
Bermuda 27 3 891 8 343 15 135 1 29 29 803 75 5201
TOTAL 950 | 105991 | 1633 | 74950 | 248 | 25847 | 2% 6 573 973 | 12200 | 6332 | 225562 | 5760 | 202 015

Source: Based on data supplied by Lloyd's Maritime Information Services Ltd., London,

3/ Ships of 1,000 grt and above; figures have been rounded 10 the nearest thousand. This table is not fully comparable with tables 4 and 11, which take ships of

100 grt and above a5 the base.

by

Asat 1 July 1990,

€T



Tonnage owned by the nationals of the country of regs
1 open and internzional

of the mosL in

Ta

ble

i

(e

{Thousand dwt as 4l the end of 1991) af

in the wptal et

E?:EE: i Libens Pl NIS Cyprus | Bahamas | Singapore | - Malta DIS Bermuda | Vanuat
Towl wnnage eRiSiered | - gy 045 6R 302 37 996 33 566 30 448 13 468 g7 | 7492443 | 5201 3118
i Lthe counlry OF regiser
Tonmage owned by
pauonals of the country ({] 7 36 109 4ty 571 4 934 268 T 492 443 ] i =
ol regisiey
Share of lonnage owned
by mauonals i the Lol ] 0.1 953 12.1 0.2 364 | 10K 1 i
registered Oeet (%)
— — — — — — a—— —— — =

Source; Compiled dn the hasis of daia supphed by the L

i Ships ol 1,000 dwi and above.

lovd's Mannme Information Services Lad. (London).



25. Various coumries which had previously
opposed the open-registry system have recently
reconsidered  their attitude (owards open and
international registers. Guided by different economic
or political reasens, their shipping or ship-managing
companies have started and are intensifying
employment of open-registry facilities. Thus, for
instance, AKP Sovcomfot (former USSR) flagged out
part of its fleet under pressure from foreign banks,
who regarded this move as an added security for the
finance being provided for the company’s newbuilding
programme. 2 Most of these flagged out vessels fly
flags of Cyprus and Malta. It was also decided that
a further ten 2,700 TEU containerships due for
delivery up to mid-1993 would operate under the
Liberian flag, These ships have already been taken on
time charter by a German shipowner. & In view of
the unstable situation in Yugoslavia, some national
ship-owning companies have transferred a significant
part of their tonnage to St Vincemt and the
Grenadines and Malta. A number of ships were
registered in Liberia and Panama, At the end of 1991,
about 67.8 per cent of tonnage owned by Yugoslav
citizens was registered abroad. &

26. Table8 gives information on the e
nationality of the five major open-regisiry fleeis as at
the end of 1991. As in previous years, the ownership
of the five major open-régistry flects was conceniraied
in a relatively small number of countries with
10 countries or territories controlling 82.8 per cent of
its deadweight and 76.2 per cent of the total number
of ships. Greek shipowners continued to dominate in
the combined open-registry fleet with maore than
40 million dwt or 17.7 per cent of s towal
deadweight. They are closely followed by Japanese
shipowners (38.3 million dwt or 17.0 per cent of the
fleet in question) and shipping companies from the
United States (36.3 million dwt or 16.1 per cent of the
fAeeat).

E. Type of vessel

27. A preseniation of the corrent world merchant
fleet by principal type of vessel is provided in table 9
and graph 7. As in previous years, four types of
vessel - Le. oil ankers, ore and bulk carriers, bulk/oil
carriers and general cargo ships - constituted the main
part of the fleet in 1991, Their combined deadweight
reached 620.4 million dwt or 89.6 per cent of the
world fleet. However, the share of these four types of
vessel in the world merchant fleet tonmage slightly
decreased compared to 1990, when it stood at 90.2 per
cent, Oil tankers showed a 4.5 per cent increase and
the wnnage of ore and bulk carniers grew by 3.3 per
cent, while general cargo tonnage (including passenger
cargo ships) increased only by 0.6 per cent and
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bulk/oil tonnage slightly decreased (by .5 per cent as
versus the 1990 figure). The most significant change
was shown by contamerships (+13.5 per cenl imcrease
of fleet from mid-1990 to end-1921) and by liguefied
gas carriers {(+11.3 per cent during the above period),
The lonnage of chemical cariers and femies
(including passenger vessels) increased by 8.2 per cent
and by 6.7 per cent, respectively,



Table &

True nationality of major OpPCN-repisiry fleets
A at 31 December 1991
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Spurce: Based on data supplied by Lioyd's Maritime Information Services Lid., London.
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Table 9
- World fleet by principal types of vessel, 1989-1991 g/
(thousands of dwt) by
Principal types 1989 ¢/ 1990 ¢/ 1991 4/ change
}( 1990/1991
II 1. Oil tankers 2483155 257 413 269 102 +4.5
(38.4) (38.6) (38.9)
2. Liguefied gas carriers 10 358 10 892 12 121 +11.3
(1.6} (1.6) (1.8)
3. Chemical carriers 5850 6 026 6523 +8.2
|| (0.9} {0.9) (0.9)
4. Miscellaneous tankers 558 536 544 +1.5
(0.1) (0.1) (0.1)
" 5. Bulk/oil carriers (including 37 835 37 821 37 626 )5
arefoil carriers) (5.3) {(5:7) (5:4)
6. Ore and bulk carriers 193 540 201 060 207 616 +33
{20.9) (30.1) (30,00 "
7. General cargo (including 104 141 105 433 106 0150 +0.6
passenger cargo) (16.1) (15.8) {13.3) ||
8. Containerships (fully cellular) and 24 647 26 070 24 591 +13.5
lighter carriers (3.8) (3.9) (4.3
|| 9. Ferries and passenger vessels 2927 3220 3435 +6.7 "
(0.5) (0.5) (0.5)
Il 10 All other vessels 18 599 18 356 19 156 +4.4
(2.9) (2.8) (2.8)
646 810 - 666 827 691 764
|| VWord otal (100.0) (100,0) (100.0) v
— — —

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

af The totals in this able are not fully comparable with those in
United States Reserve Fleet and the United States and Canadian Great Lakes

b/ Percentage shares are shown in
¢ Mid-year figure.

df End-year figure.

brackets,

table 4, because they include the
fleets:
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World fleet by principal ypes of vessel
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2%, Informauon gbout the world merchant fleet by
types of vessel and country groups, s presented In
table 10, indicates that the five major open-regsoy
countries and territories (Bahamas, Bermudy, Typrus,
Liberia and Panama) further increased thew share 1
all ship types in 1991, They accounied for the largest
share of such types of vessel as oil mnkers, dry bulk
carriers (including combined cariers) and general
cargo ships (43.5 per cent, 34.5 per cent and 23 per
cent of the world fleet, respecuively), They also
accounted for 23.1 per cent of the world container
fleet and 258 per cent of other ships. Participation of
developed marker-economy countries (ships fying
thewr flag) in all types of vessel shighdy decreased
during 1991, However, they continued 10 own the
largest share of container flest (448 per cent of ihe
warld Neet) and other ships’ lonnage (43,9 per cenl),
They also accounted for 36 per cent of oil tankers,
20,2 per cent of dry bulk camiers and 23 per vent of
general cargy ships,  Thug, developed markei-
econgmy Countries and the five major open-registry
countries combined gccounted for 79.5 per cent of the
world ol tanker wnnage (78.9 per cent in 1990),
63.7 per cent of dry bulk camriers (62,7 per cenl in
1980), 51 per cent ol seneral cargo ships (49.3 per
it i 1990, 679 per cenl ol containgr tonngEe
(676 per cent in 1990 and 69,7 per vent ol other
shps (654 per centan 1550,

29, In 1991 the share of developing countries in
the bulk fleat slighlly decreased,  Developing
countries accounted for 16 per cent of ol Lankers
(versus 163 per cent in 19903 and 25.2 per cent of
dry bulk variers (25.6 per cent in 1990). Their
participation n the world contaner fleet gxpanded 1o
17.9 per cent (16 per cent in 199U), 10 269 per cent
in the general cargo fleet (26.2 percenl in 1994} and
to 17.8 percent in other ships' wnnage (17.4 percent
i 196,

3 Since mid-1990) the share of counmes of
Central and Eastern Eurnpe decreased in all yypes of
vessel. Althe end of 1991 they accounted for 2.9 per
cent of the world oi] tnker tonnage (3.2 per cent in
1990), 5.3 per cent of dry bulk carmers (6.1 per cenl
in 19908, 13.9 per cent of general cargo ships
(15,5 per centin 1990), 2.5 per cent of container ships
(32 per cent) and 10.2 per cenl of other ships'
wonnage (109 per cent).  The share of socialist
countries of Asia remamed Gt the same level Tor ol
tankers (11 per cent of the world wnker feet) and
nther shiips 22 per cent), lvslightly mcreased for dry
bulk varriers o 3.7 por cend (versus 3.6 per ceol in
1900) and decreased lor geoeral cdrgo ships (1o
7.8 per cent (eom 8.5 per cenl n 19905 and container
shaps (w4 per-cent bram 4.2 pervent m 19900,
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Table 10
Percentage shares of world tonnage b of vessel and coun ups
LAgC sharn 1 tonnage by type of vessel and country groups

- 1980, 1990 (as at 1 July) and 1991 (as at 31 December) a/
{In wrms of dwt)

Totad dwt Oil Bulk General Container | Other
tankers carriers bf | cargo ships ships ships
Millions Percentage of
s world. total Percentage share by vessel type "
World total 1980 6518 100 49.7 7.2 170 L& 4.5
1990 6384 100 374 56 15.6 3.9 1.5
1991 683.5 100 7.6 35.3 15.1 43 7.7 _’I
Percentage share by group of countriss
Developed market- 1980 350.1 513 52.5 53T 43.4 74.3 0.4
‘BEOROMY countries 1990 2180 333 37.3 5.5 73.1 455 45.2
1941 2230 326 36.0 20.2 .0 44.8 439
Open-registry 1980 2125 31 6.2 3.7 0.8 13.5 17.0
countries 1980 224.6 341 41.6 332 6.2 - 24.2
1991 244.2 357 43.5 34.5 280 23,1 25.8 ||
Countries of Eastern 1980 378 5.5 28 42 123 29 192
Europe 1940 443 6.7 4.2 6.1 15:5 32 09
1991 40.8 6.0 2.9 53 138 i35 10.2 ||
Socialist countries 1980 10,9 L& 0.6 14 4.7 01 13
in Asia 1990 22.1 34 El 3.8 8.3 4.2 2.2
19491 220 3.2 1.1 Bl 7.8 4.0 Sk "
Developing countries ¢/ | 1980 68.4 0.0 7.7 47 178 7.6 12.0
1960 139.7 212 16.3 5.6 6.2 16.0 17.4
1961 144.3 21.1 16.0 152 6.9 17.9 17.8 ||
of which in:
Aftica 1950 1 1.1 1.1 0 23 " 271
1550 1.3 1.l 1.0 03 23 (.2 2.9
II 1991 7.0 Lo 0.8 0.5 22 5 3.2 "
America 1580 218 32 2.3 5 5.6 01 3.7
1990 255 34 3.0 38 6.2 14 4.7
1991 274 4.0 3.1 3.8 71 1.5 48 "
“ Asia 1980 391 5.7 4.3 5.1 0.8 29 59
1990 80,5 136 10.7 176 13.7 13.5 9.1
1991 893 13.1 10.0 16:6 13.9 15.5 T
Europe ¢/ 1980 1.2 - ¥ b 0l - -
1980 13.8 21 L4 18 3.2 0.6 04 "
1991 17.0 25 2.0 id 0 0.7 f.6
Oceania 1980 02 5 B r 0.4 : .
1990 16 0.3 n.2 5 0.8 0.3 0.3 ||
1997 16 0.5 0.1 0.9 .7 01 05
Other, pnatlocated 1950 30 0.5 0.2 0.6 (i) 1.6 0.1
1960 87 1.2 0.5 0 0.3 o0 01
| 13 .2 1.4 03 % 0.5 1.7 0.1

Source: Compiled on the basis of data supptisd by the Shipping Information Services of 1loyd's Register of Shipping amd
Lloyd's of London Press Lid,
af Excluding the United States Reserve Fleet and the United States: and Canadian Great Lakes [leet

by Orre and bulk carfiers of 6,000 grt-and above, including combined orejoil and ure/bulk vl carmaend
g Including Yugoslavia as of 1986,

g



r Structure of the merchanl marine fleets ol Ui
MAin Counry groups

3l. = Data on the structure of the merchant marme
fieets of the muin couniry groups, 45 &t the end of
1991, is provided in mble 1| Onl tankers representzd
the largest tonnage grouping in the Neats of developed
market-economy countries and n the main open-
registry countries (41,4 per cont and 45.7 per cent of
their toal tonnage, respectively), followed by bulk
carriers (31.6 per centand 34.1 per cent of their (tal
wonnage, respectively). The share of contamerships in
the merchant tonnage ol the developed market-
¢conomy countries was higher than in other country
groupings, ie. 5.9 per cent of their wial feet, while
that of the general cargo ships was the lowest one
{10.7 per cent of the total HNeet),

32, With 42 per cem of the wal developing
countries’ tonnage, bulk camers constiuted the mijor
part of their merchant fleet. [t was followed by il
tankers (28.6 per cent of their (olal (leet) and general
cargo ships (19.3 per cemt of their wtal [eet),
Container ships accounted for only 3.7 per cent of the
developing countries’ tonnage,

331 In the flest of countrles of Central und Eastern
Europe general cargo ships and bulk camers
dominated (35.3 per cent and 31,6 per cent of their
tota! onnage, respectively)s the sharg of oll tankers
stocd at 18.4 per ceni while that ol comainer ships
was only 1.7 per cent of their total onnage. Bulk
carriers and general cargo ships accounled [or the
major par of the wnnage registered in the socialist
countries of Asin (409 per cent and 364 per cent of
their total fleet, respectively), The share of contamer
ships in their tonnage was relatively high, Le. 5.4 per
cent, Ol tankers accounted for only 12.3 per cenl of
this couniTy ZroOping's onnage.

G, TEU capacity and ownership of the woeld
contaner fleal

14, Table 12 summarizes the development of the
world continer fleet durifig the last three years, The
total number of contamerships increased from 1,169
in 1990 w 1,269 in 1991 (+K.35 per cent) and their
TEU capacity rose from 1,502,731 o 1734016
(+15:4 per cent). The woeld comaner fleel remained
concentrated o the developed market-ecenpmy and
open-registry countries, the former owning 33 per cent
of the number of ships (35.1 per cent in 1990} and
384 per cent of their TEU capacity (412 per centan
1990y, The fve main open-registy Countnes
represenied 24.3 per cent and 228 per cenl of 1he
aumber of ships and workd TEU capadity, respeetively
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iyersus 223 per cent and 2008 pir cent, respeclively,
19940},

35,  In 1991 the share of developing countries in
the TEL capacity of the world fleet comtinued to
inerease and reached 17.1 per cent (versus 152 per
cent in 1990, These countries accounted for 21.9 per
cent of the weal number ol contamerships (19.9 per
cent in 1990). However, a certin proporton of this
comainer flzet was contmlled by  shipowners
domiciled in the developed market-economy countneas,
The major part of the continership fleet registered in
developing countries (86,3 per cent of their wial TEU
capucity versus 84 per cent in 1990) was concentrated
in the developing counines of Agia, The share of
developing countries in Latin America and Europe
stood at §.7 per cent énd 4.2 per cent, while the share
of Oceaman and African developing countnes
diminished o 06 per cent and D2per cenl
respactively.

35,  The share of countnies of Central and Eastern
Europe in world TEU capacity decreased to 2.2 per
cenr in 1997 (2.9 per cemt m 1990), while thal of
socralist countries in Ass siood at 3.6 per cent (versus
3.8 per cent in 1990}

H.  Age disiribution of the world fleet

37, Table 13 provides data on the age distnibulion
of the world merchant flzet by type of vessel and
country grouping (in termy of dwt) as at end-199]
The average age of all ships reached 14,31 years in
1991, as compared W 14,06 years in 1990 (+1.8 per
cent). Centaingrships were the youngest type of shipy
{averaging 11.81 years versus 10.43 years in 1990
with 219 per cenl of tonnage being less than
five years' old, They were followed by bulk camers
(1318 years versus 12,90 yeas in 19000, Tankers
represented the oldest type of vessel (15.03 yeurs
versus 15,34 years o 1990) with vessels butle 13 snd
mone years apo constituting 514 per cent of the
available pomage, By counmy grouping, developed
markel-economy countries showed the lowest dverags
age of ship (13.34 years), followed by developing
countries (13,61 years), countries of Cemral and
Eastern Euwrope (1387 years) and  open-regisiry
copntries (15,52 years), Sociahst counties of Ass
had he oldest flecl, with an average sge of
15,71 winrs,



Table 11

Structun the merchani marine fleet of

as at 31 December 1991 af

In Country

source: Compiled on the basis of data supplied by the Shipping Information Services of Lloyd®

e

by
g

e —

Ships at 100 gri and over excluding the United States Reserve Fleet and the United States and Canadian Great Lakes Fleer,

Including Yugostavia,

Ore and bulk carriers of 6,000 &rt and above, including combined orefoil and orefbull/oil carriers.

(Million dwt and percentage shares)
World Developed market- Open-regisiry Developing countries | Countries of Central Socialist countries of
ECONOMY countries COuntries b and Eastern Europe Asta
Million % Million % Million % Million % Million % Million %
dwi dwi dwi dwit dwi dwit

Total fleet 683.5 100.0 2230 100.0 2441 0.0 144.3 100.0 40.8 100.0 22.0 0.0
of which:
Oil tankers 256.9 376 924 414 1116 45.7 41,2 286 Tl 18.4 &3 123
Bulk carriers ¢f 2412 35.3 .5 316 3.2 341 607 42:0 12.9 36 9.0 40.9 =
General cargo 103.4 15.1 23.8 10.7 28.9 1.8 27.8 19.3 14.4 353 8.0 36.4
Container ships 295 43 13.2 5.9 6.8 2.8 53 s 0.7 L7 1.2 54
Other ships 32,5 7.7 231 104 13.6 56 2.3 6.4 53 13.0 1.1 50

B e — = =

s Register of Shipping and Lloyd's of London Press Lid.
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Table 14

Distribution of the world leet and TEU & capacity of Tully cellular conldinerships by groups ol counimes,

al mid-yvear 1989, 1990 and end-159

[ Flags of regstration by groups Number of ships TEU capacity and percentage shares o/
[ countnes
e 1989 1990) 199 1989 1990 1991 4"
| 1. World wual 1122 1 168 L 268 ;408 480 1 502 73] 1 734 Di6
{ 100.0) (100.0) (100.0)
I| 2 Developed market-economy 406 410 ag | soeapn | 618701 | 674 01E
Counines (42.5) (41,2} (3849 ||
" 1, Open-regisiry countries 257 261 308 305 490 312 055 395 661
(21.7) {205 (22:8) .
Total, 2 and 3 (aTak a7l V7 o904 790 030 736 1 D69 a7Y It
" (64.2) f62.0 (61.7)
4 Countries of Central and T8 T8 AR 4) 955 43 227 35 BEB
Eastern Europe {including Lhe (2.9} (2.9 (2.2
" former LISSE) ||
5. Soctalist countries of Asia 53 59 2 45 677 37 308 62 356
(3.2) (3.8) (36
6. Developing countries 213 233 278 205 358 237 | 286 200 ||
(14.6) (154) (71
of which in:
Africa 4 4 3 L R10 1 ®10 583
(0.1) (1) %)
America 34 36 A1) 19 413 12954 24745
(1.4) (1.5) LL35)
| s 158 172 213 174 928 195 353 255 796
(12.4) (130 (14.8)
Euriope 11 12 41 T 032 9072 12377
| (L.5) (0.6) 0.7
’ Oceania T 9 £ 2175 3 (1) 1 697
(0.2) i112) ih1) "
7 Other. unallocated I'l5 128 134 211 79 239.04) 266 803
(15.1) (15.9) (15.4)

Spurce; Lioyd's Mantme Information Services Lid, (LMIS), London.

o Twenty-fool equivalent unil.

b Percuntage shares are showd in brackets
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Table 13
Age distribution of the world merchant fleet by (ype of vessel

ds af 31 December 1991

(Percentage of total in terms of dwi)

Average | Average sge
04 | 59 | 10-14 | 15 years
Type of vessel | Total age {years)
FONE [ SRR LT § o | oendat | casiitant ]
World total All ships 100 | 115 | 196 | 245 444 14.31 14.06
Tankers 100 | 100 | 100 | 285 514 15,63 15.34
Bulk carriers 100 | 123 | 290 | 201 186 13,18 12,590 "
General cargo | 100 92 | 176 | 274 45.8 14.78 14.97
Containerships | 100 | 219 | 247 | 210 324 11.8] 10.43
All others 100 | 133 | 336 | 220 41.1 13.60 13.13
Developed market- | All ships 100 123 | 224 | 784 36.9 13:34 13.24
economy Tankers 100 86 | 116 | 390 403 14.64 14.58
countries Bulk carriers 100 | 142 | 323 | 194 34.1 1237 12.14
General cargo | 100 | 132 | 253 | 283 332 1273 13.46
Containershi 100 | 181 | 240 | 227 352 1251 11,57
All others o | 159 | 270 | 216 | 35 12,61 1236 ||
Oper-registry All ships 100 | 103 | 153 | 2z 53,1 15.52 15.12
couniries Tankers 100 111 6.2 20,7 62.0 16.78 16.30
Bulk carriers 100 i " 483 14.83 14.59
General carge | 100 | 100 | 178 | 284 438 14.49 14.34 "
Contamershups: | 100 | 265 | 213 | 181 34,1 11.69 9.34
All others 100 | 133 | 221 | 24 432 13.88 1294
Subtotal All ships 1000 | 113 | 187 | 246 45.4 14,47 14,18
Tankers 00 | 100 | 86 | 288 526 15.83 15.49 ||
Bulk carriers 100 | 108 | 282 | 194 416 13.67 13.38
General cargo | 100 | 114 | 210 | 284 36.2 13.73 13,91
Containerships | 100 | 209 | 231 1.2 34.8 12.23 10.89
All others 100 | 1500 | 252 | 215 363 13.07 1256
Couniries of All ships 100 | 126 | 206 | 252 416 13.87 13.86
Central and Tankers 100 | 151 | 204 | 330 315 12,62 12,87
Eastern Europe | Bulk carriers 1000 | 121 | 283 | 330 26,6 12.03 11.85
General cargo | 100 | 108 | 153 | 17.1 56.8 1583 i5.87
Containerships | 100 | 123 | 463 | 288 22.6 11.21 9.61
All others 100 148 | 14.7 164 541 15.19 1515
Socialist countries | All ships 100 &7 | 179 | 28 SE8 157 16,24
of Asia Tankers 100 | 122 | 156 | 307 41.5 14.13 15.36 "
Bulk carriers 100 64 | 218 | 218 50.0 15.27 15.48
General cargo | 100 45 | 116 | 219 62.0 17.17 1792
Containerships | 100 | 146 | 46.5 49 34.0 11.61 10,99
All others 100 3.4 69 | 326 571 1702 17.12 "
Developing All ships 100 ' 125 | 225 | 251 30.9 13.61 1344
countries Tankers 100 96 | 149 | 258 497 15.26 15.13
{excluding open- | Bulk carriers 100 193 | 334 20.2 27.1 11.11 11.13
regisry General cargo | 100 47 | 130 | 329 49.4 15.82 15.79 "
couniries) Containerships 12.312 19.30
All others 1444 13,74

Saurce: Compiled on the basis of data supplied by Lioyd's Maritime Information Services Lid. (LMIS}, London.

&/ To calculate average age it has been assurned that the ages of vissels are Gisirbute
upper limit of each age group. For the 15-years-and-over

i evenly between the lower and
age group, the mid-point has béen assumed @ be 22 years.



| Comparison ol _cargo twrnover and  [leet
ownership

3.~ The relationshup between cargo: volumes
generated by different country groups and fleer
owsaership in 1970, 1990 and 1991 is summarized In
fable 14, The dma show that in 1991 developed
market-economy countries increased their share bolh
in world tonnage and in ownership of the world
merchant fleet. However, a certain disproportion
berween their participation in seaborne trade and flest
ownership remained.

