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EXPLANATORY NOTES

References to “tons” indicate long tons (2240 lbs), unless otherwise specifled.
A dash ( - )  indicates that the amount is nil, or less than half the unit used.
Two dots (٠ .) indicate that data are not available, or are not separate!)? 

reported.
A full stop (.) is used to indicate decimals.
Use of a hyphen between years, e.g., 1965-1966, indicates the full period 

involved, including the beginning and end years.
An oblique strohe ( /)  between years indicates a season or crop year, e.g., 

1965/66.
D et^ls and percentages in tables do not necessarily add up to totals, because 

of rounding.
Reference to dollars ($) indicates U.S. dollars, unless otherwise stated.

The description and classification of countries and territories in this document 
and the arrangement of material, should not be considered as implying any judge- 
ment by the Secretariat of the United Nations regarding the legal status of any 
country or territory or in respect of the delineation of its boundaries, or regarding 
its economic system or degree of development. Inclusion of a particular country 
or territory in any economic or geographical grouping (or its exclusion) has been 
dictated by economic and statistical considerations.



ABBREVIATIONS

Names oI organizations

EGA Economic Commission for Africa
ECE Economic Commission for Europe
EEC European Economic Communit)?
FAO Eood and Agriculture Crganizafion of fhe United Nations
lA TA  International Air Transport Association
ICAO International Civil Aviation Organization
IMCO Inter-Oovernmental Maritime Consultative Organization
ISO International Organization for Standardization
OAU Organization of African Unit}?

Other abbreviations

c.i.f. Cost, insurance, freight
dwt Deadweiglrt tons
f.o.b. Free on board
grt Oross registered tons
LASH Ligbter aboard ship
LNO L ^uehed  natural gas
LPG L^uehed petroleum gas
n.e.s. Not elsev?here specihed
OBO ore/bu!^/oil
0 / 0  ore/oil
RSSI Ribbed smohed sheet No. I (rubber)
VLCC Very large crude carrier
W /M  Weight or measurement, whichever basis produces the highest revenue
F /T  Freight-ton

VÜ



1. This review has been prepared by the UNCTAD secretariat in accordance 
with item ٧  of the programme of work of the Committee on Shipping.^

2. The purpose of this review is to present statistics! evidence of develop- 
ments in international maritime transport ^nd to comment on these developments, 
with special reference to factors affecting the trade and shipping of developing 
countries.

INTRODUCTION

إ  See Official Records o f the Trade and Development Board, Fifth Session, Supplement ٨٢٠٠ 
(TD/B/116/Rev.l-TD/B/C.4/30/Rev.l), annex II.



Chapter I

THE VOLUME OF INTERNATIONAL SEABORNE TRADE

oceanborne cargo loadings of these conrmodities com- 
bined amounted in 1970 to 488 million metric tons, as 
compared to 419 million metric tons in 1969. This in- 
crease of 16 per cent is the largest annual increase in 
main bull، commodities traded since 1961 (flrst year for 
^?hich data are available). These main bul^ commodities 
now represent 48.6 per cent of total dry cargo loadings, 
which figure may be compared with the 42.5 per cent 
recorded in 1965 ^nd 41.9 per cent in 1969.

5. ?arallel to the rapid increase in international sea- 
borne trade, there has been a considerable increase in 
the size of the world fieet while the composition of the 
latter has also changed considerably, both in response 
to shifts in the cargo composition of seaborne trade and

3. As illu tra ted  in table 1, the volume of inter- 
national seaborne trade amounted in 197© to 2,530 
million metric tons which represents an increase of 11 
per cent over the previous year; this is the largest annual 
increase since 1965. Tanker cargo amounted to 1,410 
million metric tons and dry cargo to 1,110 million 
metric tons; for tanker cargo, this is an increase of 11 
per cent and for dr^ cargo of 12 per cent over the 
previous year. Tanker cargo now accounts for 55.7 per 
cent of total cargo loadings.

4■ The rate of increase of the main bulk commodities 
in the dry cargo trade (i.e., iron-ore, grain, coal, bauxite 
and alumina and phosphate) was considerably greater 
than that of the dry cargo trade as a whole. Indeed,

؛ trade،؛, ]1970-

Table 1

Development 0ء world International !

Total (all goods)

Percentage
increase!
decrease

previous
year

Million
metric
tons

٠ / which: main bulk 
commodities^

Percentage 
• increase! 

decrease 
over 

previous
^،١٢

Million
metric
tons

Total

Percentage
increase!
decrease

over
previous

year

Million
metric

tons

Tanker cargo

Percentage
increase!
decrease

over
previous

year

Million
metric

tons

Year

10

11
6

6
11
10
11

800

930
920
970

1,080
1,150
1,250
1,350
1,510

1,770
1,870
2,070
2,270
2,530

14

ز
327
340
352
384
419

4
- 6

10

7
6
4

450
490
510
480
490
540
570
600
640
720
770
820
850
930

1,000
1,120

9
11

11
10

11
11

350
390
420
440
480
540

650
?١٠
790
870
950

1,020
1,140
1,270
1,410

957..

959..
960..
961..

963..
964..

Ш .:
967..
968..

970ن

s; figures٠ D ata on ؛ron-ore, grain, ء0اه , bauxite and aiuntina, and ا 
before 1960 not available.