30, Developed markel-cconomy countries, either
directly or through open-registry countries, controlled

a considerably larger share of the world fleat
compared to their share m wial world lwmever. For
example, in 1991 these two country groups combined
generated 56.8 per vent of the international seabome
trade but owned &%.3 per cént of the world's
deadweight. Ay the same ume, the share of
developing countries in world cargo wmaver in 1991
stood at 37 per cent, while their merchant fleet
consututed 21.1 per cont of the total worid fleet (in
terms of deadweight). The shares of countries of
Cenitral and Eastern Eprope degreased both in world
turnover and. fleet ownership and amounted to 4.2 per
cent and 6 per cenl, respectively. The shares of
socialist countries of Asia were 2 per cent and 3.2 per
CEnL, respectively,

Tuble 14

Companson between tol carge turmover and [leel ownerstip
by groups of countries, 1970, 1990 znd 1901

Cuounry grouping Year Goods Ipaded and Total of | Merchant | Perentage af world tial of
' uriboaded (rmillions of woms) oS flear
loaded and | imilliens
Loeded Unlodded | untoeded | of dwif Cowds Merchanl
{millions Joaded and | fleet pwned
of tons} imladad idwi)
Devaloped markel- 1870 802.7 204 rig 7R dRTL 54.8 #6-5
econamy and oped: 14l | 793.4 27956 4 5890 HAh 564 674
TEgisiry countries 1991 | 8239 2 8304 4 AT45 4672 56.8 fil, 4
Deyeloping coumtries | ~48700 1 6433 4318 zZ0744 15 44 6,3
1940 T 9330 10720 o050 139.7 7.0 212
19491 19619 10822 30441 a4z 70 i 3
———
Counties ol Central 1970 1454 574 2028 0.5 39 .3
“und Eastern Burepe 149} 1991 i 3718 4.3 4.6 &7
{including the foamet | 1991 1805 1627 3432 40 8 11 &)
LISSR)
Soefulizt countries DF\ LT 134 2 436 1.2 15 4
Asii 199 511 856 1677 221 20 34
1991 §3.7 5.7 1694 no 20 32
Woarll total g [ 97 2 6K 23204 51324 AZ6| T LENR]
| 4 A (8.0 4 1260 B340 B5H.A 10ek 1400 ||
E0) 4 030,10 4 1810 82310 BEYS 1 (LEIEL

Spuree: As per libles 3 and 4.

af  Ineluding anallocaied wnnage indieated i ey (11
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Chapter [T

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

A, Estimates of tons and ton-miles per dwi

40.  Both main indicators (ton-miles performed per
dwt and tons carried per dwi) estimated for the otal
world fleet, as presented in table 13, show a certain
reduction in 1991 as compared to the previous year.
Tons of cargo cartied per dwt amounted w0 5.93 in
1991 (versus 6.09 in 1990) and ton-miles performed
per dwt amounted to 25,440 (versus 26,000 in 1990},
representing 2.5 per cent and 2.1 per cent decrease,
respectively, from the 1990 figure. It should be noted
that the estimates for tons of cargo carried per dwt and
ton-miles performed per dwt in 1990 and 1991 are not
Fully comparable, as the world merchant fleet data for
1990 js indicated as at mid-year while that for 1991 a3
at year-end. Thus, aking into account the upward
trend in the development of the world merchamt fleet
in 1991, it can be assumed that the annual variations
for the period 1990/1991 was less significant for both
main indicators, However, generally, the decline in
the productivity of the world et should be atributed
to the slowdown trend in intemational seaborne trade,
accompanied by expansion of the fleet, especially of
dry bulk and oil tanker tonnage (see chapter IT). The
above-mentioned indicators (ton-miles performed per
dwt and 1ons carried per dwi) estimated for individual

types of vessels for 1980-1991, as presented in
tables 16 and 17, show 3 cerain improvement of
productivily for combined carriers and the residual
fleet in 1991 while productivity of tankers and dry
bulk carriers decreased.

B, upply and siiuation i rld shippi
41.  The overall tonnage balance betwsen supply
and demand in the world merchant fleet remained
almost unchanged in 1991, As shown in table 18, the
estimated surplus tonnage increased marginally from
63.7 million dwt in 1990 1o 64.2 million dwi in 1991,
However, the share of surplus tonnage in the world
fleet diminished further to 9.4 per cent (9.7 per cent in
1990) reflecting the significant increase of world
tonnage.

42.  The surplus capacity problem continued to
affect all sectors of the world fleet. Analysis of the
imbalance between supply and demand by the three
main shipping sectors is provided in table 19, The
tanker sector continued 1o have the largest excess flest
of 39.8 million dwt. However, the gap between
supply and demand narrowed in (his market from
15.4 per cent in 1990 to 14.5 per cent in 1991,

Table 15
Cargo carried and ton-miles performed per dwt of the total world ficet, 1980-1991
Year | World fleet Total cargo Total on-miles performed | Tons of cargo Ton-miles
{millions of carried {millions (thousands of millions of carried per performed per

dwt) of dwi) ton-miles) dwi dwi
6828 3 704 16 777 542 24 470
688 8 3 555 15 840 5.16 22 990 ||
693.5 3273 13 699 472 20 460
G860 3230 12850 4,70 13 340
674.5 3410 13 368 5.06 19 820
664.8 3382 13 160 5.08 19800
639.1 3459 13 856 541 21 680
632.3 3505 14 295 554 22 610
628.0 3092 15 299 5.88 24 360
638.0 3891 b6 385 6.10 25 680
6584 4 008 17121 b9 26000
G833 4 (50 17 390 ~ 593 25 4440

Source: World fleet: Lloyd's Register of Shipping: Statistical Tables (London), various issucs, Shipping
Information Services of Lloyd's Register of Shipping and Liovd's of London Press Lid, (mickyear dita [or FI80- 19590,
year-end data for 1991); total cargo camied: UNCTAD data bank; ton-miles: Feamleys, Review (Oslo), various 1ssues,
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Tahle 16

Estimated productivity ul tankers, bulk cariers. combimed chamers o and the residusl fleet, b/ 1980-1991
{Ton-mles performed per dwy

F — - — —————— —
Yuar Fogemides &f | Ton-mlles Timt-mies of Tonmiliss Ton-mles of od Ton-miles Fomrmides Tonqmiles
il and grain | per dwi of dry bulk per dwt of and dry balg per dwl of of the par twl uf
by Lankers kTS cargo By dry hulk irao by corthiped reciidual i
{thiugznds itk —smmers CAITIars campingd carpers cAImEes fleas by resadial
|| of millionr] {Uwnizznds {heesands of {thoysands et
g i pillaoms miillicns ) af millsoms)

19 RETT T 560 1 D 14 470 | 569 32 430 4152 24 350
1961 B o T4 800 2 16% 4 T30 | 515 32 140 4 144 24 2560

|| 1982 5 k93 14 400 2423 | 5 b |3 28 %20 1874 22350
1983 5230 |7 380 2840 15 600 | DiR 23570 3 21 380
1984 5305 |8 930 341 | 7 0T i 187 18 |30 3835 72050 ||
1945 4 353 14 350 A |7 080 | 192 29 000 T412 22 240
1586 5426 22 670 ITIY 18 %20} O 26 520 376 12610
1487 3600 24 (130 3032 20014 | (22 30 &) 3T 21 94l
19HE B 155 15 B9 3 475 17 950 | 264 1750 440l 15630
198 £ 9l 30 G 3629 18 560 | 247 37 450 A 566 25 Thi
1950 7376 0810 3 A 18770 N T ) 4TI 2326l

Il |41 7 600 240 %30 3 G0 15 (60 1 150 37 0 4 Tdi) 26 07 ||

. ————

Seurce:  Complied on the Badis of Feamleys, Review, World Bl Tradsr and Workd Babk Flaet ((hln) varous |ssues.

4/ As from 1988 the source data for Lankers periain 10 ships above SO0 dw (previousty SO dwoi, For bulk samiers e Beais b mow 3l
shaps ahove 51,000 dwi (previously 40000 dwt]. Comtaned carmers hive besn similarly amendsd  This fucodr largely gccounts For the sy ficant
revision of the 1988 escmates published fiere, m relation 1o those found tn previods skaes of this anausl report

by The “residual flest” relers 1o all vessels included. i thle 9, exeluding tankers, bulk curmess and combined bulk camess of the sae e
indicaizd in footmite &

o Eachullng gran sines 1982, a3 dat wre ot svidlable,
Table 17

Estmated productivity of ankers, bulk carriers, combined carriers and the residual Meet, &/ 1980-1991
(Tons camied per dwl)

— o — -
Year | Tons of Tons Tons ol dry Tons Tans of ail Tons Tiang Temk “
oil and carried | cargo caried | carried | and dry bulk carried carried camed
grain per dwl by bulk perdwt | cargo camied per dwit hy the per dwt
carried hy of carriers of | of bulk | by combined al residual of the
" tankers | tankers | over 18,000 | carriers carriers of combined | festbh/ | residual
(millions) dwi over 18000 vamers | (mithions) fleet
imillions) dwi {(mllians) !l
1880 I 564 4,749 306 183 282 583 | 406 8.33
1981 | 419 4,39 47} 286 62 553 1404 8.27
1982 1191 372 433 204 232 5.12 1321 162
1983 | 1132 3.76 493 2,90 196 4,55 | 272 736 |
1984 1174 419 566 318 214 507 | 358 T.81
|| 1985 | (84 4.0 200 3,30 200 4.80 | 389 8,10
1986 ] 140 4.76 663 336 195 S48 [ 420 §.52
1987 1 185 5.08 693 3,54 185 5.84 | 384 g15
| 295 5,66 610 316 214 6.35 1 356 0,04
| 398 .02 Hiy 327 211 .34 1812 910
i 427 306 oh7 329 202 28 I #RO 913
1 428 5,60 s < &70 30 198 535 L 732 9.53

Sopree:  As forable Lo

i See (oolnole & o Lable 16,
I/ Sce ool by i takle 16,
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Table 18

Tonnage oversupply in the world merchant fleet, 1982-1991

(Million dwt and percentages)

= =
1982 1983 1984 1985 1986 1987 1988 | 1989 | 1990 1991
(Million dwit)
W?sld merchant flest (a3 at mid-year) | 692.5 686.0 674.5 6i64.8 639:1 632.3 6279 | 6380 | 6584 ﬁﬂ‘rlg'_
Surplus tonnage g’ [84.1 195.8 A 161.5 1080 101.1 834 623 637 £d.2
Agtive ﬂ:ugf 5004 | 4902

Surplus tonnage as & percentage of
the world merchant feet

285

Surplus tonnage as a percentage of
the active world merchant fleet

3l

399

Sodice: Shipping Information Services of Lloyd's Register of Shipping and Llovd's of London Press Lid; Llovd's Shipping Economis
(London), varipus issues.

8/ Estimates of average year figures. Surplus wmnage is defined as tonnage which iz not fully wilized due w slow steaming, lay-up
stanns or because it 15 lying idle Tor other reasons. As of March 1989, Liovd' 5 Shipping Economis (London), (the main scurce for estimates of surplas
tonnage in the world flest shovwn in the present paper) changed the base for its calcalation of slow-steaming bulk carriers {sec the March 1989 issue
of Lioyd's Skipping Economist (London), p. 10). Thus the figures for the bulk carriers’ surplus fleel for 1952-1985 in this table are estimated in
apcordance with the method used before March 1989, Estimates for 1986-1991 are based on a new method which show eonsiderably Tower figures,

b World fleet minis surplus tonnage.

o Year-end figure.



23

Table 14

Analysis of tonnage oversupply by main vessel type, 1982-1591
. (Average year figures in mllion dw() a/

I_I_ ————————————— - — = —— ————
1982 1943 1984 1985 1986 | 19%7 joas 1989 1900) 1441
Supplyolworld tnker Neee | 3350 | 3194 | 2967 | 27200 | 2617 | 2551 506 | 2539 2662 | 2745
Total tanker surpius Reel 1367 | (340 | LT | 1082 HE.4 5.8 .7 414 anw 2.5
Share of surplus fleet m the 9.0 419 36 kLR 26.3 258 214 16.1 15.4 4.5
world tanker flest (per cent)
Supply of world dry bulk 1970 ] 202% | 2150 | 2227 | 2154 | 2134 | 2204 | 23254 | 2287 23510
fleat
Dry bulk fleet surplus W4 | 520 | 503 | 504 308 | 0 234 17491 194 0.7
Share of surplus mthe 3.3 5.6 234 213 143 131 [ 5 T3 8.5 L
world dry bulk fleet (per
cent)
Supply of wotld general 854 82.1 To8 748 | 627 | 6ié &k T 634 | 634 B35
cargo fleer by
General cargo fleer surplus &l 83 76 58 43 in 28 22 A 23
Share of surplus in the Tl (18 9.5 T 62 5.5 4.3 35 33 35
world general cerpo fleet
(per cent)
— — _—

Souree: Based on Liovd's Shinping Feomsrnist | Londons, varlous {ssues.

8/ Aggregates for all sectory as shown m the presenl whle are averngas for the years shawn and Iherefore differ From e wanld

figures in table 1§, which inlicate estimuies al mod-year

b Gemerul cargo vesseis which dre not umeized.

43, Tanker tonmuge engaged in oil storape
continued 10 play an important rele in the utilizaton
of surplus feet. As shown in table 20 and m graph 8,
otl-carrying lonpage employed in floating storage
duties Muctsated more than usoal in 1991, With
21.3 million dwt engaged in oil storage in May 1991
it reached the highest level since April 1984,
Subsequently it staried (o decrease, especially in the
second hall of 1991 and dropped 0 10.8 million dwt
in December. The permanent storage Heet remamined
little changed during the year. Tis amount increased
rom 5.4 mullion dwt in January to 5.7 million dwi in
June and ultmaely (o 6,3 million dwt in December.
Fleat engaged in  lemporary  storage  Auctuaisd
considerably during 1991 11 rapidly grew during the
fiege hall of the year under the nflugnce of the
hostilitizs wn the Gull area;  Thos, the amount of

tonnage emploved m short-lerm storage moreased
durmg the January-May period by 48.5 per cenl 1o
almost 16 milhion dwt. A constant decline started in
June and connnued until December with the low
figore of 4.5 millions dwt (71.5 per cenl decrease
from the May level). Much of the reduction n
lemporary  Storage  wonnage  was  attmbuted o
Saudi Azabian and Iranmian inerests, who at the end of
June 1991 had a considerable number of VLCCs and
ULCCs engaged i Shoo-term  siorage in the
Canbbean, off North Alnca. Span and i north-wes
Europe, Many of these tankers were discharged
during the second half of the year and released from
siorage operations, = According o esumaies, in
Decembar 1990 ithe ol Moating ol slorage a1 sea
amounted 6 34 million bareels a8 compared  with
43 mullion barrels &1 the star of the year, &
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Table 20

T L in oil § 1-1991
- (Capacity in thousand dwt)

P Semi-permanent Short-term Total
No. Drwt No. Dwt No. Dwt

July 1981 52 10 649 T 62 16 205 114 26 854
January 1982 58 12 682 45 11 772 103 24 454
July 1982 58 12 703 16 2753 74 15 456
January 1983 51 11 135 16 2615 67 13 750
July 1983 53 11 837 14 1764 67 13 601
January 1984 49 9737 25 4 658 74 14 395
July 1984 43 9 601 48 11 134 91 20 735
January 1985 30 6 384 49 12 093 79 18 477
July 1985 38 8 342 38 9714 76 18 056
January 1986 43 7 514 35 8§ 353 78 15 876
July 1986 40 6 696 33 9 196 e 15 892
January 1987 41 7 148 45 12 879 86 20 027
July 1987 : 39 7012 28 7817 67 14 929
January 1988 40 6 837 30 9 394 70 16 231
July 1988 37 6 533 29 71 636 66 14 189
January 1989 s 6123 20 478 55 10 906
July 1989 35 6123 19 5125 54 11 248
January 1990 37 6234 16 4 162 53 10 396
July 1990 34 5 784 20 5 618 54 11 402
December 1950 33 5929 27 6720 60 12 649
January 1991 31 5438 40 10 767 71 16 205
February 1991 33 5 667 53 12 143 86 17 810
March 1991 33 5 667 60 14 398 93 20 065
April 1991 33 5 667 60 15 172 93 20 839
May 1991 30 5 324 65 15 994 95 21 318
June 1991 34 5763 64 14 870 98 20 633
July 1991 34 6 081 52 11499 86 17 580
August 1991 34 6 081 38 7922 72 14 003
September 1991 34 6 081 32 6259 66 12 340 “
October 1991 33 6 037 33 6212 66 12 649
November 1991 36 6 482 26 5 665 62 12 147
December 1991 34 6 291 22 4 553 56 10 844

Source: John I. Jacobs PLC, World Tanker Fleet Review (London), various issues.
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Graph #

Tankar tonnage engaged in oil swrage during 14l

{Nillions of dwi)
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Source: John | Jacobs ple, World Tanker Fleet Review (London), vanous issues.

44 The imbalance between supply and demand in
the dry bulk fest sector incregsed both an erms of
wnnage (from 194 million dwt w1990 1o
20.7 million dwt in 1991) and of the relative share in
the world tonnage {from 8.5 per cent of the world dry
bulk fleet supply in 1990 to B8 per cent in 1991).
This development should be mainly aunbuted 10 8
discrepancy between the increase in dry bulk
shipments in 1991 (+0.7 per cent for the main bulk
commodities) and the growth of the dry bulk fleet,
including combined carriers (2.8 per cent as compared
with the previous year's figare). Surplus tonnage in
the general cargo flegl sector ncreased slightly to
2.7 million dwt in 1991, amounting 1o 3.5 per cent of
the world general cargo fleet supply (versus 3.3 per
cent i 199,

42 Ugilization of the contaner fleet capacity

45, Estimates on the ulihization of unitized wninage
i wegms of TEU gapucily in the most amporiant
sratles, which accoont for more than 60 per cent of
world TEU capacity, i 1991 and forecasts of ils
development until 1996 made by Drewry Shipping
Consultamis (London), as shown n table 21 mdicats
i the comainer fect surplus 15 significandy mgh.

46, In 1991, the situation on the North Adantic
was less satisfactory than i other main Lrades, while
in the wede between Europe and the Far East
(westhound trade) utilization of the container capacity
was the highest, 1e, 85.7 per cent. 1In the North
Atlanne trade an improvement has been forecast
during the coming five years with an increase in
utilization of coniainers to 66.8 per cent (eastbound)
and to 60.% per cent (westbound), Drewry Shipping
Consultants foresaw an improvement in the situation
for shipowners being brought aboul mainly by a
withdrawal of tonoage,

47. A sweady increase if capacity utilization has
been forecast for both directions ou the Pacific,
Container capacity utilization is expected to reach
79.3 per cent in easthound wrade and 65.5 per ceént in
the westbound trade, The capacity withdrawn (rom
the market under the Transpacific Stabilization
Agreement is believed 10 result in higher profils for
the shippiag companies. In the trade between Europe
and the Far East a decrease of capacily utdlization 18
anticipated from 1992 opwards. The main reasons for
this mode of developrment are g slower growth of
trade, bringing wie service of new ships and expecied
appearance 0f cenuin shipping companies i the

trade, &
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Source;: International Transport Journal, Basel, 1991, No. 49, p. 4391.
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Chapter IV
SHIPBUILDING
A Ship prices B Sales and purchises of second-hand bulker
Lonnape

a8 As shown in table 22, prices for newbuildings
paid during 1991 remained gither 4l the fevel of 1990
which was the tighest for the lasi Six yEars - or saw
a shight increase. Thus, the average annual prices
remained unchanged for 30,000 dwi and TO000 dwi
dry bulk carriers and 15,000 dwi general cargo ships
The increase in prices for large dry bulk carners #nd
(ankers was marginal and fuctuated from 2 per cent
(@ 6 per cent with the most significant growih for
VLCC (6 per tent aver the prévious year figure), The
biggest increase in prices for newhulldings m 1991
concerns 125,000 m? LNG carriers and 2,500 TEU
full containerships (16 per cent and 11 per cent over
the previous year figure, respectively).  Prices for
these two types of ship reached their highest level of
the last decade.

49 Changes o prices for five-year-old second-
hand bulk carriers during the period 1985-1391 are
shown in table 23, The incredse in demand for dry
pulk tonnage led o & sharp increase m pnees for
second-hand dry bulk carriers.  Their values rose
rapidly and steadily throughoul the year, &g 4 rasult,
the year-end price for 120,000 dwt dry bulk carrers
stood at the decade highest level of SUS 37 mithon,
which represents a 320 per genl increase ver 19651,
Prices for 60,000 dwt and 27000 dwt dry bulk
carriérs grow by 24.3 per vent and 22.7 per cenl,
respectively. On the whale, the ol of 299 sales
(vessels of more than 20,000 dwt) reported in 1991,
represented an wlmost 50 per cenl increase over S

51, The values of five-year-old wankers showed a
certain reduction in 1991 as compared 10 the previous
year. Values held relatively sieady dunng the first
quarter, owing o the high freight markel: the
remaining part of the year showed a moderuto decling
of market values Tor most types of secand-hanid tanker
tonnage, Thus, afer live years of steady growth, the
price fior 30,000 dw) lankers decreased by 7 per cent
1o the level of 1989, The 1991 prices for five-year
old 80000 dwi and 130,000 dwi tankers wer
respectively 59 per cent and 2.7 per cent fwer \han
990, The total number of rapscuons Wis up
somoswhat over 1990 apprommately 192 vessels
iInelyding combingd carmers) wWero sidd versus 180
umits (o 1900 =

51 Table 24 provides details of sale and purchase
aetivity i second-hand bulker Wnnage through 1991,
The 1otal amountal oanage which changed ownership
remained practically atthe level of the previous year,
showing a margmal devrease of 1.2 per cenl from the
1990 figure The overall activity m the second-hand
markel for tankers in 1991 was slower than n the
previous year, which resulied in a 24 per cent decline
im tonnage sales, Al the same Lime, the second-hand
market for dry bulk carriers demonstrated a stronger
activity showing a 234 per cenl increase the
sold/purchased dry bulk tonnage. The \otal valume al
wansactions i combined camiers increascd by
546 per cent in 1991, as compared with Lhe previous
year,

§2  The sales and purchase schvity, as illustrated
in graph 9. varied dunng 1991, The year slarl was
rather passive for all types of vessel. Only 18.2 pes
cent of annual second-Rand sales of bulk wnnage Lok
place in the first quartet of 1991, The aetivity started
gathering momentum in the second quarter (29.1 per
cent of toial tonnage sold during the year) and
continued in the third quarter (29.0 per cenl). The
fourth quarter showed & certdin decreast in the
activity {23.7 per cen ol the annual Hgure) with the
year lowest amount of second-hand tonnage sold in
Decamher

i 1991

(3 Mewbiilding orders conlrac

53, Newbuilding orders pliced worldwide in 1991
decreased as compared 1o the previous year, both n
terms o mumber of newbuildings and their deadweight
capacity. As indigated in {able 25,2 total of 777 new
vessels (20,9 per cent less than L9G0) with u
combinad tonnage of about 34.8 million dwi (7.3 per
cent decrzase from the 1990 Dgure) was contracied
durmg the year,

R
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Table 22
Representative newbuilding prices, 1980, 1985 and 1987-1991
= (Millions of dollars)

Type and size of vessel

30 000 dwt bulk 17 11 13 19 22 24 24 -

|l 32 000 dwt tanker 19 18 18 23 27 29 30 3 i

70 D00 dwt bulk 24 14 18 24 27 32 32 -
80 000 dwt tanker 28 22 24 33 38 42 43 2
120 000 dwt bulk 32 27 25 33 42 45 47 4
250 000 dwt tanker 75 47 46 63 15 90 95 6
125 000 m® LNG 200 | 200 | 150 | 150 | 190 | 225 | 260 16
75 000 m° LPG 77 24 55 57 | &8 | 78 | &3 6
1 200 TEU rofro a4 28 27 28 32 36 38 6
15 000 dwt general cargo ship 14 12 15 17 22 24 24 =
2 500 TEU full containership = 26 32 32 41 52 58 11

(as at end of year)

(Millions of United States dollars)
; Percentage change
1985 | 1986 | 1987 1983. 1989 | 1990 | 1991 199071991
30 000 dwt tanker 65 | 110 | 130 | 160 | 200 | 215 | 200 1.0
80 000 dwt tanker 9.0 | 13.0 | 160 | 220 | 340 | 340 | 320 -5.9
130 000 dwt tanker 83 | 138 | 200 [ 280 | 40.0 | 370 | 360 27
27 000 dwt dry bulk carrier 38 | 40| 70 [ 110 | 140 | 110 | 135 +22.7
60 000 dwt dry bulk carrier 78 | 130 | 170 | 215 | 185 | 230 +24.3
120 000 dwt dry bulk carrier 120 | 195 320 | 280 | 370 +32.1

Source: Feamnleys (Oslo), Review 1991,




Table 24

Development of sales and purchases of seermd-hand bulkers in 14991

(Thousand dw)
Perceniage
. T
Type jan | Eeb | Mar | Apr | May | Jun | sw | Aug | Sep | O | Now | Dee Tg‘;: l;;ﬂ‘“ change
: 19901991
| Tankers 70 | 1366 | 1203 | 1018 | 2234 | 2234 | 2086 | 1544 [ 1126 | 1454 | 209 | 456 [ 17010 | 22393 | 240
Dry bulk | 1256 | 930 | 1262 | 1410 | 1996 | 1553 | 1539 | 1326 | 196 | 1861 | 1792 | 767 | 17608 | 14270 | 4234
CAIMErs
Combi e | o233 | sss | 24| e | ase | a5 |vem| 2o | 33| 39| dia | 44w | 2 +54.5
| Total 1688 | 2579 | 2853 | 2722 | 4300 | 4246 | wodn | 3947 [ 3333 | 3653 | 39s0 | 1637 [ 39047 | 39529 4,2 o

Source:  Drewry Shippimg Consulianis Lid. (London), Shipping Statistics and Evonomics, 1991, 1992 various {5sues.
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Graph 9
Development of sale and purchase of second-hand vessels in 1991

& Millions of dwt
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Source: Drewry Shipping Consultants Lid,

Table 25

Newbuilding contracts placed for the main types of ship &/ during 1987-1991
(Thousands of dwt)

= Year Tankers Bulk cariers Combined Genetal cargo Container Passenger/ Tekal B
carriers ships vigsels Farries
Mo Dt No Bt No Diwt Mo D No Dwt Moy [hwt MNa Dot

1987 235 | 12049 | &3 | 4018 2 198 |23 | 1675 s | veg | 128 | 178 121 | 20048 "
1988 216 | &427 | 11 B 021 & 24 | 253 | 155 | W | g7 | 106 766 | 19957
1989 286 | 17995 | 210 | 10590 | 17 | 1675 | 327 | 2017 | izs | zoss | a2 | 1s | 1om8 | 37008
1940 338 | 25876 | 93 | 3640 | 24 | 2726 | 0 | 2oo0 | s34 | o | oes | 11w g82 | 37524
1991
January 11 508 6 137 . - 12 12 ] 217 13 19 51 943 |
February 42 | 3665 £ 422 - a 25 105 ] 38 17 24 T 4254
March 26 1 206 (4 357 - : 11 39 | 143 3 1 50 1776
April 19 T30 1 64 . - 5 24 I 23 0 8 a6 1 450
May 27 1 734 14 1262 . - 2 10 2 25 1 i 46 1032

1 June 14 891 4 T4 | 2 161 4 18 5 we | 2 1] 2010 ||
July 59 | 3108 2 2 004 . . 40 169 7 s | 12 10 141 5 616

|| Angust 19 1913 18 L 904 . . T 7 4 130 5 12 33 3909
Saptember 25 2 520 5 286 . - 16 78 10 2 5 g i 324
Octoher 27 1521 14 1 140 - . 17 95 : 178 4 7 76 294 |
MNovember 21 1 636 14 107 . - 14 133 1 115 & i ] 2 052
December 18 445 28 1 845 2 161 14 #2 4 B4 1 | &7 2618
Tota g8 | 19872 | 148 g6 | 4 322 167 77 6 706 | 34 77T | 34 795
1 1991 30 1 1183 § | 8 Y]

Sonrca: [nsttute of Shipping Economics and Logistics (Bremen), 1992, No. 12, p. 75
af Ships of 300 gn and over,
bf Total does not include the dats on pewbuilding contracts for ciher tvpes of shins

L
'y



54. The year staned off wilh very low attvity
arising from the uncertanty engendered by the Gull
crists. However, a flow of newbuilding orders staned
in February and picked up in July (sse graph 10).
Towards year end, growing cautiousness on the parl
of shipowners, mostly dug 10 unCerigin eConomIC
prospects, slowed down new contracting, The volume
of tonnage contracted in December 1991 was
nevertheless about 2.8 times as big as in January.
Thus, 8 certain increasé n orders for newbuildings
may be expected in 1992 The principal driving force
for the expected increase in contracung is the stzady
deteriaration of the age profile of the existing flest
and the need soon 1o teplace ships built in the 1970s,

55. Dry bulk camers were the only ship type
which experienced an increase in contracts for
newbuildings in 1991, Bulk carmier orders more than
ripled from 3.6 million dwt in 1990 to 11.8 million
dwl in 1991, Thus, the share of dry bulk carriers in
the ol contracied new wonage incregsed from
9.7 per cent in 1990 w 34 per cent i 1991. In the

Gira

i

same perioc, tnker orders decreased by 23.2 per cent
fo 19.9 milhen dwt. However, tnkers contmued 1o
dominate the new contracting, accounting for 37.1 per
cent of the total contracied tonnage (versus 68,9 per
cent in 1990, Conrracling altention was focused on
VLCOs as most of the existmg tankers in this
category were already over 15 years old, Combined
carriers experienced fhe sirongest reduction (from
2.7 million dwt in 1990 t© 0.3 million dwt in 1991},
The volume of newbuilding coniracts for general
cargo ships and comainer ships was alse significantly
lower tham in the previous year,

56,  The major part of new orders (37.5 per cent of
the total tonnage contracted in 1991) was placed with
Japanese yards. They warc clogely lollowed by the
shipbuilders of the Republic of Korea (27.4 per cenl
of the tota tonnage). Yards i Taiwan Province of
China, Unied Kingdom and Romanta accounted fora
further 6 per cent, 5 per cent, 3.5 per centand 3.2 per
cent of new orders. respectively. =

H}

Newbuilding contracts placed for the main types of ships during 1961

Millicns of dwi

Passanger/Ferries

Contmner vessels
General cargd ships
| Combined garfiers
Bulk carriars

Tankers

Q .
JarFebMar AprMayJun Jul AugSepOctNaovDec

Source: Institute of Shipping Economics and Logistics (Bremen)




D. Cancellations of newbuilding orders

57. Table 26 gives mdications on reporied
cancelktions of newbnilding orders for the last
four years. In 1991, the volume of cancelled orders
reached the highest level during the period in
guestion.  Orders for ‘almost half of this wnnage
(1.60 million dwi) were cancelled during January and
February. ® On the whole, during the first half of
1991 orders amounting to 2.42 million dwt were
cancelled. Owmers® hesilations about tankers in the
first half of the year were reflected in the relatively
high level of cancellations, 764 per cent of which
were tankers. ‘Combined carriers and ships referred 1o
as other vessels accounted for 15.8 per cent and
5.8 per cenl, respectively. Orders amounting Lo
0,97 million dwt (mostly dry bulk carriers and other
vessels) placed before 1 July 1991 and reponed
cancelled in the second half of the year were mainly
for ships constructed in Poland for Central and
Eastern European countries, cancelled owing 1w
financial problems. &

E.  Tonnage on order

58, The trends of world tonnage on order during
the period 1989-1991 on a guarierly basis are
summarnzed in table 27, It indicates a decrease in the
world fleet on order during the first quarter of 1991
which could be mainly auributed (o the developments
in the Gulf, This reduction was compensated by the
increase  in  newbuilding construction  aclivities
mamtzined during the rest of the year, W the extent
that the world order book at the end of
December 1991 reached s highest level since
Seplember 1977, 1.¢. 64.7 million dwi,

39,  Oil 1ankers continged to dominate the werld
order book with 373 million dwt on order as at
31 December 1991. However, the shars of tankers in
the total tonnage on order slightly decreased by the
end of the year and stood aL 57.7 per cent (versus
58.8 per cent in December 1990). The amount of dry
bulk carriers’ onnage on order vared considerably
during 1991, Afier a significant decrease during the
first quarter of the year (-15.9 per cent from the
December 1990 figure) it slightly increased by the end
of June then aflerwards siarted 1o grow rapidly at the
rate of about 25 per cent per quarter until the year
end. Thus, in Decentber 1991 it stood at 14.5 million
dwt, or 22.4 per cent of the world order book
(17.9 per cent one year earlier), Other ships on order
showed a certain reduction (-6.5 per cent) during 1991
and their share n the wtal fleet diminished from
233 per cent of the (oial order book in
December 1990 i 19.9 per cent in December 1991,

37

6.  The distribution of world tonnage on order
among courtry groupings (By country of registey) ds
at the end of 1991 shown in table 28 indicates that the
combined total deadweight of developed markel-
economy counires and the five major open-regisiry
countries amounted to 53.8 million dwt representing
83.2 per cent of the tonnage of order. Developing
countries and countrics of Central and Eastiemn Europe
accounted for 8.1 per cent and 4 per cent. respectively
(R.T per cent and 4.6 per cent respectively m 1990).
The share of socialisi countries of Asia increased lrom
0.7 per cem of world tonnage on order in 1990 1o
2.3 per cent in 1991,

6l. As n previous years, developed market-
economy couniries and open-registry countries had the
largest portion of orders for all types of newbuildings
a5 at 31 Pecember 1991, Theit combined share in
newbuilding orders for containerships and oil tankers
increased ®© 77.2 per cent and 888 per cenL
respectively, while that for dry bulk cariers and
general cargo ships diminighed 1w 74.1 per cent and
4.3 per cent, respectively.

62. AL the same tme, developing countries
increased their share 1o 7.8 per cent in the total dry
bulk carrier newbuildings and decreased it in the
newbuilding orders for oil tankers, general cargo ships
and containerships 1o 6,9 per cent, 8.5 per cent and
143 per cemt, respectively. The major pant of
newboildings ordered by developing countries
belonged 1o shipowners Mwllad in Asia (68.9 per
cent of all developing couniries’ orders). They were
followed by the Latin American shipowners (30.1 per
cent). The share of developing countries in Europe in
the developing countries” newbuilding orders stood a1
0.6 per cenl, while that of couniries in Alfrica and
Oceania amounted o 0.3 per cent and (.1 per cent,
respectively.

63.  The major part of lonnage on order shown in
table 28 is scheduled lor delivery m the foflowing
two years, Thus, for example, an addition 1o the
existing world merchant flect of 136 new tankers, with
a combined deadweight of 13.3 million dwi was
planned in 1992 and a further 117 tankers
(15.8 million dwt) were expected o join the world
merchant fest in 1993, Deliveries of 65 new dry bulk
carriers (4.4 million dwt) and a further 60 dry bulk
carriers (5.8 million dwl} were scheduled for 1992 and
1993, respectively, 2
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Table
B Reporied cancellations of shipbuildings orders, 1988-15991
(Million dwt)

1988 1389 1900 1941
Tankers (.50 0.38 083 1.50
Combined carriers 3 - (0,89 0,38
Dry bulk carriers (.36 032 .51 0.68
Others 0.08 (24 (x22 0,39
TOTAL {1.94 .94 2435 335

Spurce: WESCOL Imternational Marine Services (London), World Trade Review and Outlonk, March 1992,

p. 33,

World wonnage on order at the end of each guarter, 1989, 1990 and 1991

Table 27

{Millions of dwt and percentage change) a/

Tonnage on erder as at All ships Percenuige | Tankers | Perceniage Dry tualk Percentage Uither Percenage
in change in change camers in chiange ships m chanys
millions malliens mitions mitllions
of dwi of dwi of dwt of dw
31 Marh 198% 35 16.3 i2a 14
+1089 9.7 +154 +62
30 Jume 1985 95 178 139 7.8
5.4 0,1 4.7 +39.2
30 Sepsember 1989 432 178 14.5 144
=47 +3:l +1L.3 +3L.8
31 December 1985 453 187 146 12.0
136 +26.5 k1 +10:0
31 March 1990 515 237 4.6 132
+159 +20.4 +14 +E4
30 June 19940 507 6T 147 143
+16 +12.9 -16.5 .4
50 September 1990 nl4 146 123 4.9
-4, afl G 144 =15
31 Decémber 1990 b Iy 0.6 134
13 74 58 4.5
31 March 1991 S50 323 LR 37
+4.4 «dill 43 ER
30 June 1991 507 149 a3 13.5
+3.5 +l +24.0 2.0
3} Keprember 19497 59:7 5.4 Ii5 132
3| December 1991

Soupce:  Lloyd"s Maridmis Infomuition Seraces L (LMIS), Lassdon

#  Poreetages have: been calcoluated on the basis of Uie exact pet desdweight tonnages (betore rounding)
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Jable 28

World wnnage on order as at the end of 1991
- (Thousands of dwt) a/

Countries of registry
World total
Developed market-economy counlries
Subtotal

Countries of Central and Eastern Europe
Socialist countries of Asia

Developing countries, toal
W :

Sourge: Lloyd's Maritime Information Services Lid, (LMIS), London,
& Owing 10 rounding, the totals do not always add up.

The shipbuilding industry of Japan which is the world leading shipbuilder showed significant
improvement of ils productivity during the last ten years.

Estimates measured in man hour requirements for construction of vessels provide confirmation of
advances made by Japanese shipbuilding since 1981,

Type Dwit Man hours 1981 | Man hours 1991 M?;S‘;“{‘g:r‘ﬁ'l}m
Dry bulk carrier 40 000 230 000 125 000 54.3
Dry bulk carrier 62 000 380 000 170 000 447
Tanker 260 000 1 000 000 380 000 380

Source: Drewry Shipping Consultants (London), Shipping Statistics and Economics, 1991, No. 10, p, 34.

As shown above the man hour requirement to construct the three standard vessels in Japancse yards has
reduced by between 45.7 per cent and 62 per cent. This upswing in productivity arises from increasing
automatization of yards and application of robotics to shipbuilding.




£ Delivenes ol newbuildings

61. Newbuilding deliveres durmg 19891991 are
shown in table 29 1 indicates that the (otal wonnage
of newbuildings delivered by shipyards i 199§
reached 15.9 million gri. showing a 1.5 per cent
growth over the previous year's figure. Al the samg
ume the number of newbwldings decreased {rom
1,642 units in 1990 1o 1,556 umts in 1991 (-5.2 per
cenl). Thus, the average gt capacity of new ships
increased from 9,566 grt in 1990 w 10,242 grt in
1991, In this respect oil ankers showed remarkable
growth; the average gri capacily of new deliverres of
this type of ship stood a1 39,793 grnt in 1991 versus
35304 qn 1990 gnd 21,475 in 1989, Oil lankers
dominated newhullding deliveries. In 199] their gross
tonnage increased by 338 per cent from 1990 and
reached 6.7 million tons or 42.2 per cent of the wtal
delivered new tonnage (versus 32.0 per cent of new
tonnage delivered in 1990}, The deliveries of new
ore/bolk carmiers decreased from 5.5 million gt in
1990 tw 3.1 million gn m 1991 (43.6 per tent less
than a year aga) and the share of this ship type in the
total delivenies decreased 1o 19.4 per cent, versus
35.1 per cent in 1980, The deliveries ol genaral cargo
ships increased during 1991 by 7.3 per cemi and
reached 3.2 milhion gri. thus smounting 1o 20.8 per
cenl of the iotal new tonnage (versus 19,7 per cent in
1990). Liguefied gas and chemical carriers shared a
204 per cent increase over 1990 deliveries, while
deliveries of all other ships decreased by 3.4 per cent,

65. Newbuilding delivenizs (in terms of grt) by
country groupings - accordmg 1o ceuntry of huaild -
are indicated in abie 3. Shipyards ol developed
market-economy. couniries mamtained thair leadmy
posttion in newbuilding delivenes. Tonnage delivered
by them during 1991 incréased by 3.3 per cenl as
compared to the previous year's delivenes w reach
10,5 million gri, or 66.2 per cent of all newbuilding
deliveries (versus 63.8 per cent In 1990). The major
part of new ionnage delivered dunng 1991 was
contracied in Japan (7.2 million grior 45,1 percent of
the world otal). The amount of onnage delivered by
developing countries' yirds slightly increased dunng
1991 and stood at 3.9 million gn. With 3.3 miliwn
zrt constructad at s shipyands, the Republic of Kores
accounted for 89.S per cent of towl new tonnage
delivered by developing countries (n 1991, 2 The
developing countries’ share remained al the leved o
the previbus yvear, viz. 24,5 per cent of the world
newbwmlding deliverdes.  Countries of Ceniral and
Eusterm Burope and secialisl countrics of Asis Bl
less mew fonnage than in 1990 (167 por eent dnd
184 per cent less, respectvely), Thus, their shargs m
the: newhuidime world tolal decreasad o 403 pelcenl
and 1.8 per eeni mspoetively

HI

(i Demalition ol ships

66,  Improvement ol the situgbon in the démolition
markel which coutiously started i 1990 continued
algo in 1991, As shown in wble 31 the ilal amount
of tonnage sald for demolition reached £,738,000 dwt
im 199], which represenis @ 41.7 per cenl ngrease
pver the previous year's figare, The share of broken-
up tonnage (n the world Meetl increased from 0.3 per
cert in 1990 w 0.7 per ceny in 1991, However, In
spiie of a ceriain mcrease in 1991, (he @l volume of
onmage soht for demaliion was significamly below
the scrapping levels seen dunng the 1980s. Thus, the
amount ol tonnage sold for demoliven an 199]
amouniad lo only aboul ore-tenth of tennage sold for
demolition in 1983,

67, Inshicient levels of demsplition resulting in
further agewng of the world fect has been & cause ol
concérn W the  imemational prEanEations,
governmenidl bodies and énvironmental imiersts.
Anti-pollution laws becamé sincter m 1991 and
Govemnmernts swred enforcing these laws.  The
United Stats Ol Pollution Act imposes lability on
any vessels (tankers of any type or dry cargo vessels)
which spill oil carmied as cargo or (ucl o Uniled
States navigable waters. In the face of incrsasimg
awadreness of the fragility of the environment, large
seclors of the available tnker [lest Huve heen
excluded from trading by cerain countries. Thus, for
instance. 0 the Libyan Arab Jamahiriva, the
maximum 2-yaar ship restrichon was Snicily
enforced

Aa. Dewlls of the wpe of losngge sold Tor
demolition dering the period 1985-1991 are speetlied
i table 32 and given i graph 11 Acwally, the
volume of demelinen sales reflects developmunts in
the freight market and changes in the second-hund
valugs for older ships. The mflugnce of these lactors
significantly. contributed w (he increase of sules of
tanker Llonnage for breaking in 1991 while sales of dry
bulk carriees and combined carters remained raiher
stable and showed a mueh less slenificant indrease,
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Table 29

Distribution of deliveries of newbuildings by principal types of ships, 1989-1991
= {Number of ships, thousands of grt) a/

Ship types 1989 1990 1991
No. Grl No. G No. Grt
0il tankers 158 | 4973 142 | 5026 169 6 725 "
(38.7) (32.0) (42.2)
Bulk/oil carriers 2 37 . - 9 615
(0.3 (3.8)
Ore/bulk carriers o | 3807 123 | 5521 79 3 089
(29.6) (35.1) (19.4) ‘"
General cargo 188 | 2177 288 | 3087 310 3314
(17.0) {19.7) (20.8)
Liquefied gas and chemical carriers 9211 * 6 122 802 135 966 "
(5.2) {5.1) (6.1)
All other ships 945 1187 967 | 1271 854 1228
9.2) (8.1) (1.1
World total 1485 | 12852 | 1642 | 15707 | 1556 15 937
(100.0) (100.0) (100.0) ||
=—

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

a/ Percentage shares of the world total are indicated in brackets.
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Table 30

of build, 19R9- 18991
{Thousands of grt) g/

uildings by groups ol pounuies

Country grouping 1989 1991} 1991 “
Developed markel-economy countries 7477 10 )14 I} 548 “
{58.2) (63.3) i65.2)
Developing countries 1874 3 K45 3902
(30.2) {24.5) 245 |
Countries of Central and Eastern Europe T70 R20 683 I
(6.0) (3.2) i4.3)
“ Socialist countries of Asia 319 361 93 |
(2.3} {23} i1.8)
l
{¥her, unaliocaied o7 Bh7 511
(3.1} i4.2) {32} 1
17 852 15 707 15 937
World toia) (100.0) (100.0) (000 |

Source: Compiled by the UNCTAD secretandl on the hasts of data contained in Lloyd's Register of Shipping!

Merchant shipbuilding rewms, quarterly issues of the respective years.

a/  Percentage shares of the world fotal arc indicated in brackets

1380

1981

Tuble 31
Brokén-up lonnage rends, 19801591

jo82 | 1983 | 1esd | 1985 | 1986 1947 | LGB

1989

1580

1591

Tonnsige sold for
treaking (miilion
dwi)

Share of broken-
up lonnage in the
toral world fleel

(percentage}

10.0

1.5

14.6

417 163 5.7

32

283 | 327 | W2

41 18 43

Souree; Fearnleys (Oslo), Review, Yanous isslies,

3.3

g3
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Table 32

Tonnage reported sold for breaking by type of vessel, 1986-1991

{Thousand dwt and percentage shares)

%= — — —
Type of Thousands of dwt Percentage shares
vesgel
1986 1987 1988 1989 1990 19491 1986 1987 1988 198y 1940 1941
Tankers 12306 | 6549 | 2570 | 1567 | 1000 | 2704 | 304 | a0i 446 | 481 | 09 | 573
Combined
carmiers 2 B89 950 293 108 378 426 93 5B 5.1 13 13 9.0
Dry bulk
carmiers 11 365 5539 248 510 644 Tik a4 339 14.7 156 194 154
Other dry
cargo ships 4 B5d 3310 | 2050 | 1076 1317 870 330
Toal 31314 16 348 5759 3 261 33584 4 TiR
==-ﬂé%h=ﬁ
Source; Fearnleys (Oslo), Review, various issues,
Graph 11

Tonnage sold for ing b

ype of vessel, 1982-1991

Millions of dwt

M TANKERS
"] DRY BULK CARRIERS

Source: Fearnleys (Oslo), Review. various 155ues,

1586
Years

1887

(Il comBINED CARRIERS
OTHER DRY CARGO




69,  The 19| volumg of tanker tonnage sold lor
scrapping ingreased by 171.4 per cent as compared
with the previous year. This bigh rate ol increase,
however, has 1o be seen w the hight of low absolute
levels of lonnage sold for demoltion. Thus, the
increase wis to a large exrént atributable o (wo
YLOCs which had been damaged since the Iran/lray
war and annther VLOC sertously damaged by
explosion and fire. &

70, Dry bulk camer and combingd camer
demolition sales increased by 12.2 per cent and
12,7 per cent, respectively.  Ownérs of dry bulk
carriers were rather reluctant o sell thetr onnage for
breaking as the freight market was rather healthy (n
1991 and second-hand prices ncreased through most
of the year. The average size of dry bulk carmers sald
for demolivon decreased from 37,800 dwr in 1990 w
30,300 dwi in 1991, Demolison sales ol vessels
auributed to other dry  Cargo ships categories showed
a 33.9 per cent decrease in 1991 from the previous
year's figure,

1. Tankers represénied the major quantity of
tonnage sold for breaking In 1991 (57.3 per cenl as
compared with 29,9 per cent in 1990); The share of
dry bulk carmers and combined camiers in tonnage
sold for demolldon was 154 per cent (against
19.4 per ceni in 1990) and 9.0 per cent (aganst
113 per cent In 1990) respectively. The share of
ather dry cargo ships dropped from 394 per cent in
1990 1y 18.3 per cent in 1991,

72.  Table 33 shows the average age Ol Seapding
merchant stips demolished during the last Seven years
with distribution by the main ship types. The average
age of tnkers broken-up in 1991 remained the highest
(253 years), however, it showed a 4.2 per cent
decrease as compared 10 the previous year Ngure,
while the average age of dry bulk carmers was the
lowest, 1.2, 22 years (4 14 per cent inCrease over
1990). The average age of scrapped general cargo
ships diminished slightly by 1.2 per cent as compared
with 1990 and stood at 24 8 years. In general. the age
af vessels braken up was slightly lower in 1991 than
w1990, Tt remams 1w be seen, however, whether (s
will mark the reversal of the trend to mereasing e of
vessels broken up that had been observed since the
198(s.

73, Demolition prices paid by scrapping yards in
1991 were ot the Jowest leval of the last three years,
Reductinn in prices in all three miin markets miy
mosty be aurhuied W the mereased supply  of
tonnage as well as o growih in import leyies i sonie
couniries  and  loreign exchange  constrainls
experienced by the shipbreakers.  As shown

ahle 34, demolition prices were msch lower dian m
1990, The deciease m scrupping prices which had
slarted in Augost 1990 continued until July 1991 when
prices drapped by their three-year lowgst level. Since
the summer of (Y91, prices remaingd constant in the
Far Easi markel and showed only a marginal
improvermmant (+3, 1 per cént) in the southem European
miarket,

74 Awxin previous years, the India/Pakistan markel
offered the highest monthly prices. lts development
during the second half of 1991 differed [rom the
stagnant siwstion in iwo other markets, and
December demohuon prices in India and Pakisian
gained a 79 per cent recovery. However, the price
remained below (he year-strt level,

75.  Conasequently, the annual average prices in all
three mamn markets consilerably weak as compared Lo
1994, witn the 1991 average béing 30 per Cent lexs
than & yzar beforg in the India/Pakistan market,
288 per ¢enl change in the sputhern Europe market
and 20.6 per ceni change n the Far Easi market
Average demoliion price changes over the last Tive
years are illuswated in graph 11

76.  In/199) Pakiston became the most impocant
demolilios area. Since (he emphasis of (héwr breaking
activity 15 on larger tankers, ils demolition yards
benafitted from the genoral change in the markel rend
towards (his lype of tonnage: With 17 vessels of
1.4 millicn dwi, Pakastan accounied for 29.5 per cent
of all scrapped tonnage. It was followed by Indu
with 535 vessels of 10 mitlion dwi (20,3 per cent ol
world total), Banghsdesh with 0.8 million dwi (17 per
gent) and Ching with 0.6 million dwt (128 per
cent), =

77, T s expected that 1992 will see [urther
development of shp demohinon, as sales for scrpping
of all ship types doubled in the first quarter of 1992
as compared with the comresponding period of the
previous year, A ioial of 68 vessels of 2.7 million
dwl were commoted (or demalition in lanuary-
March 1992 (with March sales eaceeding 1,2 pilhon
dwl) verus 37 uniis of 107 million dwt m the fisst
quarter of 1991 2



Table 33
po Average age of broken-up ships by type during 1985-1991 a/
(years)
Year Tankers Dry bulk carriers General cargo ships
1985 20.9 20.1 233
1986 213 194 236
1987 244 19.8 238
1988 246 224 242
1989 249 231 5.5
1950 264 213 251
1991 25.3 220 24.8

Source: Institule of Shipping Economics and Logistics (Bremen), Skipping Statistics, 1992, No. 1/2, p. 30.

a/ Ships of 300 grt and over.

Table 34
Demolition prices in 1989-1991
(Dollars per-1dt)

" Market H

Month Far Easl Pakistan/Tndia Southern Europe
1989 1990 1991 1989 1550 19491 1989 1990

January 2500 | 2150 | 1600 | 245.0. | 2600 | 8O0 | 1300 | 1200
February 250.0 | 2150 | 160.0 | 2500 | 2600 | 1600 | 130.0 | 1200
March 7500 | 2025 | 1600 250.0 o ] 1750 130.0 1225
April 2500 | 202.5 | 157.5 | 2500 | 2600 | 1830 | 1300 | 1225
May 2500 | 2005 157.5 260.0 2625 1800 130.0 1225

Il June 2500 | 2025 | 1550 | 2625 | 2600 | 1800 | 1300 | 1225
July 250.0 202.5 155.0 262.5 262.5 1575 130L0 122.5
August 250.6 | 20235 | 1550 | 2625 | 2525 | 1575 | 1300 | 1200
Sepiember 250.0 192.5 1550 2500 2335 1575 1300 117.5
Oclober 2300 | ™00 | 1550 | 2300 | 2100 | 1600 | 1200 117.5
November 2300 1800 155.0 250.0 195.0 1600 1200 117.5
December 2150 160.0 155.0 260.0 180.0 170.0 1.0 107.5
Annual average 243.7 197.3 156.7 2527 2406 | 1685 1275 1194
Annual average £ ] b ’
chais 1) 428 | <190 | 206 | #113 | 48 | 300 | +67 | -63

Source: Institute of Shipping Logistics (Bremen), Shipping Siatistics, various issucs,
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Box 3

" Concern about shipbreaking {acilities

There 15 widespread concern within the shipping commumty about the reduced shipbreaking facilities left
in the world afier the dramatically low volumes broken up over the last 4-5 years. After the withdrawal of
Tarwan Province of China and Republic of Korea, which were by far the dominaung takers of scrap tonnage
in the early and mid-1980s, the outlets for owners of demolition vessels were dramatically reduced. One
Facior is the lack of physical breaking facilities, suitable yards and downstream logistics 1o handle the serap |f
materials. Another problem is the negatve effecis that come with the industry, First and the foremost of them

is heavy pollution. Finally, there is the financial quesuon, which has been hampenng the demolition industry
! for several vears as ship breakers in the remaining demoliion markets have 1o compete with other importing
industries for the hmuled foreign cumency available

Source: Fearnleys (Dslo} Review 1991, p. 28,
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Chapter V
PORT DEVELOPMENT

A.  Conwiner port traffic

78, Table 35 gives the latest available data on
world container port wraffic in developing countries
and territories for 1990.

79, The world rate of growth for coniainenized port
throughput for 1989-1990 was 5.5 per cent, which is
less than that achieved in 1988-1989 (6.3 per cent).
As in the previous period, the rate of growth for
developing countries and territories was more than
double that of the world average and reached 12.2 per
cent in the period 19891990, However, it showed a
modest decrease in comparison with the 13.2 per cent
reached in 1988-1989, The growth is uncvenly spread
and frequently ematic from year o year due in sofme
cases 10 improved dama or lack of it, and in other
cases (o twrbulent fluctuations in the trade.

80. The concept of the private port was, very
popular, especially in some Anglo-Saxon coustries
{United Kingdom, United Suates, ete.). Sometmes the
public powers wounld give the private sector the whole
port as an operating concession and also quire the
concessionar 0 construct  facilites  (Maroceo,
Lebanon, etz,). With the independence of numerous
developing countries at the beginning of the 1960s,
the private sector lost ground. especially in Africa, to
public organizatons which wers often pgranwed
management autonomy. This was the period of the
creation of national pon organizations, or SBLONOMOUS
authorities, and equally natiomalized cargo handling
companies. Even in the Uniled Siates the number of
public port terminals grew by almost 10 per cent in
the 10 years from 1970-1980.

Bl. The 1980s have secn & suong relum by the
private secior to pons.  Pavale operators have
established themselves in cerain couniries (Malaysia,
Jamaica, ew.) to operale specialized terminals,
especially container terminals. But some countries
have gone Turther and have "privatized®, in differenl
ways, the towl port sector. In [983-1984, in the
United Kingdom, the privatized "Associated Briush
Ports™ (ABP) was created which owned 19 ports that
handled more than one quarier of the national pon
raffic, Further measures are presently being raken Lo
privatize other United Kingdom poris.

B2.  Privatizavon 1s presently touching al) regions:
Latin Amenca, Western, Central and Easiern Europe,
Asia, Australia, and New Zealand, with the exception
of Alfrica which has been more prudest in this

domain. Literature on this subject 1s abundant and
colloguinms [requent.

B3. Privaization has ofien been perceived os a
means 10 cotail inefficiencies in public pon
organizations. Numerous public organizations have
been 100 passive and ofien incapable of overcoming
the hold of the State or the unions s0 & W meet the
demands of the traffic. However, the public port
sector can function very well (Simgapore and
Morocco), but it can also become bureaucratc and
meffective in the absence of feedback to improve
isell, This is nol the case for the privawe seclor
which must balance its books and impose sancuons
when necessary, Certanly the private seclor, simply
because of its existence, will not obtain better resulis
in all domains, [nstead of establishing 2 port system
based on the rejection of one type of organization
which has it limits, the countries examining this
question should undertake a methodical analysis to
develop 8 coherent sound port system.

84. The siarting point of all considerations is 1o
define the objectives of the port or of the country's
port system. Privilization cannot be an objective in
iself, but rather 2 means W reach the pon's
objectives. The economic environment of the pon
must be 0rst examined and the evolution of
international trade studied. Numerous signs show that
the world 15 heuding towards the creation of single
global market where competition will be intense. All
counlrigs are involved as their products must compets
for a place in the world market. The period of
caplive port hinterlands has gone.

§5.  Numerous developing countries are roplacing
or complementing their classic policy of import
substitution by an active policy of expon promotion.
Conwirerization has progressively led w  the
replacement of port-to-port routes by networks buill
around transhipment or hub ponis. The concept of an
mtegrated chain of door-to-door ranspart 15 growing
and often the various orguniauons in the pont
(Forwirders, mulimodal wansport opérators, ship
owners, port authorities) are its archilects and 1aking
more and more care of the peeds ol the shippers.

The fact that the cost of the port portion is only
one twenbieth (and oficn less) of the o) cost of the
transport chain could be a demobvating Factor for this
port community involvement. However, this evolution
arid miegration of emational trade and uanspornt will
only occur when there is & key clement or link that 1s
indifpensable for the functioning of the sysiem. There
15 0o bettier link than (he port, thus the impondance ol
the port as & logistical platform for iternational trade.
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Table 33

Contaner port tralfic of developing countries and wmitories, 1990 and 1989
—————

Suutee Derived From mformainm printed in Canasnerivarion fmernitional Yearbouk, 108

iy Dk bt (oo smission.,

——

Couniry or wermary Container traffic j990) Container waflic 1959 Persentage change | Periemuage change
{TEUs) (TEUs) | HE‘}!}IWU 1URR 1950
Singapare F 213500 i 364 400 9.8 9.3
Hong Kemg 5 100637 & AR5 TOG 142 0.5
Eepubﬁ:: of Karsd 7348475 2 158 #2% Lo 4.5 ||
United Araby Emirates 1563 377 1 366 741 4.4 2749
Philippiries 1 383 323 | 286 208 13 A
Thailand 1 078 290 Q3G 040 4.5 181
Indonesia 922 547 R62 256 e o
Maulaysia BET 741 723 033 rh-} 255
Saudi Arabia TRE 587 754 524 1 -+.8
India 96 255 32 101 i1 355
Sri Lanka 383 BLI s44 197 31 23
Brazil g/ 364 18R T4 810 1.8 A1
Pakistan 306391 542 Cdh 14.0 1]
Cyprios 354 279 369 291 4.0 267
Egvpt 316 314 195 447 6.0 4%
Mexico 228 182 185 929 4.2 4.2
Chile 217 457 200 264 %5 25,1
Argeniing 209 150 218312 4.1 LR
Nigeria 208 144 171 281 1.8 (4
Honduras 180233 193 432 6.7 [
Perama 176 639 140 993 181 175
Oman 168 463 165 723 1.4 1.3
Morooca 164 015 116 381 413 {5
Jomaica 139 426 152 435 . 16T
Kenya 138 406 124 B64 5.2 159
ulia 135 Tod 40 439 2357 5.3
Banglatesh 120 584 112977 a4 423
Calombia af 113 BRG £1 &0 g0 & LR
Jordan 107 000 GG a7 1.5 47
Cesta Rica 105 NEd 172110 5R.B 17.0
Guadeloupe 102 140 95 672 T 1.2
Guatemala 4 1T a7 BT fifl 25,8
Mether|ands Andlles 95 |28 03 ThE (49 15.49
Canteroon 01374 &7 2018 47 1.5
Papua Mew ez #9510 #6060 i) e
Dorinican Republic T5 (b6 T0 g | Thk: it
Trinidad and Tobaen 71 027 62 T84 13 ]
Kuwsil G B30 105 1165 135 4.4
Syrian Arab Repubhliy £7 340 34 7o 229 18T I
United Rep.of Tanzsnta b 416 B3 545 11 16 |
LUruguay b4 286 50 587 70 13
Mauritius f2 272 S0 Bls LT | 1240
Gilvany 49 (37 46 003 74 (2
Haiti 45 724 S0 575 i na
Togo 42 240 40 194 a1 41
Laire 37833 401 7040 ¥, 1$7
B arhadiis 36 701 36 BE3 A1 2.4
Algeria 36 306 6519 1 f
DiiTrial 36 107 22 h54 S 3 .,
81 Lurid 35 877 3271 4.6 ERY
Tunisia 3T 33 454 {1 L
Americhn Samou 13 T0h 323y 114 94
French Polynosiy 3304 31 k3l 4.4 i
ther reparied by T Enb Lk 4.8 g
Tetal reparted &f 26 391 586 27516 0167 122 13.2
Wi b vesead raprise £4°233. T T BI6 162 &5 fid
—ee———— |

b Comprising: Oevelepmg eoummnes il emmees where ey iy AWRTEL g year wore prpsred or-wher
sylbsnal baek ol data was (il

& Criatn saris b wrd respomed b e badkgromml survey,  WHIN Sy ware oubamangs| s Tl (s ol
cvhss e ey B estima e al S L N e vl



B6.  These general considerations are the necessary
starting point from which to tdentify the essential port
fuﬂcmns, the best means to carry them out and the

role which privatization can evenurally play. At

present, one of the priority port functions is w offer a
commergial service not only at minimum pori cost,
but equally giving a more comprehensive range of
port services to shippers. This includes such activities
as distribution and building up of transport nerworks,
managing the flow of commercial information, etc.

87. It is essential that the port’s industry orient
itsell to satisfy the needs of trade (market driven) and
be managed and developed in an efficient way.
Privatization is one of the most effective methods o
achieve this olyective. The following are genermlly
recognized as the benefits of privatization:

To increase the choice of services offered 1o
users (thus the port adapts better to needs),

To enlarge the range of financial plans, 16
reduce the cost o the State, and 1o faciliawe
the financing of works and equipment,

To make personnel and organizations aware of
their responsibility, o increase the
effectivencss of management, and the
profitability of investments. (The results
obtained by Associated Brilish Poris in terms
of stalf productivity, profitability and increased
valoe of shares speak for themselves.)

88.  These often are the main arguments for port
commercialization.  However, other clemenis are
required (0 promote trade: 1o bring together and
motivate all the port community, 0 have labour
regulations adapted 1o the needs, etc. All the port
community must work together to serve and promaote
traffic. Moreover, privatization is not without risks.
In certain developing countries the privale sector 5
unorganized, fragmented, looking for shon-term profit,
unable o make heavy or long-term investments, and
unwilling 1o develop human resources. Privatzation
can also lead to the situation of monopoly without
competition, maximizing profits rather than
production. Tt can result in minimizing costs for the
operator and not for the user, Also, it ts noted that
the countries that have gong the Furthest in
privatization have all inwoduced limits 1w the
involvement of the private sector, to prevent ¢xcesses
and 10 siop the pen from losing 5 basic purpose.
This results in the swengthening ol the laws and
regulations controlling the functioning of ports, so that
either the fransfer of port installations (reserved
local hodies, o s@ff, 1o ndivideals or 10 nauonal
interests), or their rental or leasing and eperation,
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avoids  excesses in various  domains, sconomic
(pricing), techmical (mainlenance), social
(emplayment), and assires the good functioning of the
port (free access, security, eic.). There is a certain
contradiction of liberalizing while reinforcing legal
constraints. All excessive regulation will finally be
contrary © the sought after goal and the interests of
the port and the country, Also, rather than speak of
privatization sericto sensy, Some authors prefer a wider
meaning and use the term commercialization which
better reflects the spirit of the relorms envisaged, The
Forms of such an colarged privatization are numerous.
They can be grouped together as follows:

Organizational

Restruciuring the port authority by creating a
subsidiary, with the State being the owner of
the principal company and controlling the
subsidiary.

Creaton of local public companies (with
shares) (hat take over the assets (and liabilities)
of the port. For example: Senegal and
New Zealand.

Simple reorganization of the port by the
raionalization of the objecuves, Sstructure,
commercial and pricing policy and control by
public pawers, '

Operational

Management contracts or concessions for the
gperation of all or 4 par of (ke installations,
For gxample, a container enninal (Jamaica,
Canada, Philippines) or a ro-ro terminal
(Migeria).

Rauonalization ol operations  (working

methods, productivity incentives, cost controls,
gquipmen| mainlenance, eic.),

Ownership

Denationalization and take-over by the staff or
& conperative.

Sale (open or restricted) of public sharcs or the
assels of the porl,

Privatization (partial or lowl) of only the
cxiensions af the port (specialized wominals).

89 In the UNCTAD study on the organizapon und
munagement of ports, 2 privatization b la care and



in several steps was proposed. The steps would be as
toiows:

Examine one by one all the lunctions of the
port and determine in each tase what are the
strong and weak paints of the public and the
privale sectors. 1118 necessary 10 examine both
the conditions ol operauon and [fmancing
(present and futurg) of ihe nstallabons and
infrastructure.  Capital s generally more
atiracted 1o profimble short or md-lerm
investments and services than 1o the financing
of heavy infrastructure (breakwaters, dredging,
#lc), The revenue (and thus the 1ariffs) from
the port must permil the establishment of &
reserve and provisions for remewing, or
improving those investments thal are often
imherited bul overlooked when examining Lhe
tmplications of port privatzator,

Al the end of Lhis examinauon, prepare a table
which ghows for each function the strong
poinis and the weak points of the public secuor
and those of the private sector, [t will then be
necessary Lo examine which type of enlarged
privatization (presenied previously) should be
chosen © maximize the stong points and
minimize the weak pois.  For example,
certain  costly [onctions. not financially
profitable but important for users and the
country, will be carried oul under the form of
public ownership and operation, but with
decentralized operatien and  Timited
governmental conwrols. At the other exireme,
pther functions related 10 commercial activites
may be carried out berter by private operalors
with facilities owned as either private property,
or public. or mixed, sccording (o the case.

[t is hest 1o bie pragmatic in reaing each case
separately, spacing the process OUL Over Lime 1o
sxperiment, leaving the door open o fulure
avelulions and privatieing cach of the funchions
when that solution seems to be the best and
according o the best formulbs,

00, Each country has it speeilicities and foreign
models must be modified 1o the country's needs,
Innovation must always be pracused, especially on e
part of porl auborives who must gel invilved and
{ake risks, support mitalives and somelimes suppor
the private sector when i1 s not sufficieaty deyeloped
or preanized; st leastdurng a certan u anstanm perod
and in e Tistds exsential for the fotore of the pon
(peinforcement of the port community, dheveloprient ol
e AN VITeS, compuleriaaien, el This new ml
ol conrigawr, or conductar of the prehest 18

Ll

difficult 1 reconcile with the role of performer. Ut
will probably become the rule in the future for pon
quthorities in countes which have aot opted for ol
privatizanon.  This role will usnally lead 1o the
concentrauon af all the @utiviies in one orgamzatm,
either privite or semi-private, which will ba parceived
as the de facto (F nol de jure pon suthonty
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FREIGHT MARKETS

A Erei of main cargo sec

91. Data on freight rate indices for the 1989-190]
peniod provided in table 36 indicate that freight rates
varied considerably by type of vessel, The last year
was favourable for dry bulk cariers which
experienced remarkable growth in freight rates. In the
dry-bulk time-charter sector, freight rates showed a
steady increase during the first half of the year
reaching their highest level in June, when the freight
rate index was 52.6 per cent above the January figure.
Freight rates started decreasing during the remaining
part of the year. However, the freighl rate indices
stood nearly 40 per cent ahove those for the
corresponding months of 1990, The lowest December
1991 freight rate index was 18 per cent higher than
that of December 1990, Asa resull, the 1991 average
annual ramp tme charter index saw a 14.1 per cent
growth from the 1990 annual figure. The dry-cargo
tramp-trip  charter freight rales demonsirated 3
moderale but steady increase through most of the year,
Thus, the December freight rate index which was at
the year-highest level showed 4 5 per cent increase
over the year-lowest leyel of January 1991, The 1991
annual average for dry-cargo ramp-trip charter freight
rate indices was about 3.5 per cent higher than in
1990, In the liner sector, a certain increase in freight
rates in 1991 when most of the freight rate
indices & were above the corresponding ligures of
the previous year, led to a 5 per cemt growth of the
1991 annual from the 1990 figure, However,
the December 1991 figure was below the level
reached a year ago,

92,  Freight rates in the tanker sector showed
remarkable fluctuations during 1991. Rate levels for
all anker sizes were al their highest level at the
beginning of the year. To a great extent, this upswing
in freight rates is to be anributed 1o the developmenis
in the Persian Gulf. When the Gulf conflict ended
freight rates fell quickly, As the year progressed, the
general wend was downward.  Although there were
cerlain peaks and valleys, the year terminated in a
depressed market with (he lowest raes registered
during recent years, VLCC and ULCCs were the only
group which showed an increase of the annual average
freight raie index in 1991 as compared with the
previous year (3.2 per cent up). However, this size
group expenenced the deepest drop in freight rates
during the year with the freight rate index registered
in December being only 38.8 per cent of the January
figwe, I could be suggested that alongside the
factors wlluencing tanker freight markets in general,

such as the existence of a large excess fleet, active
deliveries of newbuildings, accompanied by a certain
Uecrease in shipment of tanker cargoes and only a
marginal inirease in ton-miles periormed by tankers,
the reduction of tanker tonnage employed for storage
and appearance of this additional tonnage in the
freight market played an important rolz in the decline
of the freight rates for ULCCs/VLCCs. Thas, during
the third quarter, 32 vessels having total tonnage of
8.3 million dwt were taken from storage (for further
nformation  see  paragraph 43 and table 20), a
developmen: which was accompanied by a substantial
decrease in freight rates for VLCCs and ULCCs,
Consequently, freight rates for this size group in
September 1991 were 38.4 per cent lower than in
June,

93.  Other tanker size groups did not experience
such changes in freight etes during 1991 &s did
ULCCs and VLCCs. Thus, for instance the annual
change of freight rates for handy-size tankers
(January-December 1991 period) vaned from 32.1 per
ceni for clean tankers 1w 47.7 per cent for dirty
tankers. However, the annual average freight rate
indices for handy-size clean and dirty tankers showed
a significant decrease from the previpus year's level
{-21.2 per cenl and -18.7 per cent, respectively). The
annual average changes (1990/1991) were less
significant for small ¢rude and product carriers and
medium-size tankers, Thus, the annual average freight

Tate index for small crude and product carriers was

7per cent lower than for 1990, while that for
medium-size crude carviers was almost al the level of
the previous year (-1.8 per cent).

94, Examples of the highsst and lowest freight
rates reporied during 1990 and 1991 for single
voyages in certain leading dry cargo trades which are
of particular interest o developing countrics are
summanyzed in table 37, IUindicates that low freight
rates for almest all dry bulk commodities augmented
tompared 0 the previous year with the most
significant increase being for ores from Brazil (o
Continental Europe (+32.6 per cent) and 1o Japan
(+20 per cent) and for enilizers from Continental
Eurepe 1o the West Coast of India (+200 per cent). AL
the same time high rates for fertilizers from Agaba
and the Gull of Mexico 1) the West Coast of India
increased by 109 per cenl and by 3.2 por cenl,
respectively, while freight rules for ore from Beazil w
Japan wnd from Brasil o Continental Eurape
decreased by 14.9 per cont and by | per cem,
respechivaly.



Freight rate wmdices, 1989- {941
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Mow- Al indices have been rounded 1o the nearest whole numiber,

a/ Lwer index compiled hy the Ministry of Transport of Germany. Monthly weighted assessments of freight rates on cargaes loaded or discharged by liners of all (lags
at ports i the Antwerp/Hamburg range. (See footnote 32 for comments regarding this wdex ).

b/ Compled by the Ministry of Transpor of Germany.
¢f  Compiled and published by Lioyd's Ship Nanager. Worldscale = 100, as effecuve in cach yewr For tankers, vessel suze groups are as follows: VECCALCE:

F50.000 dwi upwards; medinm-sized crude carriers: 60.000- 150,000 dwt small crude and product carriers: 30.000-60.000 dw; and handy-sized clean and dirty lankers: helow
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Tabile 37
Comparauve freight rates for selected commodities, 1991 versus 1590

-

Commaodity Route

Freight rale mange

1590 1991
(3US/ton) (BUS/wn)

High Low High Low
Grain Unied States (Gulf of Mexico)/Venezuela 21.75 1100 000 11.00
Sugar Queensland/Japan 22,00 1650 19.90 17,25
Fertilizers Aqaba/West Coast India 2300 1825 25.50 15.95
Ferilizers United States (Gulf of Mexico)/West Coast India [ 47.00 35713 48.50 39.50
Fertilizers Continental Europe/West Coast India 44.00 32.50 41.25 39.00
Ore Brazil/Japan 16.10 9,50 1370 | 1140
Ore Brazil/Continental Europe 9.10 4.90 810 6.50

Source: Lloyd's List, London, 14 January 1991, 10 February 1992,

05,  On the whole, for mest of the shove cargoes,
the annual variation in freight rates in 1991 was less
significant than in the previous year. Thus, for
instance, the difference between the year's high and
low rates for grain from the United Staes 1o
Venezuela was 45 per cent in 1991 (49.4 per cent in
1990), for fertlizers from Continental Europe 1o India
it was 5.4 per cent (26.1 per cent in 1990). For ore
from Brazil 1o Continental Europe, it amounted to
19.7 per cent (46.1 per cent in 1990).

B.  Ligerfre ight rates as a percentage of prices for
selected commodities

96.  Most of the non-bulk exports and imports of
developing countries are carried by liner services and
liner rates may thus have a significant effect on the
efficiency of developing countries” foreign trade.
Table 38 provides information on liner freight rates as
a percentage of prices for selected commodities and
routes in 1970-1991. The ratio of freight rawes
increased for the majority of cargoes in 1991 ag
compared with the previous year, These
developments should be attributed mainly w© a
decrease in prices for commaodities, while in most
cases the freight rates either remained at the level of
the previous year or showed a less significant decrease
than prices. Thus, for instance, prices for jule
(Bangladesh-Europe} in 1991 showed a 15.9 per cenl
decrease from the 1990 figure while freight rates
remained almost at the 1990 level. Thus, the ratio of
liner freight rates reached 25 per cent in 1991 (versus
21.2 per cent in 1990). Prices for (ea (Sri Lanka-
Europe) decreased by 8.9 per cent in 1991, -while

freight rates remained at the level of the previous
year, The matio of freight mtes increased for lea in

this trade 1o 10.9 per cent (versus 10 per cent in

1990). The increase in freight rates was registered for
cocoa beans from Brazil (o Europe (+5 per cent over
the 1990 figure) which was accompanied by a 5.3 per
cenl decrease in prices for these goods. The ratio of
freight rates thus increased 1o 12,2 per cemt in 1991,
For coffee from Brazil to Europe the price decreased
by 11.9 per cent as compared with 1990 while [reight
ratcs showed a more significant decrease of 20 per
cent. As a result, the rtio of freight res diminished
10 9.3 per cent in 1991.

e Marine bunker prices

97. Changes in prices for manne bunker fucl
usually represent special interest for shipowners due
lo the Fact that marine bunker fuel costs frequently
comprise more than half of their operaling costs.
Details of development of marine bunker fuel prices
in 1991 are presented in table 39, Generally, bunker
prices were lower and more stable in 1991 than in the
previpus year.  Reflecting the increased political
tension in the Gulf, they stood ai their highest level at
the beginning of the year, especially n January.
When the Gull conflict ended, pnces stared
decreasing quickly and fell 1w their year lowest level
in almost all markels in the seeond quarier of 1991,
They stabilized during the third quarter and cven
slightly increased by yeur end.  However, bunker
prices quoted during the fourth guarier in all main
bunker markets were considerably lowdr than in the
first quarter,



Table 38

The rato of linar freight s 10 pnces OF selecied dommodities

gﬁ-:'
Commaodity and route Freight rale us percentage of price af b/ ¢f
1970 1975 T4l {985 EL 19 | |99
Fubber Singapore/Malaysia-Europe L5 1B.5 B3 na 153 155 | 2k
Tin Singapore/Malaysia-Europe i-2 1.6 1.0 na 1.5 L7 15 ||
Tuite Bangladesh-Europe 12:1 19.5 198 B4 2 | .2 | 250
Cogoa beans | Ghana-Europe 24 34 1Y 1.y 3.8 6.7 72
Cotonut oil 5ri Lanka-Europe R 9.1 126 2.6 [5.2 ny 10,6
Tea Sn Lanka-Europe 9.3 (TS 99 o) 10,0 [0 | 104
Colfee Brazil-Europe sa | o7 | ep | so | 70 | 10w | @3 ||
Colflies Colombia {(Adantic -Europe 47 5.3 33 0 58 ik T
Cocod beans | Brazil-Europe T4 R.2 86 f,9 b3 1o | 122
Coffee Colomba (Pacilic-Europe) 4.5 £.3 44 6.1 6.5 T4 7.8
— — _———— —

Source: Compiled by lhe UNCTAD secretariat on the basis of daa supplied by the Royal Metherlands
Shipowners' Association (data for 1970-1989) and conferences engaged in 1he respective prades (data [or TURD-1991),

a/ C.f prices were quoted for jule (UK-pwe grade), cocoa beans (Ghanu-Europe), and palm kemels. For cocoa
beans (Brazil-Europe) and coffee (Colombia-Europe and Brazil-Europe), unil values of exports were guoted. Prices
of the remaining commodities are quoted on L.o.b. terms,

b/ Freight rates include, where applicable, bunker surcharges and curency adjustment laciors, a 'tank cleaning
surcharge” (for coconut bil only), port delay and additional port surcharges (for Colombaa only), Conversion of rates
{0 other currencies is based on parities given in International Financial Stewistics published by the International
Monetary Fund. Annual freight rates were caloulated by taking a weighted average of vatious freight rates quoted
during the year, weighied by their period of duraion,

¢/ For the period 1989-1991, the prices of the commaoditles were taken from LINCTAD, Manthly Commodity
Froce Bulletin, the March 1992 1ssue,
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Table 39

Fluctuations in maring bunker fuel prices a/ 19

R (3US per ton)

199

1991 Percentage
change (Fourth

North West Europe
| (Roterdam)

Gulf of Mexico (Houston)

West Coast of United States
(Los Angeles)

4Q quarter Lo first
qQuarter)

a1 H -32.1 ||
202 -26.0

82 B4 g3
19 | 210 | 226 II
nl | s

<200
-19.0
-17.8

-14.6
-14.6
21.8

as |
135
17,7

77 77 B8
155

-20.8
206
i o

-322
-32.8

Source: Drewry Shipping Consultants (London), Shipping Statistics and E¢onomics, various issues.

a/ Average prices for each quarter.

HVF - High viscosity fuel oil {380 ¢Si)
IFD E Intermediate fuel eil (180 ¢Sb)
MDO - Marine diesel oil

D, Esti of freight ¢

98. Global payments for maritime transport
services, presented in table 40, increased in 1990 by
15.5 per cent as compared with the previous year's
figure and reached SUS 173.1 billion. During the
same period the value of international seaborne trade
grew at & rate of 17 per cemt and reached
$US 3,314.3 billion, Consequently, the ratio of ocean
freight in the total c.if. value of intemational trade
decreased from 5:29 percent in 1990 10 5.22 per cent
in 1991. For developing countries, however, and
especially those in Oceania and Africa, this proportion
remained almost double that for developed market-
economy countries, 1.e. 8.60 per cent versus 4.40 per
cent (see also graph 13). The differences in the ratio

of ocean freight to the total ¢.i.f, value of imporis by
groups of countries may be partly due to the fact that
importers in developed markel-economy countries can
exercise greaier control over levels of freight rates
applicable 1w liner imports than imponers in
developing countries. The high level of freight factors
applicable (o the imports of developing countrics,
particularly n Africa and Oceania, may alse 10 a
certain extent be duc 10 the fact tha those countries
generally import goods by sea over longer distances
and may be using relatively more expensive liner
SETVICEs.
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Table 40

Estimates of total freight costs In world trade &/ by groups bf

(Estimates in US dollars)

e
Year Clountry group Estimate of ol fraaght | Value of imporis Freight costy ax
costs of imports {cAd,) (milligns percentage of
imilions of dollars) ol dollars) impon value
1980 | 1. World Lotal 123 264 | B3H R34 f.64
2. Developed market-
Eeonomy countries 78 286 | 415 979 549 |
3. Developing couniries
- folal 44 078 430) 855 1134
ol which
in Alfrica 11 432 77757 1342
America 10929 123 495 885
Asia 21 970 211 DE9 1041
Europe 1320 16 (37 823
Oceania 318 2477 12.84
1989 | 1. World total 149 522 2 832 575 24
2, Developed markeg- _
CCONOMY Countries 101 768 2 301 B30 442
3, Developing countries
- Lol 48 036 230 745 a5
of which: _
in Africa T 404 66 780 122
America 8476 09 249 RS54
Asia 30 131 360 910 §.35
Europe 1 467 16 392 RYS
Oceania 468 3 806 1230
1990 | 1. World oual 173 102 3 314 208 522
2, Daveloped marketl-
BCONDMY COURINEs 117 (4 2 661 650 4 4
3. Developing countries
- total 56 (M8 6352 i B.AL
| of which: “
in Africa 9 (45 51 894 R
America 9626 117 769 8.7
Asia 35 054 427 926 19
Europe 1 909 21 303 R.86
Oiceani 461 3 Thi 12,26
- —

Source: Derived from IMF c.idsob, (actors and IMF impor dals,

& The esumate for the world 15 not complete, since data for covatries which are not members of the IMF fire

nol included.

by The estimates presemted here reflect the wclusion ol Yugoslavia in this review i "developing countries in
Ewrope” as ol 1986, In previous years Yugoslavia was classitied as 4 developed muarket-cconomy country
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Graph 13

Freight as a percentage of c.if. import values by Couniry groups
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Chapter VI

MULTIMODAL TRANSPORT AND TECHNOLOGICAL DEVELOPMENT

A, Meeting of the Group of Experts an
Mulumodal Transport

99. A Group of Experis.on Multimodal Transpon
was convened by UNCTAD from 9 10 13 March 1992
to discuss developments in the field of mulimaodal
ransport and containenizauon, 10 ke stock of the
principal problems that are experienced by users and
providers of mulumodal and/or contsiner wansporn
operations and 10 suggest elemanis of a [(ure
programme of work for the UNCTAD Committee on
Shipping in these fields.

100, The Group was composed of 19 experts
attending in their personal capacity selected from
among the countries i accordance with the usual
geographical distribution practised by UNCTAD;

three each from Africa, Asia and Latin América, six
trom developed market-economy countries, three from
Central and Eastern Europe and one from China.
Selection of the expens was mads in such a way that
the balance between transpont providers, users and
governmenl entiues was respected and both the private
and the public sectors were représented. In addition,
observers representing sectors mentioned above s
well as representatives  of  intergovernmental
Organizations  and  United  Nations  regional
commissions were also invited w atend the meeting,

ID1. The documients put hefore the experts by the
UNCTAD  secrejarial exposed 4 wide range of
developnients and principal problems in the field of
multimodal transport and cortainerization, paying due
account 10 the condiions and constraints  of
developing countries a8 well as of the countrnes in
transition o market economies.

102, Physical limitation of infrastrociurs, squipment
and technology, an inadequate insututional and legal
lransport  environment a5 well a5 unfavourahle
operauonal and commergial conditions were identified
as the principal conswramts affecting the development
of multimodal transpord 1 developing countries

103, Concering  the countries 1 rnsiyon.
monopolistic orgmization of ransporl systems and the
absence ol compeutve environment have up to now
bevr the mmn hindrances in the imroduction of
modern mwlbimodal  transport sorvices. Aller e
lihgrshiention of  the ccomomic  comditions, now
iperalors have emerged in the lelds of [rgighi
Horwardiog dml mulimodal ransporl aperations,

104, The impact of mew technologies, such as the
use of block train services In multimodal wansporn,
elecronic datd processing (EDP), electronic data
interchange (EDI) and lhe use of the larger than
present IS0 standard comtainers was brought 1o the
altention of the experts,

105, The draft programme of work, which covers
the rest of this cenury, will be submitted 1o the
Commiiiee  on  Fostering  Service Sectors i
Develapng Countries.

B.  UNCTAD swvev on infernational NVO-MTOL

06, As the presently available swatistics on the
development of NVO-MTOs in the world are (ar from
complete, it has nol been possible 1o form an accurate
picture of the development of the mullimodal ransport
industry, UNCTAD has consequently anempted to
find & way which will make it possible to document
the developments i this important fizld. As a resuly
and. with the cooperation of Containerisation
Internaiional Yearboot, the Shipping  Division
distmibuled 3 questionnaire asking a few, simple
questions (o (reight forwarders and MTOs throughouwt
the world, The results of the survey will be published
by lie UNCTAD secretarial,

1= Contginer trallic by Inland waterways

Asia

W7 In response 10 the UNCTAD secretarial’s
request, the Economit and Secial Commission lor
Asia ard the Pacific (ESCAP) has conducted an
Enquiry on containgr traffic by inland walerways in
the regien, the main results of which are reproduced
below,

Eangladesh

108,  Though wm present no contamer tallic s
handled by the inland water transport in this country,
4 leasibility study was carried out for construgtion of
an nland conwiner depot a0 Dhaka for handling
vontainers moved by inland waterways directly Trom
the maitime ports of Chittagong and Mongla.  In
I98H-1959 the number of contriners handied at these
seaports was Y1000 TEUs with an average growth
e of 33 per cent per @, According w0 the
feasibility study, mband water ransport will be ahle i
bl i the: shon e (hy 1995) aboul 70000 TELS
anntally and no e long term hy 2005 aboi



130,000 TEUs. Considering this mode of transport as
the most economic for the conditions of Bangladesh,
the study recommends to pat in pperation four vessels
with the capacity of 88 TEUs in the short lerm and in
the long term 10 increase their number 1o six.

China

109. River ransport of comtainers in China is
growing rapidly. According to incomplete statistics,
the volume of comtainer waffic handled by inland
waler ransport i recent vears was as follows:

1988 81,000 TEUs
1989 143,000 TEUs
1990 220,000 TEUs
1991 (anucipated) 300,000 TEUs.
Indis
110. In India a regular scheduled service for

transporung containers by mgged barges with the
capacily of 66 TEUs has been established between
Calcutta and Haldia. It is anticipated that the number
of comainers moved by this service will increase from
2,000 TEUs in 1989-1990 to 3,000 TEUs in 199]-
1992,

Thailand

111, Despite some difficulties contginer traffic by
inland water fransport in Thailand has seen a
significant increase during recent years, According (o
staustics which are considered as incomplete, this
traffic has risen from 1,440 TEUs in 1989 1o
6,300 TEUs in 1991, These containers have been
transported primarily on the Chao Phraya River,

112. For container wmansportation by  inland
walerways a specialized company, Thai Barge
Container Services, has been esiablished which
operales a specialized barge comtainer terminal,
ensuring also land delivery of contziners by road
transport and providing other Ireight-forwarding and
customs services,

Europe

113, Transportation of conwiners by inland
waterways has become relatively important in
comparison with other modes of transponiation as
being more environmentally acceplable and energy
efficient. This is especially pertinent to the European
conditions where the Governments are introducing
increasingly stringent control in relation to congested
road transport.  The volume of wsnsportation of
contaifiers on the Rhine has become significant
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tapproximaiely 430,000 TEUs in 1990, exciuding the
shuttle traffic betwesn Antwerp and Rotterdam, which
is estimated at around 350,000 TEUS) and it is
expected to continug rising. A system of cooperation
between different operators has been established
regulating offered services encompassing multimodal
terminal-to-house or house-1o-house rates. Specialized
container vessels with the capacity between 90 and
224 TEUs are used for container traffic in this water

artery.

L4, Besides container traffic thire is another kind
of multimodal service - a ro-ro operation known as
“the floating motorway”. This service offers two
scheduled sailings per week in each direction between
Rotterdam and Mannheim and Karlsruhe. The service
uses two specialized ro-ro vessels, When used in
conjunction with & push-barge each provides capacity
for 72 irailers,

115.  Conirary 1o the previous issie of the Review in
relation to container wralfic on the Danube, the volume
of containerized traffic on (his major European
waterway, as the volume of goods traffic in general,
has signilicanly decreased with the serious recession
in the economies in transition in Eastern and Central
Europe (see wble 41).
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Table 41

Jtemational Contnerized cargo movement o the Danube

(In Lonnes)
Country Export | mipiort
(EEES 1989 Change | T8 1989 Change
1988/ 1989 1985/1589
Austria L o g 249 8.5 fr 43 3 62 156
[ Bulgaria 14403 | 8444 [ 44 650 | 1seh | #1412
Crechoslovakia 27 213 = - L7 218 B 00 2535
Federal Republic of Germany 7292 7 389 +1.3 2 /29 L 312 415
Hungary 1 700 1 400 176 123 -
Former USSR 196 003 128 359 -5 (34 |13 136 B2 -1.6 ||
Total 253574 154 B4 | =38 166253 155 627 e
— —

Source: Annualre Statistigue de lu Commission du Danube powr 1982, Drnube Commuission, Budapest, 1991

D, Land-bndges
Malaysia

116. With fast growing economy and foreign trade,
the demand on kransport services was particularly high
in Malaysia. Malayan Rallways (KTM), handling at
present 10 per cent of wnland contamer traffic, saw
demands for its mulumodal service rise to a high
fevel. More than 100,000 TEUs were camed in 199]
by block trains between Port Klang, lpoh and Penang,
New capacities were added in the form of rolling
siock and depot  facilities, partcularly al
Kuala Lumpur, Padang Besar and Ipoh. The facilies
al Padang Besar are being upgraded from a depot 1o
a dry port (ICD) that will permit to further expand
mullimodal transporl operations, atracting additonal
ke,

Trans-Siberian Container Service (TSCS)

117, The Trans-Siberan land-bridge has seen the
pppearance of numerous pperators instead of one,
pamely SOTRA. However, in view of the limited
capacity of the railway and because of the absence ol
any experience of inernal compelition in the country
fur many decades, the esnergence of new operalors
has resulted m a nomber of problems of an
grganizational nawre,  Furthermore, technical arnid
orgamizational  measures.  and anvesiments  in
infrastrocture, tolling stiock and compuler Syslems are
required in order o reduce the wansit ime and 1o
upgrade the level of services provided.  Despile
certam progress achieved up 1o ihie present, in order 1o

improve transit tmes and quality of service, the
downward tend in the volume of container traffic
through TSCS has not been reversed (see table 42),
Changes and economic difficulties a5 well as
advaniagecus rates practised by all-waler operalors
have also been partially responsible for this situadion,

118, Cortmer block traing have been operated on
TSCS routes for many years, bot only w the
westhound maffic, At present atlempts have been
made trorzamze 3 shuitle biock wrin seryies COYENNE
the distance of about 10000 Kilomeéwes belween
Vostochny and the wesiern 1erminals within 12-14
days strictly in accordance with a schedule in both
directions,

119. In view of expected major \ncrease of cargo
flow on the route over the coming vears, discussions
are (n progress concerning the construction of (wa
new contwner termingls at the eastern extremity of the
service. These lerminals will be connected with the
Japanese ports Nugata or Maizuru by rail femes (hal
will permit the handling of contanenzed cargo
without using cranes and (hus shorten the transil time
of containers (through (he ports,
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Table 42

Trans-Siberian Conolainer Service traffic

{in TEUs)

Far East-Afghanistan

1986

1988

1987

3 700

3 700

—a
1981 1985 1986 1987 1988 1989 1990
Westhound 44 131 11 930 6 368 3692 4300 2 184 4 521
Eastbound 33 799 1181 1814 725 430 366 3 870
I Total 77 930 15 111 8282 4 417 4 730 2 550 8 391
—

Tolal containgr raffic

1981 1985 1986 1987 1988 1989 1990
Toal 15 323 91 %76 | ®4003 | 83071 90830 | 80978 6% 054

Source: Repori given by a represeniative of SOTRA a1 Cargo Systems Intermodal "91 conference in

November 1991 in Berlin.

Note: The above figures do not include waffic controlled by operators other than SOTRA. This additional
iraffic accounted for around 13,000 TEUs between Far East and Europe in 1990. Meanwhile, the new Minisiry of
Railways/Sea-Land joint venture plans to move around 100,000 TEUs in 1992

North America

120. Double-stack comginer services have seen
further development. In the United States, whers
many operators maintain intensive eastbound land-
bridge services from the West coast, efforis have been
made by some railways in developing westbound
services. Morfolk Southern has inapgurated such
service from the port of Hampton Roads. To allow
double-stack train operation, two tunnels were
reconstructed on this route.  Conrail has recently
introduced daily double-stack service from the port of
New York and New Jersey to Chicago. A total of

about 1 million TEUs are moved yearly in a
westbound direction in comparison with 1.6 million
TEUs moved in an eastbound direction. These figures
include domestic and intermational intermodal traffic.

121. A double-siack container train service has been
launched between the port of Halifax and the central
pari of Canada by Canadian Mational Railways. This
service is seen as a significant step in strengihening
the competitive position of Halilax as Canada’s
gateway for conminer tralfic. The introduction of
double-stack serviee [ollowed the announcement by
Halifax of an EDI project designed (o replace paper
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docimentation with  [he  compuier-lo-computer E Conlainer producuon
exchange of carge and business informatton.
« 124, The container manulugiring mdustry. during

122, Canadian Pacilic, 1he major Cunsdian rail fhe past five years (1987-1991) has seen u stable
operator, is planning 10 open double-stack containg growth averaging about 15 per cenl a year, Output of
train operation between Monireal, Toronte and all conlainer types is esumated at 900,000 TEUs
Vancouver, Specially-designed rail platforms of non- during 1991, About 80 per cenl of all containers were
aruculated struciure coupled into sections of three will manufasired in Asia, almost hatf of thal producton
tie used for this service: The opening of (e service sull comes from e Republic of Korea. However, the
will be possible on the completion of "the lunnel pattern of the waorld’s” pontiner minufactunng
ralsing" programme which will increase clearinces Lo industry 15 changing, and becoming more widely
permit the operation of double-stack contaner trains dispersed across the People’s Republic of Ching and
loaded with 9-foot 6-inch high comainers through the the countmes of South-East Asia. This is shown i
1ol length of this route. wble 44 In additon w the cxisting plants, @ further

five contamer plants siarned operations in China in
Mexican double-stack service 1680 pushing total ontput of the counuy up 10

95,000 TEUs & year. Witk several new plants under
{23, The rapid development of wrade between the construction, by the end of 1992, China will have
United States and Mexico in recent years (360 billion developed & theoreticul annual manufactunng capacily
in 1990 in comparison with $36 billion in 1988) has of 200,000 TEUs from 20 diiferspl manufacturers,
stimulated reguirements in Iransport services hetwean
these t(wo countries.  The growing share of {25, Within the mexi fow years, il all the projects
manufactured goods in this trade has boosted, in tuen, reach [ruition, Indonesia (160,000 TEUs), Malaysia
the volume of comainer waffic.  Although road (150,000 TEUS), Thatland (200,000 TEUs), and China
pansport and all-wawer services sull waditicnally (200,000 TEUs) will have developed 4 combined
dominate in this traffic, double-stack container Uams, annual capeeity of 700,000 TEUs of standard sweel dry
inaugurated & few yedrs ago, have made succeasiul in- froight contatners.  Such a development in the
roads for container traific and, according to indusiry container manufacturing mdustry may lead (0 senous
observers. will contnue 10 gain in popularity, A global over-producuon of siandard steel dry Erzight
qignificant contribution Lo this traffic is made by the containers. Compeiition in this sector is likely 1o be
{ntermodal movements of contaners via United States intensified significantly over the nexl several years
Gulf of Mexico ports. Table 43 contains details on
double-stack container traln services hetween the
United States/Canada and Mexico,

Table 43

Regular double-stack train services connecting the United States gnd Mexieo

Operator

Freguancy

Chicagn-Mexico City
Detroit-Hermosillo

Mexico City

Long Beach-Mexico City
Los Angeles-Mexico Ciy
Luss Angeles-Mezion City

Montseal, Torono, New York, Chitago, Kansas Clty-

American President Domiestic
American President Domestic

& Limes a week
3 umes 4 week

K-Line/Ral-Bndge Comp, Weekly
K-Line/Rail-Bridge Corp. Weekly
Milsui-O5K Lines Weekly

Mipon Yosen kaisha Twice a weak

—— e ————

Source: Containerisation nernationul, May 1991 p. 67
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Table 44
Breakdown of annual container production by regionfcountry for 1989-199]
- {in TEUs)

" Region/Country 1691 19940 1989 Current production split
Standard Special
per cent per cent

Asia

Republic of Korea 325 000 350 000 347 000 o920 #.0
Taiwan Province of China 115 000 100 000 100 000 94.0 6.0
China g5 000 45 000 40 000 100.0 0
Thailand 45 (00 35 000 20 000 100.0 0
Malaysia 45 (00 10 D00 - H0.6 0
India 40 00 25 000 18 000 1000 4
Philippines 15 000 14 000 12 000 100.0 0
Japan 10 000 15 000 27 000 8.0 92.0
Indonesia 10 000 1 000 - 106.0 0
Singapore 10 000 5 000 1,000 100.0 L)
Subtotal 710 000 G0 000 565 000 938 6.2
‘Europe

Former USSR 35 000 40 000 35 000 HOOLG ]
Italy 30 0060 45 (0o 40 (00 500 50.0
United Kingdom 15 000 20} D00 15000 200 20.0
Federal Republic of Germany 15 000 17000 18 000 40,0 &60.0
Scandinavia 15 000 7 000 5 000 a0.0 10.0
Poland 9 000 7 000 8 000 S.0 10.0
Spain/Portugal 8 000 8 000 8000 80.0 200
Hungary 3 000 5 000 5 000 70.0 300
':fI‘urk:e:.r 3 000 - - 1000 {l
Benelux 2 000 8000 9 000 7540 250
“Dthers 5 000 13 000 10 600 800 20.0

140 000 170 000 153 000 68,5 315 "
Central/South America 20 000 2 000 : 100.0 0
18 00 17 000 15 000 G0.0 10.0

gth America 10 000 o 000 15 000 0 100.0
2000 2 000 2 000 0 100.0
s 50 000 30 000 32 000 720 28.0
' WORLD TOTAL 900 000 800 000 750 000 88.8 115 |

S

ource: Containerisation International Yearbook, 1992, p. 14,



F, Waorld contaings popuiation

126. Avcording to eslimauons made by Cargoware
Intemnational, the world container populaton duning
last five years has tended o expand by 7-8 per cent
yearly, At the beginming of 1992, the world contamer
populaion stood at about 68 million TEUs.
Approxmately one-halfl of the world's conainer feat
has been delivered during the past five years (1987-
1991). During this period, replacemeni of scrapped
containers has steadily représentzd aboul 5 0 6 per
cent of the total contaner population. Out of wial
production of 900,000 TEUs in 1991, gpprosamitely
350,000 TEUs have gone to exchamge scrapped
containers and 550,000 TEUs have been added o the
conainer feeias ws direct expansio.

G, Failure 10 inunduce wide-pody _contamer
standard

127, Pressure for the inweduction of larger-than-180
standard containers hus besn reflected in the work of
180 and an attiempt W introduce & new standard for
the so-called second generation wide-body container
has been made.  This task was entrusied 1o the
Working Group 4 “Future Comiainers’ (WG4
convened within the Inernational Organization for
Standardization's (I50) TC 104 In 1987, Numerous
subsequent meetngs of this group has revealed the
complexity of the problem and the difficully in
finding & universally acceptable solution, However,
the group hias [inally managed to develop i technicul
report entitled “Future Wide-body contalners” and 1w
submit t to the sixeenth meeting of TC 104 (15-17
May 1991, Seoul) for adoption 4s "4 prospective
standard for provisional application” for a period al
ol more than tyva years after ns official publication
hy 180.

138, This lechnical report praposed the following
main exiernal  dimensions for fulre generation
CRIAINETS ©

Heght: 1886 mm (Y leel & inches)
2591 mm (8 feet 6 anches)
Length: 7430 mm (29 feel)

14935 mm (49 feen
Wi 2595 mm {8 ledlfoinches)

120, These parameters differod Trom thuse adypied
by the regional siandardization bodies, wiich had been
bascd, in gereral, om non-IS0 unis already 0
operation i the regrns. 1§ view of the massg
upposition voiced  before  and  durmg the
sixteenth sossion al TC 104, the WGH document wis
nal ddopted tor publication as a lormal 150 keshmeal
report,

|3 According o many  oporalors, w150
dimension conliners Pose Braak INCONYERINGES Im
their transporiation and handling and gonseguently
provoke additional cosis and reduced Frexibiliy.
UNCTAD's repon 'Developments in the field of
comatner standards’ (TD/B/CA/AC.TYE) indicatad
that there wes no amversal need for oversized
containers and hence litle prospect of their heing
penerally adopied in the near (uture, Furthermore,
according 1o (he same reposl MEm wer some
indications that the niarkets where such conuiners
were in demand, had approached sauration, and
orders for such vontainees had been dechimng,

131, Allogeiier @ shift of auiude has become
noticeable I relaion @ the use of oversized
containers. [ndecd, Macrsk and other pperatars use at
the moment on the Europsan continent cnly
refrigerated 45-foot containers, while Siea-Land has
completely atandoned this type of conkines.

132, Al its sixteenth session in May 1991 'TC 104
confirmad 8 decision o mroduce an additonal
contdiner height of 9 foot & inches (19 m) min the
150 668 standard with designation [AAA (40-foot)
and IBBB (30-foot). A draft intermauonal slapdard
(DIS) 1n this respect has been circulard by the 180
secretarial (o all 18O member bogdies for voting.
Publication as an [nemuuonal Standard requires
approval by @ leasi 75 per cent ol the member tadies
CASHNG 3 Yoo

H. Autpmalic container \dentificauon

133, A now intermatonal stndard 1500 10374
"Freight vomainers - Automatic [dentificanon was
approved by 180 member bodies m 1991, This
siandard  specifies a sysiem for (he aulomatic
identificanon ol vomainers and the clectronic transier
of the sdentity of the container and permanent relatad
information o third parties in & standard format 1iis
intended thal the Automatic Equipmeni Identification
(AED) systemn will facilitate documentaiion, resource
conrol, and communications, including electronlc data
processing  sysiems,  The siandard spells the
ppergtional fequirements Lo the basic comporients of
the AEI systzm (electronic device - (g - on conLainer
and electroni  semsing  equipment), sdfely  and
regulatoey corsidersuons, 1ag posioning, .

| Leasing indusiey

134 By the end of 1891 the containgr leasing
sy was i possesswon of around 3 milhon TELI,
whereas the contgines population of shipging hnes and
other owners was approaching 4 million TEVS. That
means it the gap bebween operator and  lessor




ownership is widening: (the share of lessors in the
world container stock slipped from 47 per cent at the
end of 1990 to less than 43 per cent al the end of
1991, -

135. Conuiner stocks of ten major container lessors
by the end of 1991 and the estimated additions in
1992 (in TEUs), classified by type of containers, are
shown in table 45.

136. The process of concentration in the industry is
continuing, which means that the companies are
striving to benefit further from the economy of scale
factor by increasing their container fleet without a

65

proportionate increase in the costs of operations. For
example, the plans of one of the leading container
lessors, Typhook, for the 1991-1992 financial year,
predicted the acquisiion of an additional
120,000 TEUs thus bringing the total Meet by the end
of April 1992 to 524,000 TEUs.

137.  Another major container lessor, Textainer, was
also boosting its container fleet. The company was
planning to add about 70,000 TEUs during 1992 to its
contamer stock which would amount 10 more than
200,000 TEUs by year end. The company intended to
bring its flee: to more than 400,000 TEUs by 1995,

Table 45

maj

¢ Conta

{(in TEUs)

TEUs

2 258 919
144385

8 543

92 636
76 270
51003
2451

9 768

High cube

2 645 609

Source: Institute of International Container Léssors.

Note: The stock of other leasing companies was estimated at 350,000 TEUs. The scrapping figure for the
world container industry was estimated at 122,265 TEUs in 1991.
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Chapter VAL
OTHER DEVELOPMENTS

& United Nauons Convention on 4 Code of

Conduet for Liner Conferences

138, The Unttsd Malens Convention on a Code of
Conduct for Liner Conferences came o farce on
6 Ocwhber 1983, Throughout 1991 the number of
Contracting Parties remained at 75. namely; Algena;
Bangladesh; Barbados: Belgium: Benin; Bulgaria
Burkina Faso; Cameroon, Cape Verde:
Central African Bepublic, Chile; Ching; Congo; Cost
Rica; Cote d'Tvowre; Cuba; Czechoslovakia; Denmark
{eacept Greentand and the Faroe Islands); Egypt
Ethiopia; Finland; France; Gabon; Gambia; Germany;
Ghana; Guatcmala, Guinea; Guyana; Honduras; India;
Indonesia; lraq: laly; Jamaica; Jordan: Kenya
Kuwait; Lebanon: Madagascar, Maluysia:  Mali,
Mauritanid:  Maueitins, Mexico, Morotco;
Mozambique; Netherlands (for the Kingdom in Evrope:
and Aruba); Niger; Nigeria; Norway; Pakastan, Poru,
Philippines; Porugal; Republic of Korea; Romania;
Saudi Arabia; Senegal, Sierra Leone; Somalia;
Sri Lanka: Sudan; Sweden: Togo! Trnidad and
Tobago: Tunisia; Union  of  Soviet  Socaalis
Repuhlics; * United Eingdom of Greal Brtain and
Northemn Ireland (on behall of the United Kingdom,
Gibraler and Hong Koog); Unsied Republic of
Tanzania; Uruguay; Venezuels, Yugoslavia; Zaire and
Zambig,

B Review Conoference of ihe Unied Nalons
Conventinn on 8 Code of Condugt for Liner
Conlersuces (resumed session)

139, The resumed session of e  Review
Conterence. commenced work an 21 May 1991 and
comcluded on 7 June 199] with the adoption hy
consensus of 8 resolunon proposed by the President ol
the Conference. &

|40,  The resolution gdopmed by the Conference,
while reaflirming the continuing validity of the
Convenuon, Incomorates st guidelines relatng 1o the
implementauon ol the Convenuon,  Three ol the
eyidielines relae o the modalives of implémentaunn
of the Convention, Two of these umphify the roke of
Goveramients i Code mpleméntabon, whild ihe othwr
recopnizes cablective consuliatons by a group al
bl shippers” councils, The other three guilelines

relate 1o technologiedl and structural changes in liner
shupping. Twao ol them are designed to include
multimodal  wanspart.  services  and  manshpmen)
services explicily within the trade-shaning provisions
of the Code, while the other is designed to mclude
contaner siot-chartering and space-chanering within
the Code voncepl of chartered (onnage.

141, The resolution also includes two operative
paragraphs  which  deal with  the conunuing
technolpgical and structural changes in liner shipping.
O of these calls for discussion berween Contracung
Parties and relevanl commercial parties on a bilateral,
subregional and/for regional basis of the implicauons
for the developing counties of the continuing
technological and structoral changes i liner shipping,
while the other requests UNCTAD and relevant
intergovemmental orglnizations 1o continug o sudy
awithin the contest of their programmes of work during
the 19905 the implicatons of these changes for the
developing countrigs.

147 1In pther operauve paragraphs, the resalutdn
recognizes the role of the Registrar in providing
guidance and assistance o Govérnments towards the
effective * implementation of the Convénton and
requests that the neat Review Conference be held 1o
accordance wih the provisions of article 52, which
would te m 1996, or any ume earlier i requesied by
one-third of all Contracting Parbes,

. Unhed Natons Convention on Intematonal
Multimodal Transport of Goods

143 This Convenbon, = adopted by consensus an
24 May 1980 by the United MNations Conference ol
Plenipotentiaries, was gpen for signaturg in New York
from 1 Szplember 1980 w31 August 1981 dnd
remained ppen for accession thereafier. 11 wall enfer
mto force 12 months afier 3) Stales have become
contrscbing partics by delinitive signaure, ranfleanon
or gccession.  In 1991 one more country, Zambia,
jointed tha other e Contragung Parues b the
Convenbon - Chile, Malawi, Mexieo, Rwanda and
Senegal. Aooiher ibrea countries - Morboeo, MNorway
and Venezoela - have signed the Convenuon subpect
i ratificandm,

Eooaw ool 24 Diecember YT e ossiie Bossian Fedératiun e sed 00 gl ol the Unien ol Sovier Sodiks

Repubhics inothe United Nations




D.  United Nations Convention on the Carriage of
Goods b Hamburg Rules

144. This Convention, = adopied by consensus on
30 March 1978 by the United Nations Conference of
Plenipotentiaries, was open for signature m New York
from 31 March 1978 to 30 April 1979 and remained
open for dccession thereafter. Tt will enter into force
12 months after 20 States have become contracting
partiecs by definitive signature, vatification or
accession. On 7 October 1991 the
twentieth country - Zambia - became 4 Contracting
Party (o the Convention. The Convenbion thus had the
necessary number of Contracting Parties for entry into
force. It will enter into force on | November 1992, in
all wades from or io a Contracting Party, The
Contracting Parties 1o the Convention are: Barbados,
Bowswana, Burkina Fase, Chile, Egypt, Guinea,
Hungary, Kenya, Lebanon, Lasotho, Malawi,
Moracco, Nigeria, Romania, Senegal, Sierra Leons,
Tunisia, Uganda, Uniled Republic of Tanzania and
Zambia.  Another 22 couniries - Ausiria, Brazil,
Czeehoslovakia, Denmark, Ecuador. Finland, France,
Germany, Ghana, Holy Seée, Madagascar, Mexico,
Norway, Pakistan, Panama, Philippines, Porugal,
Singapore, Sweden, United States, Venezuela and
Zaire - have signed it subject o ratificauon.

E.  United Nations Convention on Conditions for
Regisrarion of Ships

145. The United Nations Convention on Conditions
for Registration of Ships was adopted by consensus on
7 Eebruary 1986 by the United Nations Conference on
Conditions for Registration of Ships at the fourth part
of its session, = The Convention contains a set of
minimum conditions which should be applied and
observed by States when accepting ships on their ship
register(s). 1t defines the elements of the "genuine
link" that should exist between a ship and the State
whose flag it flies and thus contains provisions for the
participation by nationals of the flag State in the
ownership, manning and management of ships. The
Convention also stipulates that flag States are required
w exercise cffectively their jurisdiction and control
over ships flying their flag. It also provides for the
establishment by a flag Swate of a competent and
adequate national maritime administration which is
responsible for a number of specific tasks such as
ensuring that a ship flying ns flag complies with the
State’s laws and regulations conceming registration of
ships and complies wilh applicable intermational rules
and standards concerned with the safety ol ships and
persons on board and (he prevention of pollution ol
the marine environment, The Convention wall enier
into force 12 months alter (be daie on which no less
than 40 Stawes, the combingd wnnage of which
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amounts o at least 25 per cent of world lonnage, as
supulaied m amnex HI to the Conventdon, have
become Contcacting Parlies wo 15

146. By the end of January 1992, the Conventon
had been ratified by the (ollowing eight States:
Chte d'[voire, Egypl, Haiti, Hungary, Irag, Libyan
Arab Jamghiriya, Mexico snd Oman.  Another
nine States had signed the Convention subject to
ratification, acceplance or approval: Algeria, Bolivia,
Cameroon, Czéchoslovakia, Indonesia, Moroceo,
Poland, Senegal dnd the fermer USSR,

F, Working Group on  Intemational Shipping
L_._eg&' tion

147, The subject of gemeral average was under
review by the Working Group on International
Shipping Legislation (WGISL). The thineenth session
of the WGISL which was held in Geneva from 11 1o
19 November 1991 discussed the matter, having
before it a report prepared by the secestariat entitled
"General Average - A preliminary  review"®
(TD/B/C.415L/58). The WGISL decided to request
the UNCTAD secrelariat to approach, in consuliation
with the Comité Mantime International (CMI), the
insurance industry and international organizations
involved with general average, 1o study the extent to
which insuwance arangements could simplify the
operation of the general average system. [ [orther
requested the secretarial 10 consull Governments of
developing countrics and their commercial interests
concerned with general average on their experiences
and dlso 1o seek fo obtain some relévant statistics, in
panicular on the time and expenses involved in
general average seitlements.

G. Maritime liens and morigages

148, The dralt Convention on Mantme Liens and
Morigages, prepared by the Joim UNCTAD/IMO
Intergovermnental Group of Experis on Maritime
Liens and Mortgages and Related Subjects, will be
pliaced before the Conference of Plenipotentaries for
consideration and adoption in the spring of 1993, The
General Assembly of the United Nations, at i fony-
sixth session, upon recommendations of the Trads and
Development Board, decided that {Resolution 46-213)
d United Namons/Intemational Maritime Organization
Conference of Plenipotentiaries on a Drafi Convention
on Maribime Liens ond Morgages be convencd al
Geneva during: the Tirst balf of 1993 for a period of
three. woeks 1o consider the drall convention dnd o
cmbody the results of its work ina Convenlion on
Maritime Lienyg and Morlgages,
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Box 4

Eswablishment of the UNCTAD Standing Commities an Pevelpping Servites Seciors:
Fuostening Competitive Services Seciors i Developing Countries "

The United Nations Conference on Trade and Development 4t its eighth session held i Carwgena de
Indias (Colombia) in February 1992 agreed thay with the exception of the Specidl Commitiee on Preferences
and the Intergovernmental Group of Experts on Restncuive Busiess Pracuices, whose Lemmis ol reference
remdined unchanged, the existing Commitees of the Board shauld be suspendied anil standing commitiess on
the following topics be established: "

- Commodities

- Poverty alleviation

Ecantmic cooperation among developiog countrics

Developing services sectors: fostering competitive services seciors ln developing countrias,

I was decided that the terms of reference of the Commitiee on Shipping and of the Commiltze on Finance "
and Invisibles related to Trade (lnsurance) should be included in that of the Standing Commitieés on Fostering
Compelitive Services Sectars i Developing Countries. &/

" In sccordance with the Cartagena Commitment, the Trade and Developmenl Board ai the second part of
the thirty-eighth sesston adopled on | May 1992 terms of reference of the Standing Commitiee on Developing "
Services Sectors: Fostering Competitive Services Sectors in Developing Countries. by

" The main tasks of the Commuttee in the field of shipping, ports asd multimodal transpon were particularly
focused on:

(4) Review of shapping policies %0 as to idenuly sicmenis leading @ the development ol comipeilive
shipping sectors, m order Lo enhance the participation of developing tounires in warld shipping;

(h) Consideration of conditions facilitating inira-regional and inerregional cooperation; {i
(c) Eachange of information on infrastruciure development, mcluding port infrastructure;
(d) Identification of human resources development needs, mcluding on-the-job tralning;
" {e) Exchange and dissemination of inlormstion on developments in the shipping seclorn,

(N The efficient conduct of muitimodal transport processes, bearing n mind econonic. commercial and
legal aspects;

(g) Review of technologlcal developments that affect maniime ransport;
I
ihy Conswleration of various aspects of port managemen! operalions, with 4 view to imcreasing efficiency,

The Commillee should take into aceount the work of the Ad Hic Working Group on Trade Efficiency on
transport-related imformation systems:

I The Committee shall ensure thar s work does not duplicate or overlap the acuvities of GATT.

The Commiltiee will hald separate sessions on seryices 0 general, shipping and Insurince, respeclively,

For lurther wnlormation se¢ A New. Partnership Iy Develppment, The Cartagend Commitmeant’
(TR TNV Se ).

b For the full text ol the résolution. see UNCTAD/PSM/CASALY and anney, V 1 the present repor.




149. The drafi Convention aims at achieving greater
international uniformity and introducing a widely
acceptable international legal instrument governing
maritime liens and morgages. It covers such issues
as; recognition and enforcement of
mortgageshypotheques and charges, claims o be
granted maritime liens status and their priority, rights
of retention, extinction of maritime liens, effecis of
forced sale, and provisions dealing with temporary
change of fag.

H.  New UNCTAD/ICC Rules for Muliimodal
Transport Documents

150. The new UNCTAD/ICC Rules for Multimodal
Transport Documents, elaboraied by a working group
set up jointly by UNCTAD and the International
Chamber of Commerce (ICC) in 1988, ok effect on
| January 1992, The Rules set minimum standard
conditons for contracts of camiage. They are betier
adapied 10 current forms of wanspor, which are
increasingly dominated by the use of containers in
intarnational twade, than the 1973 ICC Rules for 4
Combined Transport Document. The old ICC Rules
became inoperable as of 31 December 1991, The new
Rules explicitly retain the "nautical default defence”
imbedded in the Hague Rules. Before the Convention
on the International Multimodal Transpert of Goods
entered into force, the UNCTAD/ACC Rules were the
means of providing a private ransport conlract with a
conststent legal regime,

I: Technical cooperation and fraining

151, UNCTADs technical cooperation and raimng
progmmme in  shipping, ports and multimodal
transport declined slightly in 1991, A 1oal of
37 projects were executed during the year, for a total
valee of LIS 3.2 million.

152. The TRAINMAR programme. which is helping
promiie a greater maritime and multimodal. transport
traning capability in developing countries, continued
it expand and, by the end of 1991, some 43 traiping
centres were participating in this programme, These
cenires are organized within regional and subregional
networks o facilitate mutual cooperation. The
programme i1s managed by a Central Support Team
based in the Shipping Division which provides
pedagogic support, promaotes extension of the
networks, and sesks donor support for specific
activiies, Although the ultimate objective is for
Cenires that are [inancially and technically seli-
sufficient, seven country projecls.  six regional
Projects, and two inter-regional projects, financed by
8 variety of donors, were being undertaken in 1991,
. These projects were helping:

- To establish viable wraining centres m certain
countries:

- To develop new courses and upgrade existing
ofies;

- To provide technical and pedagogic advice to
all centres;

- To finance the wavel of counlerpans for
LrEining purposes,

153. Over 20 policy seminars were conducted by
UNCTAD w 1991, These included:

- Multimodal Transport Workshops developed
under the TRAINMAR programme;

- Improving Port Performance (IPP) Seminars on
Contaner Terminal Development Policy and
Equipment Maintenance;

- Strategic Planning Workshops for Semior
Shipping Mamagement (STRATSHIP),

. Contginer  Terminal Managemenl Seniinars
developed and delivered jointly with Antwerp Port
Engineering and Consulimg (APEC).

154. The development and implementation ol an
Advance Cargo Informason System (ACIS) lor
African transport operators in Sub-Saharan Africa
comtinued during 1991, By year end the Tollowing
relay logistics umits (RLU) modules had been
implemented:

- The UN/EDIEACT manifest wransfer system
had been installed in Dar es Salaam and satellite
wansmission  of Mmanifests rom  Ewope  via
INMARSAT was operational;

= The Harbour Master module had been installed
in the ports of Dar gs Salaam and Mombasa;

- The Railtracker module was  operational
allowing goods and rolling stock o be wracked on Tive
rail neiworks (Malawi, Tazara in the United Republic
of Tanzania, Zaire, Cameroon and Senegal) and under
installaticn in Ghana, Cote d'Ivoine, Burkina Faso and
Mali;

The Railtracker lulorial had becn suecesslully
used 1o wan pperalors in Malawi, Tanzania, Zaire,
Cameroon and Sencgal;




Umitorm systems of both rasl and por statistcs
and performance indicators were being implemented
progressively.

Development work was conlinued on the road-tracking
and lake-iracking modules. A Shippers’ Council
daiabank had been installed in Dousla, Cameroon.

155, In addidon o several pew TRAINMAR
prajects, the following other projects were initiated
during 1991:

{(a) A preparatory assisiance project in the
Libyan Arab Jamahiriya developed proposals o assist
the General National Mariime Transport Company in
improying its orgamizational structure and (leet
composition o maximize the company's operational
efficiency,

(hj UNCTAD is collaborating with the
International  Maritime  Organization  (IMO) in
updating and harmenizing the maritime legislation of
Central Amertcan countries (Costa Rica, El Salvador,
Guatemala, Honduras and Nicaragua). The objecuve
is to bring the laws and regufations op 0 current
inernational standards, making them complete and
comprehensive.  The project will provide the legal
framework for more effective and profitable marinme
transpiort in the subregion;

{¢) In Ethiopia & dralt mariime code has
heen prepared and is currently under distussion by a
team of national counterparis, The project inclodes
the preparanon of draft laws and regulations on
maritime administration, marine satety and pollution,
maritime commercial law and port and harbour
regulations. The preparation of guidehlines for the
harmonizaton and modermization of matonal
legizlation of the member countries of MINCONMAR
is underway. The project entails, inter alia, a reyiew
of the various intermational Conventions on marilime
faw 0 which MINCONMAR member States may be
recommended 1o accede, with due regard for economic
and technological implicatons,  MINCONMAR
member countries would be advised on follow-up 1o
the recommendations of the report upon their adopton
by the MINCONMAR Ad Hoc Commitlge oOn
Maritime Legislation:

{¢) Funds have been obtained lor the
development of two new training programmes in Port
Tanfl Managament;

A iree- 1o four-day stealegy course (PP
i

A ene- 1o two-wieek middle management
LOnrs.

i

A drall of the poacy course maenial allowed a first
try-out of this cowss 1o be conducted in
December 1991, The course matenals are now being
fnalized and will be used wm the preparation of the
middle managament course in 1992,

156. Funding for UNCTAD's techaical codperation
and iraining activities n shipping, poris  and
multimodal  lransport  was  provided by the
United Nadons Development Programime (LINDF), the
Ewopean Economic Community (EEC) and the
Governments of Belgium, France, Germany,
MNetheriands, Norway and United Siates of Amenica
and by Lhe reciplent countries themselves.

&, Recent developments towards the establishing
of the EEC common shipping policy

157, In 1991 the Commission of the European
Communities continued Lo base its work in the field of
mantime transport on the political decision adopled by
the EEC Council of Ministers in December 1986. &
Al the same ume it tried 10 improve the proposals
which it had' already made with respect o the
"posilive measures”, Thus, for instance, with 8 view
1o promoung the Community fleet's competitiveness,
the Commission pmended (s proposal, following the
opinion of the European Parliament, for 2 Regulation
selling up @ Community shipping register. The
purpose of this Regulation. which is intended lo
provide shippers with & joini mstrument (o offset the
advantages granted to shipowners who operate ships
MNying other flags, i5 twofold. First, by refunding the
taxes paid by shipping companies on the eamings of
seafarers, it is intznded (o reduce operating costs and,
accordingly, halt and reverse the decline in
Community fleets.  Secondly, the Regulavon ls
designed 1o ensure that, as [ar as possible, Community
nauonals are employed on Commumty vessels.

158. Regarding legal obbgations concerming the
completion of the Single Market, the Commission
continued ks efforts to obtain & Council decision on &
drafl cabotage regulation, As a result, the Council of
Ministers meeting on 17 December 1991 agreed in
prnciple 1o a poposal {or (he liberallzation of
cabotage swring on 1 January 1993, with an
exemptions lime-tbly for which dates had not yet
been stated.

159. At the Coungil of Ministers meeting ol
25 February 1992, a Regulaton was adopted which
anthonzes the Commission 1O grant o consortia group
exemption from the prohibition of agreements,
restricling  competition i accordance  with  the
provision OF the Treaty of Rome, A legislavve basis
has thus been created which will allow the seclor 1o

Fi_
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be sweamlined and at the same time guaranice
effective competition. The Commission continued its
consideration of a number of complainits and requests
for individual exemptions on the basis of EEC
Regulation No. 4056/86,

160. The Commission has continued its talks with
member States on the adjustment of bilateral maritime
agreements on cargo sharing. Member States are
required by Regulation 4055/86 to adjust or terminate
such agreements.

161. The Commission developed cooperation with
non-EEC  countries by organizing seminars on
maritime policy and round tables. Thus, & seminar on
"Central America’s Maritime Policy in the 1990s" was
held in Costa Rica in September 1991. In addition,
the association agreements concluded by the
Community with Czechoslovakia, Hungary and Poland
include specific maritime transport provisions, such as
markel access.
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Code 1
Code 2
Code 3

Code 4

Code 5

Code 6

Code 7

Code 8 - 8.1

Code 8.2

Classification of countries and territories

Canada

Japan

Australia

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

South Africa

Albania
Bulgaria
Crechoslovakia
Hungary (L)

China
Demacratic People's
Republic of Korea

Northern Africa

Algeria

Egypt

Libyan Arab Jamahiriya

Western Alfrica
Angola

Benin

Burkina Faso (L}
Cameroon

Cape Verde
Congo

Céite ' Ivoire
Equatorial Guinea
Gabon

Gambia

Ghana

Guinea

United States of America

New Zealand

Ialy
Luxembourg (L)
Monaco
Netherlands
Morway
Portugal

Spain

Sweden
Switzerlard (L)
Turkey

United Kingdom of Great Britain

and Northern Ireland

Poland
Romania

Former Union of Soviet Socialist

Republics

Viet Nam

Moroeeo
Tunisia

Guinea-Bissau
Liberia

Mali (L)
Mauritania
Migeria

5t. Helena
Sao Tome and Principe
Senegal
Sierra Leone
Togo

Zaire



Code 8.1

Code 9 - 9.1

Code 9.2

Code 9.3

Code 9.4

Code 9.5

Code 10 - 101

6

Eastern Adnca
Burundi (L)

Comoros
Dijibout
Ethinpia
Kenya
Madagascar
Maun s
Mozambique

Caribbean and North America
Anguilla

Antigua and Barbuda
Aroba

Bahamas

Barbados

Bermuda

British Virgin Islands
Cayman Islands
Cuba

Dominica

Domimcan Republic
Greenland

Grenaida

Central Amcrica
Belize

osta Rica
El Salvador
Guatemala

South America - Northem Seaboard
Guyana

French Guyana

Metherlands Antlles

South Amenca - Western Seaboard
Chile
Colombia

Sauth Amernca - Eastern Seaboard

Argenting
Bolivia (L)
Brazil

Western Asta

Bahrain

Cyprug

Iran (1slamic Republic of)
lrag

Jordan

Kuwatl

Lebanon

Reunian

Seychelles

Somalia

Sudan

Uganda (L)

United Republic af Tansania
Zambia (L}

Guadeloupe

Haii

lamaica

Martinigue

Moniserral

St. Pierre and Miguelon
Saim Kitts and Neyis

Saint Lucia

Sainl Vincent and the Grenadines
Trinidad and Tobago

Turks and Caicos Islands
United States Virgin Islands

Honduras
Mexico
Nicaragua
Panama

Suriname
Venezucla

Ecuador
Peru

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

Chman

Qatar

Saudi Arabia

Syrian Arah Republic
United Arab Enarates
Yemen
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Southern and Eastern Asia
Bangladesh

Bhutan

Brunei Darussalam
Cambodia

Hong Kong

India

Indonesia

Macau

Malaysia

Code 10.2

Code 11 Malia

American Samoa

Christmas Island
(Australia)

Fiji

French Polynesia

Guam

Kiribati

Naury

Code 12

Motes to Annex [

development of any country or territory.

Countries of Central and Eastern Europe; Code 6.

\ Socialist countries of Asia: Code 7.

“of which:

~in Africa: Codes 8.1, 8.2 and 8.3

in America: Codes 9.1, 9.2, 9.3, 9.4 and 9.5
in Asia: Codes 10.1 and 10.2

in Oceania: Code 12

- Developing countries and territories: Codes 8, 9, 10, 11 and 12.

Maldives

Pakistan
Philippincs
Republic of Korea
Singapors

Sri Lanka
Thailand

Union of Myanmar

Yugoskavia

New Caledonia
Papua New Guinea
Samoa

Solomon [stands
Tonga

Tuvalu

Vanuatu

Wake Island

(1) This classification is for statistical purposes only and does not imply any judgement regarding the stage ol

- (2) Trade statistics are based on data recorded at the poris of loading and unloading. Trade originating in or

. destined for neighbouring countries is atiributed to the country in which the ports are situated; for this reason

~ land-locked countries do not figure in these tabulations. On the other hand statistical @mbulations on merchant
fleets include data for land-locked countries that possess fleets: these countries are marked "L

(3) The groups of countries or territories used for presenting statistics in this Review are made up as follows:

- Developed market-economy countries and territories: Codes 1, 2, 3,4and 5

10 certain tables, where appropriate, five major open-registry countries are recorded as a scparate group. The
ef0up comprises Bahamas, Bermuda, Cyprus, Liberia and Panama,

& Through accession of the German Democratic Republic 10 the Federal Republic of Germany with effect
1 3 October 1990, the two German States have united 1o form one sovergign State.  As from the date of
Ication, the Federal Republic of Germany acts in the United Nations under the designation "Germany”.

b A dispute exisis between the Governments of Argentina and of the United Kingdom of Great Britain
i ._"Nﬂrﬂ!mn Ireland concerning sovereignty over the Falkland Islands {Malvinas),
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Annex 1

World seabome wrade 4/ according to geographical areas, 1970, 1949 und 1990

(Millions of wons)

——

Area by Year Goods loaded Gioods unbonded
il ey Tatal wll il by
Cargo poirds A FHTED
Crudeé Prosdiicts Crude Produsts
Déveloped mirkel-
actnomy countries
Morth Amernca 1970 07 53 IR0 114.0 T34 103.6 1700
1984 L3 255 5033 03 260.1 GR.6 2238
1984 14 25.8 315.1 5423 2749 1008 276
Jgpan 1470 13 41.6 419 1764 34 235.1 4358
1589 13 B0.3 g1.4 194.2 BO,5 432.5 TE.2
1990 12 B1.9 #3.1 2012 2.0 440.7 T8 ||
Ausralia and 1970 1.3 823 Q36 188 Z9 154 Tl
New Fesland 1989 59 16 260.5 2680 £ 12 17.8 330
19490 L | 1.5 2663 it p i) & T2 151 338
Eitqope 1970 286 82.3 244 8 3556 621.0 1041.4 4649.1 11504
JUED 1832 116.1 47(kE T70.1 4230 16485 7489 i 34).4
1590 162.1 1242 48232 ThE.5 446 8 1727 T63.32 | 3827
South Afric 1970 - 132 132 BB 16 62 176
|95y 11N LS| 2007 03 9.5 3.5
1891) §2.5 82,5 219 03 96 31.8 ||
Subtoial: developed LT 9.3 w2 6999 I3 %07 4 i ATR Baa 7 10280
MATkel-Sconamy 1984 190 |46 1.385,1 | 730.4 BOZ.A 336.1 14325 | 2307
COLUNEIES 1940 1727 1527 1 4280 | 7534 G534 3630 L4502 | 27756 it
Counries of Central ||
and Eastery Europe
Countries of Central 1970 Lz 34 4.8 8.5 L0.8 10 24932 430
and Eastern Europe 1984 16.5 435 a0 8.6 (1% 54,7 28.0
" {excluding the 1990 85 412 4.7 el R VR 58.2 K6.2
former USSR “
Fomwr USSR 1970 .0 29 6.0 1069 25 - 1j.4 144
198G 64.5 826 46,2 163.3 T4 K Mo B7.4
150 Su6 46,8 A4 149 .4 7.0 05 T9.0 86.3
Secialist counmes ol
Socialist countries ol 1970 0l 13.3 13.4 5.4 .4 244 302
Asiz 1989 330 459 47.4 E33 ik b Ta.1 832
15410 || Al Ay, | R21 LR L3 0,4 5.0
Developng couniries
and lermifones
Morthern Alrics 1970 2214 56 283 2554 oy 55 17.9 LN |
1080 [Fd.01 IR6 3332 358 6.4 45 1.3 1224
19ai 1827 35 2.0 24632 634 43 1.8 1255
Western -AlTicu LT Bl.5 .0 [l.5 1230 1.6 4.0 148 224
19%4 123 .0 33 il6 175.9 337 33 27h
1940 1271 L 5§52 1857 4.0 32 097
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Annex [I (continued)
— — — — — —

Goods loaded Goods unloaded "

il Dry Total all il Dy Total
cargo goads cargn all

Crude Produets Crude Products gm4|

Bastern Africa 1970 - 12 16.1 17.3 55 26 B3 16.4 "
1989 - 0.7 w0 0.7 6.0 2.6 159 2435
1990 L 0.6 9.3 9.9 6.4 2.6 16.0 250

Caribbean and North | 1970 - 14 284 208 235 4.5 12 39,2 "
America 1989 135 141 271 527 8.3 RS 20.2 57.0
1990 4.0 11.8 289 54.7 9.7 B4 20.0 58.1

Central America 1970 - 37 19 13.6 6.0 53 6.5 15.0 ||
1989 767 7.1 180 101.8 39 23 15.5 22
1550 1.3 70 186 106.9 4.0 2.8 15.4 227

South America: 1970 1311 1.8 36.0 2780 3.1 3.0 6.7 729 "
Northern Seaboard 1989 55.6 24.3 16.3 96.2 - 1.5 19.0 205
1960 56.3 24.2 17.0 05,5 : 1.5 14.8 20,3

South America: 1970 4.6 1.6 29.8 339 4.1 I3 5.9 115 ||
Western Seabosard 1989 169 B.O 336 58.5 3 1.4 14.6 19.4
1990 174 B2 36.0 1.6 33 13 144 19.2
Sonth America; 1970 0.1 14 54.3 555 %8 . 14 198 39.6
Eastern Seaboard 1989 01 4.3 1907 195.1 36.0 Ik i B6.4
1990 01 4.3 197.8 2022 378 28 6.9 67.5
Western Asia 1971 S88.7 b65.6 33 658.6 9 1o 131 14:2

1989 300,40 B3 a1 5079 15.3 7.0 104.9 1272 "
1954 4639 T4 305 560.2 15.6 74 107.0 1293

Southern and Eastern | 1970 350 237 89.3 148.0 148.0 233 1.9 13,9 “
Asig (n.0.5) 1989 74.9 w42 240.0 394 1 141.7 41.3 asta 540,0
1990 7RG 854 2530 420.0 150.4 416 362.9 5549

Developing countries | 1970 - 1.0 : i : 03 07 1.0 ||
in Europe 1950 03 1.1 13 B7 4.5 6 17.5 28.6
1990 0.3 1.1 74 B8 57 24 17,7 253

Oceania (n.e.s.) 1970 % 032 0.5 9.7 06 16 29 53 "
1980 = 0.3 79 82 . 24 35 50
1990 - 03 B0 B3 = 23 36 54

i Stbtotal: 1970 | 10414 | 2169 3684 | 18277 1809 55 159.7 4140 "
|| Peveloping countries | 1989 9262 257.8 6657 | 18408 307.2 80,5 6801 | 1 068.1

i 1990 | 10239 | 25586 68937 | 19730 3215 B0.3 ehEz | 1 uazi"
b World total 1970 | 11100 | 3300 11650 | 26060 | 11010 | 3020 | 11270 | 25300
I 1989 | 12143 | 4767 | 21980 | 38800 | 12490 | 4304 | 23204 | 4 0178
1900 | 12872 4676 | 22530 | 40074 | 13150 | 44598 | 23850 | 41259

Source: Compiled on the basis of data supplied to the United Nations Statistical Office (by repurting countries), the UNCTAD
data bank and other specialized sources.
- -4 Including international cargoes loaded al ports of the Greal Lakes and 51 Lawrence River system for unloading ai poris of
j'm_ﬁfalr-m. Cireat Lakes and St, Lawrence River trade ¢in dry cargo) amounted to 42 million tons in 1970, and 27 million tons in 1980,

b/ See amnex I for the composition of groups.
& Figures rounded 10 the neéarest million.
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Annex lllia)

Merchant fleeis of the world by flag of registration, 3/ groups of tounines < and Lypes of shaps b/

{m thousand g
as at 31 December 1991

Tioeal Mee (il Lankers Bulk carfiees Cienieral Crmbamer Diher Lypes
cf catgo df ships

I World total ¢/ 435306 563 | 134500 263 | 134078 442 | 80125505 | 26783399 | SUEDN 854
Developed market-
econoiny CouTines

“ Australia 2 666 363 TTE j98 | D03 626 72179 121 (4 591 320
Austris 126 175 5 T 482 34 BU% . .
Balgium 263 523 7 DRY : # 345 y 240 (e
Canads 1127 135 184 107 38 280 19 & % (M Te6 902
Denmirk 5736 804 L 351 424 S28 1143 755 248 | &30 421 | 4k 6T
Finland 1 n20) 735 124 990 67 6549 71 736 ; 556 450

I France 1047 h40 | §95 362 405 564 3 K30 S48 #15 R 0RT
Germany 5 B34 882 L0k} 682 633 974 1715912 2 315 381 1 068 733
Gibraltar 873 640 BET 380 RO 600 gE 411 271219
Greeee 23 919 6l 9 354 544 11 348 432 | 493 BR1 35T | 377 242
leeland |65 360 146 A 34 |47 i 131 067
lreland 201 366 6 #75 o 143 71 429 |8 262 85 653

" Lsrmel A0 508 W 22 474 24 617 524 816 k 595
Lialy 7 #4990} 27222 693 2 256 (124 | 017 419 405 68Y | G448 |66
Japan 25 G10 696 6934 396 B 033 015 4 486 112 1442 511 4714 162
Luxemhourg ] 595 224 105 634 RTR B30 44 5340 160 481 146 HEY
Netherids 4 152 297 395 93 300 463 | 39¢ 46 626 185 | 447 550
New Zealand 254 ()34 A0 486 12775 g o 4 AR ST

" Morway 73 747 173 10 RS A0S B K20 K5 | GB3 TT6 {14 445 44373 296
Poriugal THO T4 AR 372 BR SHO 72203 11974 147 654
South Africy 344 459 1 270 p 445 210 464) 132 284
Spain 3 457 (0 | 370 136 655 211 419 055 T AU 90 144
Swedin 3317254 7712271 415290 | 935 0a1 31 446 | &3 228
Swikzet|and 350 274 . 379 32] 17 570 12 333
Turkaty 4 416 967 819 442 2561 §74 819 5711 214 140
Urintesl Koingdor f 7 407 7 TR 26 477 100 191 491 1 (%1 264 22302
United States [fr 4% 551 7 AR3 BHG | 225 A6 1 471 055 2747 W6 3 121 348
Subtotal 145102760 | 47 ST6549 | 38 365 18d L5934 410 12459560 | 27 787 01
i il
Open-tegisiry
countries
Bahimis 14 18G 380 g 454 751 5104 144 2 15 512 B0 057 112 9id

| Bermuda 1136229 | 197927 199 479 114 257 10 411 £19 749
Cyprus 20 361 020 5 247 457 1) 602 586 T 498 419 4% 454 94104 H
Liberla 53 285 509 15 816423 |5 352 h17 1 862 261 2177 791 4 kRO 477
Panama 47 468 938 4 B&Y 224 14 053 063 12332 7% 2932 6 4 48y 4358
Subloial 143445 1% | 57153 TH4 45 SR BG| | 22008 637 6169 125 Pl 695 679
Cenmal angd Eastorn
Europe [
Albania 55 (i) . 57 59 s | 462
Rulgaru | 350773 284 Udi) 0L 178 155 |@3 1 0 4] 275
Caechoslnvikii 200 033 205474 4 557
Hungary 94 403 17352 TR " 5
Pislanid 1181 647 49 471 | i 782 | 1978 464 ni)y 355 4 565
Rumamid 3704 473 BIR BB | 5 330 | 175 M2 15 16t 87346 |
Eommer USSR 26 131359 3 K31 500 ¥ Hdk 360 SAT 190 B3R 132 £ 500 387
Suhthial 18 K14 (a8 4 823 787 7 U 307 12 140 183 T3 844 9\ 7H 035
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Total fleet (il tankers Bulk curriers General Container Other types
<f cargo df ships
Socialist countries of
== |
|| China 13 TRO 495 1 626 B60 5 188 BEG 5103 417 912 767 948 562
Democratic People's
Republic of Korea 489 230 ” 79 092 3565 732 44 406
Viet Nam 537 252 a0 750 21 366 299 603 i 145 633
Subiotal 13 827077 I 717 6810 528G 347 5 Te8 752 G412 767 1 138 61
Developing countries
of Africa
Algeria 921 342 28 326 172 259 203 875 516 §82
Angola 93 643 2052 47 653 23 938
|| Benin 1 666 A 105 1 561
Camerocn 34 765 4 24 120 10 545
" Cape Verde 2] 245 445 t6 683 4117
Comoros 2 296 1703 593
Congo # 508 b 4 B 598
Chte d'lvoire 82 002 300 67 016 14 686
Djibouti 1 838 o G 214 1624
Egypt 1 142 656 156 187 343 079 487 335 156 095
Equatorial Guinea 6 527 .. o 6412 115
l Ethiopia 65 4381 3 809 &2 T40 2932
I Gaben 24 817 652 19 149 5016
Gambia 2720 T a ', 274
Ghana 143 493 065 ; 62 525 B0 13
Guinea 5813 5 1195 4 618
Guinea-Bissau 4 380 i 832 3 548
Kenva 12312 £ 87 .0 o & 585
Libryan Arah
|| Jamahiriya 842 482 580913 9 7TR 181 791
Madagasear 73 447 4 657 51 R26 13 964
Malawi o = e -
Mavritania 41 421 i 2 689 38 732
Mauritiug 79 671 g 46 T05 23139 i 9827
Moroceo 476 §99 e 778 62 339 £4.470 4 608 245 804
Mozambique 37 546 §85 3 11 442 25219 |
Nigeria 496 334 224 559 197 555 T3 820
5t Helena b - o
San Tome and
Principe 1 488 495 693
Senegal 55 T80 i 11 081 44 6599
Seychelles 4 465 > 2116 2349
Sierra Leone 21 262 779 1714 18 749
Somalia 16 730 5 800 7921
Sudan 45 445 832 42 653 1 960
Togo 21 B52 & 5 11 118 10 734 "
Tunisia 176 992 27 030 37230 45 433 167 299
Uganda 5091 2 885 5091
United Republic of
Tanzania 40 547 30 526 7134
Laire 28 (74 & = 13 980 . 14 (84
lSumﬂm] 5 145 260 1 D48 801 691 612 1 648 872 4 608 1,751 367
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— — —  ——— ——

Tetal feet Ol vnkers | Bulk camers Genegsl Cémtainer Other Types
g cargo ships
Develogi .
Anguilla 4778 4 ” 320 =
Antigun and Barbuda 495 369 3598 2 994 363 572 9 436 | 572
Argentina 15372678 419 447 158 662 406 823 S0 890 53 744
Rarbados T 148 & ! 1z i 237 151
Belize 13 613 147] 7950 2 905 3934
Bolivii 4 810 5 9 9610 5 1287
Brazil 5782 |82 1913 548 2 813 206 544 656 B8 971 i
Cayman Islands 408 593 71 535 53 539 169 568 . 473 801
Chile 624 §59 4 187 296 457 133427 113 451 H
Colombiz 311 201 3697 B0 593 209 477 190 802
Costa Rjca 13931 Y - 5 $4§ 15 494
Cuba 726 & 78 296 a0 341 4403 280 K245
Dominica 107 : . 2004 177 354
Dominican Republic i1 374 674 ; H h55 103
Ecuador 79 839 11323 26 629 199 753 2245
El Salvador | 634 ; . b 40 224
Faliland 1slands f/ 15 570 7 1634
Grenada 623 199 15 033
Guaternals 139 - . 424
Guyana 16937 k25 B384 |3
Hain 7l .. A 199 - 10 424
Honduras 870 144 147 196 57 372 526 964 7358 512
Tumaicu I 433 1887 2 454 523§ iz 131 354
Mexico 1 143 306 478 854 16 B16 69 B9 = 1373
Montserrar T ) ) T 577 743
Nicaragua 4 Do4 = 138 ..
Paragiiay 512 a39 . 15 862 2744
Pery 542 258 147 945 93 206 13§ 408 I8 931
51, Kins and Nevis 300 = 3 145 &00
Su. Lokt | 891 . - ! 5M 5
St. Vincen! 3 962 085 586 056 | 435 653 L 571 19% 124 396 357
Suriname 12 876 1 @00 1215 1 343 244 783
Trinidad &nd Tobego 24 444 g 3179 2518
Turks and Caicos 15 263
Isiands 4915 853 1450 < 2612
Uruguay 86 T4 46915 i4m 13392 32944
Vimezuela 960 277 66 312 46 933 192 824 499 152 689
Virgin lslinds British f 473 " 318 - 3m
Subinial |7 882 242 4 512 246 $314017 5 052 944 36) 654 1 63) 48]
ﬂ Developing vountries
of Asia T
Bahrain ZIR298 1 84} a7 142 53 060 T4 135
Bangiadesh 425197 S0 335 554 38 902
Brimel I61.118 9 1 601 359 278 .*,
Cambodiz i . ' o ;
Hong Kong fi AM) THY 813 60l A 260 692 119 464 0z 919 23 103
g 6431 816 1735 351 1 (ed 935 | D28 306 B0 254
Indomiesia 2 360 BOE 589 41 148 757 | iU S 76 629 S05 134 i
brugy, Istamc Bep. of 4 576 996 2 044 M) 1 D4n 500 128 292 157 B2
Irag 926 063 T4 S T 472 125 090
lurdar) L S0 w90 Q858 BEN
Kuwail 1 565 907 1 237937 L 118 S8 24 320
272 628 I 536 44 127 2I0 516 o 446
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Annex 11I{a) (continued)

Total fleet il tankers Bulk carriers General Container Other types [
¢ cargo d/ ships
Malaysia 1 835 (030 241 690 355 785 393 278 269 410 574 887
Maidives 61 678 2 481 21377 30673 o 4320
Myanmar 1 036 512 5308 550 315 416 884 24 415 42 417
Oman 22 578 116 - 117773 ik 10 689
Pakistan 364 497 40 633 % 2911719 i 23 683
Philippines 8474 133 373 437 6 101 391 1 579 664 94 250 325391
Qatar 490 636 160 385 = 162 627 150 662 16 962
Republic of Korea 7 811 151 528 303 4 402 380 1 083 768 1014 803 781 897 "
Saudi Arahia 1 059 639 276 047 i 457 290 &7 109 224 193
Singapore 8 853 234 3 636 698 2 170 406 | 488 418 1133 1530 404 562
Sri Lanka 27T T8 322 92 979 145 243 % 11177
| Syrian Arab Republic 108 875 3 14 017 93 779 : 1079
Thailand 755914 59 964 38 683 465 703 67 843 83 721
United Arab Emirates 867 933 332 319 60 138 19% 362 190 786 85328
Yemen 16 716 1 886 s 3003 = 1927
Subtotal 5577 162 13 956 350 22372473 10 525 358 3935 036 4 927 045
Developing couniries
of Burope
Malta 8 929 807 2759 438 3 877 979 1 817 065 179996 25129
Yugoslavia I 101 083 T 181 TT3 347 249 459 i 1096
Subtotal 10 030 670 2 766 599 4651 326 2 (e 524 179 996 366 223
Developing couniries
of Qceania
Fiji 58 111 4 440 & 41 995 o 11 674
Kiriba 3 538 i i 3417 s 121
MNauru 5374 i i 4 426 % 948
Papuz New Guinea 41 650 1 908 12 264 12728 1450 13 300
= Solomon Islands 4214 o s 3 3B = 4 526
Tonga 15 550 % i 12 495 5 3055
Tuvaly 17216 v = 1 043 0 173
WVanuatu 2233 148 186 796 1172021 615 810 32262 166 259
Western Samoa 6253 ! ¥ 3 238 @ 2415
Subtotal 2373054 193 144 1 184 285 755 440 i L g 202 473
Developing TOTAL 91 148 388 22477 140 34 214 613 20 063 138 4514 006 G &79-491
Other unallocated 5969 048 Tal 393 2 753 (10 300 463 1996 197 149 985




B4

Annex [Ib)

Merchant flests of the world by (lag of registration, &/ groups of counines and Lypes ol ships by
(in thousand dwi)

a5 aL 31 Decémber 1991

Total fleet Of| |ankers Bulk carriers Geperal Coanlsiniet Uitk Lypes
£ cargo df ships

Warid total g/ 6BIZ13 IR0 | 256 00 513 | 241 255 150 | 103 A8B 458 29521 31) 51 485 948
Developed markel-
2COROMY counines
Australia 1 B 5k | 298 201 | 638 RSS 205 209 | 31 Bah 481 530

|| AUt 211 412 3 122 454 LR "
Belgium 236 218 1 830 v 6971 i 218 315
Eanada 729 953 286 032 64 202 g1 7249 T 280904
Denmark 4 058 814 2 T 395 992 5135 9T 468 | REN4TS 1 837 862
Firdznd B3R 9635 192 403 106 101 274 838 ; 265 623
France 5621 236 3315669 T16 478 498 21 6200192 470595
Germmiany T 174 904 192 543 1 (6 465 310794 2821 551 R4S S48
Gitraluar 1 B34 642 1347 116 138 109 119611 - 245 806
Greece 44 040 735 12 B73 375 21229 358 1272 189 413 682 | 221 61l
toeiand 115 GBS M - 55 bEG . 3% 819
frefand 21 hag 11 424 14 33 08 472 22 940 54 777
Israel T oK) 785 15 570 117732 547 37 4 481
Lialy 10 831 739 3 BZ1 593 4084 143 | 105 426 400 143 1 520 434
Japan 38 |75 186 12 597 856 13 103 742 5779 464 1 395 150 1390 014
Lusembourg 7 624 720 174 539 | 629 464 34 559 18E 471 577 685
Metherlands 5165 129 G211 384 631 847 | 878 912 A15 558 ] 47 378
New Zealand 286 836 125 395 20118 108 26% g 33 054
Marway a1 070629 20954 232 12 535 761 251 1bd 143 262 5195270 |
Portugal 1239 295 %53 800 145 629 115971 L§ 172 105 723
South Africa 4 42 1187 i i 198 B2 44 35
Spain 5 428 A67 1821 .6TuU 1195 194 &71 736 102252 637 B15
Sweder 3818 50 T38] B18, GO 452 Lo47T 412 4. 684 645] 1349
Switzerland 63z 013 - 582 #gd 27 051 22089
Turkey 1633 oS 1 519 62 4 710 344 | 292 325 i iT3.337
United Kingdom T 839 268 3 959 690 &05 Dl 614 246 | N3 536 i 401 736
United States 24 555 B8R |5 344 090 27258 @57 L RO 357 2732 538 2821 543
Subolal 23 048 072 Q2§ 445 290 T S0E 484 3 B 398 13226 B92 23 063 008
Open -registry coanines.
Bahamas 11 A28 388 18 161 159 ERIT AT 2746 598 H41 DEG 1 260 17X
Berimita 5 214 2348 3 K9 859 343 563 136270 2030 A14 Gda
Cyprus %6 290 428 10 414 977 19 301 338 S289 763 310 03 39 ||

|| Liberia 94 BT ALK 51 127 BOR 55T 315 33898 819 2 370479 353 183
Panama T 238 118 28 (53 839 25 149552 15 368 ous 3 251 976 4. 43} T46
Subtatal 244 148 776 111 &50 742 B3 I 152 N 940 4d3 6 RIS YR 13 562 457
Central 1T
Eurppe
Albanig B 254 i a0 954 :
Bulgaria b Sag 307 450 354 G351 4571 163 1% 282 B 77
Crechoslovakia 445 TO5 B3} RET 114 838
Hungary 156 151 20 757 1697 30 ! s

ll Pl 1 253 had 156 312 2R14 170 1 Z21% 128 55 T19 JUE sma
Romania 5583 268 1 086 247 2 176 A% 1 552 903 |6 BT | 508 S50
Forvier LISSR 2% 403 434 5 234 Hen t 162 372 i1 %41 BE0 nids 432 AG1H B4
Subusl 40 843 452 7 536 804 |2 867 AR5 14 368 530 T3k B4 5 348 315 |[

s
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Annex [IKb) (conunued)

———— ———— L
0 Total fleet il tankers Bulk carriers General Conainer Other wypes
g cargo df ships
Socialist countries of
I Asia
China 20427 689 2 546 757 K 783 483 7 (0 372 1175 725 921 152
Democratic People's
Republic of Korea 721 342 i 124 815 SE3 692 32 835
Viet Marm - B62 338 184 781 36 014 40 964 & 180 5749
[l Subtotal 22 011 369 2731 538 8 944 312 B 025 028 175 725 1 134 766
Dﬁrddping couniries
af Africa
Algeria 1 093 363 46 410 288 145 2% 577 462 231
|| Angola 122 767 2 286 : 106 685 13 796
Benin 210 i 2 210
Cameroon 30 797 i 23 509 6 288
Cupe Verde 30 921 562 2% 534 1 825
Comoms 3579 2915 64
" Congo 10 840 A b 10 840
Cote d'Iveire 98 A1 150 B4 977 13 491
Djibouti 350 L, o & 350
Egypt 1 604 891 275 131 565 499 662 370 101 891
Equatorial Guinea 6 699 i i & 699 .
Ethiopia 84 326 S 77 627 £81
|| Gabon 29 4956 742 26 022 3192
Gambia 2 029 = ; 29
Ghana 133 069 1167 B1 488 49414
Guinea 1 749 285 1464
Guinea-Bissau 1846 W 340 1 506
" Kenya 11 649 5558 6 (01
Libyan Arab
Jamshiriya 1 469 747 1092 537 100410 276 800
Madagascar 91 908 7012 L 10 041
Malawi o ; F =
|| Mauritania 22 843 i 371 19 132
Mauritius 111925 i 79 339 75 729 - 3 857
Moroceo 593 094 14 426 162 410 121 428 W o7 280 249
Mozambique 29 942 1620 20 400 7922
|| Nigeria 725 931 441 922 242 159 41 850
St. Helena o 992
Sao Tome and
Principe 1172 180 G
Sencgal 38 865 16 576 22 289
Seychelles 3337 o 2170 1167
Sierra Leone 14 237 1 835 2 090 10312
Somalia 1% 488 o 12 685 5793
Sudan 62 244 1222 60 198 824
Togo 34 126 4 X 20 553 13573
Tunisia 439 §22 47 200 58 572 58 656 275 394
Uganda 2 h{ A
United Republic of 4316
Tanzania 48 780 4 857 39 607
Zaire 30 692 - - 15 944 . 14 743
Subtotal 7 013 812 1 954 455 1 154 465 2 229 404 10071 1665 417




Annex [11[b) (conbnued)

s

[ — = o = — ——
- Total Feel LA tankers Bulk carriers Gientral Comidines Chiher ivpes
& cargo df ships

Developing countmes
uf Americs

" Anguilla 6 145 K ' 5 549 k 596
Antigus and Barbuga 827 &84 12 745 4 79% 617 398 1012 534 90 007
Argeniing 1991 012 672 B4 456 278 59| o8y e X2 B2
Barbados T 781 1716 ¥ 65 |
Belize 18 454 2 534 o 11 795 4 165 !
Bolivia 15 765 5 ' 15 7635 i2 .
Brazil Q721 826 1486 403 4931 438 677 505 117 978 514 504
Caymarn lslands 557 107 199 725 T 238 T30 105 685

" Chile 885 195 6 154 554 232 181 735 142 875
Colombin 463 574 R 157 141 2484 323 | 2429
Costa Rica 94918 i & 261 3657
Cuba D41 096 115 670 44 BE5R 803 502 | 170 634
Domimca 3133 I " | X
Dominican Republic 10 389 | 635 * 2 641 43
Ecuador 521 8§94 2053 A58 45 913 245 178 21 347
El Salvador £ - 3 : : |

" Falkland Isiands ff 4 375 380 i 3095
Orenada 454 235 49
Guatemalu 353 153
Guysna 13 5049 T 728 5741
Huit &z o i 259 i 170
Henduras | 291 443 258 153 98 (58 AT 4008 9125 LIFR 5
Jamaica 3T 3202 4 446} Ba7s R[] 8
Mexico ] 342 962 K5 646 2 a4drf] 22 189 W R

| Montserral 1 016 : 114
Nicaragua 1 295 I - 120
Paraguay 38 512 | (3] i 21 (26 16 457
Pen 695 983 530032 154 500 201 219 #7332
5t Kiits and Nevis 550 550 ! It
51, Lucia 2 078 " i 2070 i ”
S Vincent b 224 ERY 1 058 %33 24 OHE 2333 958 144 705 238 375
Suriname 15 731 1035 10 745 R | TT0
Trinidad snd Tobago 16 (3t 8607 7 439
Turks and Caicos

' fslands 5 843 | 39 | 642 . 2810

1 Uruguay 144 169 93 337 1 K91 21 357 24 589 |
Yeneruely | 423 nAk 797 (48 245587 278223 1 180 107 628
Virgin lslands Britsh oM : ' im x B0
Subtoral 27 431 441 T a0 94 4 266 BIR 7322393 AT Bl 2426 579
Dtvetn[ﬁn_g coynires

===+ |
Bshram 274 259 | 295 135 544 55 9hT £l 453 l
Bangladesh 3849 517 Bd 248 daf 394 IR HT3
Brunei 34% B34 210 2178 34k 238
Crrnbodia : i " : X
Hong Kong |10 849 411 I 524 015 7839 405 A20 120 RZR R4S 251 986
India 10 358 965 105 90 5 268 976 | 46 315 . AL 624
Indonesia J 154540 brk T 21993 I &51 BT ST HEN StH) T
Tran, [elamic Rep, W AT 6hd 5 ¥76 358 T 756 502 SR 568 L5536
Irag | 586 017 | 356 443 L1 545 114 437
Joarctan 113 557 97 288 16 271
Barwatl L 639 Bed 2 2R 043 L57 194 202 63
Liebarnim 421 37 7 4% T HEE i 43 fr 6
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Tetal feet il tankers Bulk carriers General Container Onher 1ypes
g cargo d/ ships |
2 657 629 412 154 B4R 232 607 114 326 745 663 154
99 122 11 058 38 944 44 736 i 4 384
1 488 546 4483 982 043 437 531 25247 39 142
1] 941 86 5 6,335 5320
513 543 89 937 A. 411 874 i 11 732
13 999 534 720 608 10 837 808 2123 339 123 468 194 421 "
733 347 297 920 ' 256 950 162 766 15 711
12 234 454 1021 907 7983 050 1323 685 1202 167 703 645
1447822 458 801 4 659 375 1 653 227 903
14 289 508 6674011 3916 028 1831 874 1337 966 520 A28
507 087 139 313 180 225 182 113 5 436
179 292 . 25 650 153 642 % apeadll
1116 908 187 511 £6 344 TOR 422 95 635 58 476
1 330 345 586 100 103 154 305 874 238 139 97 078
13 653 3185 . 4 TR4: i 5 684
80 335 734 25 837 789 | 40027 232 14 354 846 4561 777 4 634 090
15 169013 5077 546 & 841 45 2761922 200) 864 286036
1773 189 10§79 1374 686 360 308 g 28 136
16 942 202 5088 425 8215411 3122330 200 864 315272
Fiji 59 616 6349 46 %24 6 443 ||
Kiribati 2 685 4 2 685
Nauru 5791 - - 5701 a -
Papua New Guinea 37 839 2942 16 901 B 295 T30 8071
Solomon Islands 571 3972 1799
Tonga 20 845 12 308 2447
Tuvaly T8 % o 501) g 208 "
Vanuatu 3 426 570 381 959 2076810 672 340 29 147 256314
Western Samoa 6 501 o x 5536 ¥ 965
|| Subiotsl 3 566 416 391 250 2093 711 764431 39 877 2377 147
Developing TOTAL 144 280 605 | 41 212 859 6 657 647 27 103 304 5 287 190 9 338 605
Dﬂmmﬂi&m& 9 172 196 1327275 5 072 070 454753, 2269 221 48 117 “

impy e

Lioyd's Register of Skipping - Statistical Tables,
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ited States and Canada and the United States Reserve Fleer.

The designations
ession of any epinic
is anthorities, or concerning the delimitation of

on by e

Secretariat of

, 1991 (London), and supplementary daia regarding the Greas Lakes

and the presentation of material in this table refer 10 flags of regisiration and do not
0 Ltt_u: United Nations concernirg the legal status of any country or lermitory,
s frontiers.

Ships of 100 grt and over, excluding the Great Lakes fleets of the Uniled Ststes and Canada and the Urited States

Reserve Fleat,

¢

nmnunlgm

Ore and bulk carriers of 6,000 gri and over, including ore/bulk/ore carriers.

df Including passenger/cargo.

Excluding estimates of the Uniled States Reserve Fleet and the United States and Canadian Greai Lakes Mects, which
respectively 3.0 million grt (4.0 million dwr), 1.1 million gn (2.0 million dwt) and 1,5 million gri (2.2 million dwi)

g A dispute exists between the Governments of
Morthern Ireland concerning sovereignty over the Falkland Islands (Ma

iing and the Unied Kingdom of Great Britain and
imas).
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REVIEW CONFERENCE OF THE UNITED NATIONS CONVENTION
ON A CODE OF CONDUCT FOR LINER CONFERENCES

Resumed session

Geneva, 21 May 1991

Agenda item 12

CONSIDERATION OF FINAL DOCUMENTS AND REESOLUTIONS
Resolution 11 */

The Review Conference on the United Mations convention on a Code of
conduct for Liner cConferences,

Having convened in Geneva from 31 October to 13 NMovember 1988 and from 21
May to 7 June 1991, pursuant to Article 52, paragraph 1, of the United §atlons
Convention on a Code of Conduct for Liner Confersnces., and having reviewed the

working and implementation of the Convention,
Notinag that the Convention constitutes a widely accepted Elexible
international legal instrument, taking into account the special needs and

problems of developing countries.

Noting the magnitude of technological and structural changes in liner
shipping since the adoption of the Convention in 1974,

Having reached agreement on certain marters relating to the warking and

implementation of the Conventlion as reflected in this resclution,

*/ adopted at the llth (closing) plenary meeting of the resumed session of
the Review Conference on the United Nations Convention on a Code of Conduct for
Limer Conferences, on 7 June 19%1.

HE 1}-5108]
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1. Reaffirms the continuing validity of the United Nations Convention on
a Code of Conduct for Liner Conferences:

2. Adcopts the following gquidelines:

{a) The provisions of the Convention should not be seen as excluding
a shipping line which is a container slct/space-charter operator
from becoming a member of a liner conference, subject to the
provisions of Article 1, paragraph 2. of the Convention. Aarticle
1, paragraph 2, and Article 2, paragraph 11, of the Convention
should not be seen as excluding container slot-charter or space

sharing arrangements;

{b) The provisions of Article 2 of the Convention apply to the
international sea-leg of multimodal transport services;

{c) The provisions of Article 2 of the Convention apply when cargoes
are carried through transhipment, including cargoes to and from
landlocked countries;

(da) Governments may seek consultations with one another over issues
of concern arising from the implementation of the Convention;

{e) A group of national shippers or shippers' organizations from more
than one country may participate in the consultations under
Article 11 of the Convention on behalf of national shipper

interests;

(E) States Contracting Parties may take such measures as are
necessary to ensure the implementation of the Convention. Such
measures may include consultations invelving the approprlate
authorities, liner conferences, shipping lines and shippers and

shippers' organizatlons concerned;
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3. Invites all States Contracting Parties to strengthen their effarrs
towards the effective implementation of the Convention. taking into account

its objectives and principles;

4. calls upon liner conferences, shippers, shippers’' organizacions,
States Contracting Parties or their appropriate authorities at the two ends of
the trade toc which the Convention applies to hold consultations, as and when
appropriate, in order to find mutually acceptable solutions to problems
relating to the working and implementation of the convention;

5. Invites all States Contracting Parties which have not yet done so toc
take the necessary legislative and - as appropriate - other measures fo
implement the Convention, taking into account its cobjectives and principles
and the above-mentlioned guidelines:

6. Urges that the implications for the developing countries of the
continuing techrniological and structural changes which have a bearing on the
Converition be discussed between the relevant commercial parties concerned and,
where necessary, Governments of States Contracting Parties, on a bilateral,
stbregional and/or reqlonal basis, with a view to finding satisfactory

solutions:

7. Regquests UNCTAD and relevant intergovernmental organizations to
continue te study these implications within the context of their programmes of

work during the 1390s:

8. Reguests the Registrar, appointed inm accordance with Article 46,
paragraph 1, of the Convention. to provide, within avallable resources,
guidance and assistance to Covernments, at their request, towards a betrter

understanding and effective implementation of the Conventlon;

9, Invites all States which have not yet become Contracting Parties to

the Convention to consider ratifying or acceding to the Conventlon;
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10. Requests the Secretary-General of the United Nations to convene the
next Review Conference in accordance with the provisions of Article 52 of the
Convention;

11. Instructs the depositary to seek the wviews of all States entitled to

attend the next Review Conference in preparing the relevant documentation for
such Conference;

12. calls upon all States entitled to attend the next Review Conference

to contribute, as appropriate, to the preparation for such Conference to he
undertaken by the depositary.

11th plenary meeting
d June 1991
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franex V

TERMS (OF RETERENCE

ndi i on velopd rin

Ly B B
Competitive Serviges Sectors velopi o rig

Pursuant to Gemeral Assembly resolution 1995 (XIX), as amanded, a20d to
A New Partrnership for Development: the Cartagena Ccmmitment adopted at the
sighth session of the United Nations Conferemce oun Trade and Development, @
Standing Committee on Developing Services Sectors: Fostering Competitive
Services Secters in Developing Countrigs is established by the Trade and
Development Board with the following terms of referénce:

1, To analyse and assist, as appropriate, in the formulation of matianal
policies aimed at strengthening the productiocn, export and technological
capacity of services secktors taking into account their lavel of development in
different counktriss, with a view to contributing to development and, thus,
increasing the participation of developing countries ipm world trade in
services, The Committee should focus on:

{a}) Reyiew of the develaopment af services sactors in developing
countries and comparative apalysis of policies, including identification of
domestic weaknesses and capabilities, aimed at creating the conditions
necessary for the development of competitive service sectors and export of
services;

(b) Policies aimed at developing and strengthening the institutiomal,
techrnological, and physical infrastructure relating to services}

(p) Policies aimed at human TESOUTCES development, the development of
knowledge-intensive services, and producer services related to primary and
mapufacturing sectors and telecommunicatlions;

{d) Improving the capacity of ipdividual countries, in particular
developing countries, to benefit Erom information ralated to services
production, trade and techaplogy;

(¢) Identifying szector-specific policy optious, with a view to
developing competitive services sactors;

(£} Analysing issuss relating to access ko informaticon networks and
distribution channels for services.

Z. The Committee should alsa focus on:
(a) Examining difficulties particularly faced by developipg cogntries in
enhancing exports of services thereby increasing their participation in world

trade in services:

(h) The impact of progressive liberalization in the development of
competitive serviee sectors;
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(e} Policies aimed at enhancing cooperation with other countries, at
regional, subregional, and interregiomal level, including mutual trade
liberalization, pooling capabilities to improve skills, distribution networks
and infrastructure development;

(d} Promoting efficient marketing of ezport-competitive industries and
domestic labour skills:

(e} Increasing knowledge of laws and regulations concerning the services
ssctor with a view, inter alia to adapting them to the requirements of
increasing globalization of services., promeoting transpareacy aand mutual
knowledge of the pertinent regulations;

(£} Collecting and disseminating statistics on trade in services in
areas where such cellection or dissemination i8 not being undertaken by other
international organizations, and defining ways to improve such collection and
dissemination.

3. (i} With reference to paragraph 72 of the Cartagena Commitment, the main
tasks of the Committee in the field of shipping., ports. and multimodal
transport should be as outlined above, and particularly focus on:

{a) Review of shipping policies so as to ideantify elements leading to
the development of competitive shipping sectors, in ordsr to enhance the
participation of developing countries in world shipping:

(b} Consideration of conditions facilitating intraregional and
interregional cooperation:

{c) Exchange of information on inmfrastructure development, including
port infrastructure;

{(d) Identification of human resources development needs, including
on-the-job training; ’

(e} Exchange and dissemination of informatiorn on developments in the
shipping sector)

{f) The efficient conduct of multimodal transport processes, bearing in
mind economic, commercial and legal aspects;

{g} Review of technological developments that affect maritime transport;

(h} Considering wvarious aspects of port management cperations;, with a
view to increasing efficiency.

(ii) The Committee should take into account the work of the
Ad Hoc Working Group on Trade Efficiency on transport-related information
systems,

4. To analyse prospects for developing and strengthening the insurance
Sector and enhancing the trade of developing countries in this sector,
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5.~ The Committee, in implementing its functions, sheould pay due atkention to
the role of services in market-oriented development. including issues related
to privatization and derequlation.

B, tn implementing the above, the Committee shall take into account the work
undertaken by the Intergoveramental Group of Exparts on Restrictive Business
Practices.

T+ The Committee shall ensure that its work doas not duplircate or overlap
the activities of GATT.

B. The Committee will hold separate sessioas oo services in geperal,
shipping and insurance respectively.

9. The work of the Committee should follow a progressive sequence in
accordance with paragraphs 49 to 60 of the Cartagena Commitment. Im line with
what is set out in the Cartagenma Commitment, particularly paragraphs 18

and 47, the Committee should be inspired by the aeed to promote international
consensus oo principles and strategies for policy action at the natiomal and
international levels to enhance the development prospects of menber 3tates,
particularly those of developing countries. It should provide a forum for the
gxchange of experiences among member States so as to enable them to draw
appropriate lessons for the formulatisn and implementation of policies at the
national and internatioral levels and for intermational economic cooperation.

10, In its work, the (Committee should take due account of the diversity of
country situations and experiences., 1t may base its work on country reviews
by the secretariat and seek from relevant countries the preseatation of
studies on their national experienmces. It could also, depending on the issue,
ssek the participatiom of, and draw on the expsrience and expertise of,
non-governmental actors, particularly snterprises, trade unions, the academic
community and non-goveramental organizations as well as representatives of
international jastitutions.

1l. The Committee should identify for consideration areas in which techanieal
copperation should be streasgthened.

12. The work of the Committee should he goordinated with that of other
rommitteess and Working Groups.

i3, The work of the Committes should complament that of other international
bodies while sesking to eamsure that ng duplication ocours.

4. The Committee may recommend for the consideration of the Board the
pstablishment of sxpert groups.

15, The Committes shall submit periodic reports ta the Trade and Development
Board on its work. In accordance with paragraph 68 of the Cartagena
Comnibment the Hoard will conduct a review and evaluation of the work
programme of the Committes midway Belween confarences.

\f. The frequency of sessions of the Committee is to be decidad by the Board
in accprdance with the existing procedures concerning the calendar of
mestings. The duration of the sessions should se of five days or less.
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