٠ Provisional.

Sources: for tanker «trgo, to ta l dry cargo and all goods: rinited Nations, 
ممم،»ا/:م ا«ه/ء ،/« o f  Statlstics, Гапиаг^ issues; Гог m ain bulk commodities: Fearnley 

and Egers Chartering Co. Etd., Trades ٠/ !٢٠٢ «  Bulk Carriers In 1970 (Cslo, 1971).
٠ Excluding international cargoes loaded a t ports o f the G reat Lakes and 

St. Lawrence system for unloading a t pm ts o f the same system. Including petroleum 
imports into Netherlands Antilles and T in id ad  for refining and re-export.



2 Table

! trade,® 1965,1965, 1969 and 197© ١٠ shares of جronءء of countries >؛؛ ه

سمءه؛«ءءسمكك صمما/م ؛م،رمح

International ؛

197019681965

Total Total
all all

S„ ءئ ء ء ,S,,: ■؟ق .تع,محء E ء
Groups ٠/ countries

A. G oods loaded

2,269.8 2,464.7

(100) (100) 

100 100

2?.? 30

tons /،؛?،«;٢؛ Million 
999.3 0^.9^ 974.5 2,064.3 930 278.5 5.8

(42.9) (13) (44)

100 100 100

0.7 24.8 54.8

62.4

29.7

17
0.4

64.4

ه
16.9
0.4

64.7

(45) (100)

Percentages 
100 100

55.7

(ل3.5

100

1024.2
9 25.4 57.3

14.1 36.3 1ث.إ

13.5

17.7
0.4

10

10.1

64

1.4
25.4

4

95.5

— 0.9

6.9

63.3

11.3 
30

0.4

277.4
 Million /،»^٢;،■،،م«ء

2,038.6 932.7 246.3 .5 2,223.7 2,483.7

(100) (42.2) (1^.1) (45.8) (100) (43.1) (12.5) (44.4) (100) (100)

100 100

76 77

17.6 16.5

7.7 7.3

6.7
0.10.2

100 100 100

77.8 75.7 74.4

4.8

16.9

4.3
0.2

7674.3
3.4

17.7 19.9

2 4.6

— 0.5

18

7م'

17.4

6.1 4.4
0.7 0.2

)^^©rldtDtal. . . . . . . . . . .  622 242.3 768.6 1,632.9
Percentage share of each 

category of goods in the
t o t a l . . . . . . . . . . . . . . . .  (38.1) (14.8) (47.1) (100) (41.5

World t o t a l . . . . . . . . . . .  100 lOO 100 100 100
Developed nrarkt-econ- 

onay countries (ex- 
eluding Southern
Puro^e). . . . . . . . . . . . .  0.1 2.3 53.5 28.6 0.5 23.6

Southern Puro?e. . . . . . .  — 0.3 2.4 1.2 — 2.3
Socialist countries of 

Eastern Europe and
Asia.............................. 4.6 8.9 8.1

Developing countries,
to tal.............................. 95.3 67.8 35.9

of which:
in Africa . . . . . . . . . .  16 1.7 10.6
in Asia . . . . . . . . . . . . .  58.4 23.3 9.2
in Eatin America and 

Caribbean . . . . . . . .  21 42.8 15.3
in O c e a n i a . . . . . . . . . .  — — 0.7

World t o t a l . . . . . . . . . . . 6 2 2  221.7 793.5
Percentage share of each 

category of goods in 
the t o t a l . . . . . . . . . . . .  138) (13.5) (48.5)

World t o t a l . . . . . . . . . . .  100 100 100
Developed market-econ- 

omy countries (ex- 
eluding Southern
Eur ope ) . . . . . . . . . . . . .  76.4 77 72.3 74.5 77.9 75.8

Southern Europe. . . . . . .  2.5 2 4.2 3.3 3.8 1.9
Socialist countries of 

Eas^rn Europe a^d
Asia.............................. 0.4 1 5.9 3.2 0.5 1.3

Developing countries,
to ta l.............................  20.7 20 17.6 19.1 17.8 21

of which:
ط  A f r i c a . . . . . . . . . . .  2.5 5.1 4.1 3.7 2.1 4.7

in Latin America and 
Car i bbean. . . . . . . . .  12.7 6 4.3 7.7 9.6 6.1

in Oceania . . . . . . . . . .  — ' 0 . 4  ٠.  ̂ 0.2 —

G o o d s  u n l o a d e d ؟.

1,637.2

Percentages 
100 100 100 100 100

for 1970; break-down by type o ؛ f cargo for 1970 not yetظ Preliminary :

٠ Derived from table I  in annex II; 1970 figures estimated from data in United 
Nations, Monthly Bulletin o f  Statistics, November 1971 and January 197^ issues. 

۵ See annex 1 for the composition of these groups.

Source: United Nations estimated data; the world totals do not correspond 
exactly to the rounded totals in table 1.

See note a ه  ٤٠ table 1. Great Lakes and St. Lawrence Seaway trade (in dry 
cargo) amounted to 37 million tons in 1936 ,كة million tons in 1968, 37 million tons 
in 19وة and 42 million tons in 197©.



10. The aggregate share of developing eonntries in 
unloadings of international seaborne cargos shows a de- 
creasing trend since 1965, the relative percentage flgures 
being as foUows: 1965: 19.1; 1968: 18; 1969: 17.6; 
1970: 16.5. This decreasing trend is also noticeable with 
respect to unloadings of both crude petroleum and dr̂  ̂
cargo, while for petroleum products the percentage share 
has remained about the same since 1965.

11. The relative shares in total unloadings of cargo 
of developed market-economy cou^ries show a marked 
upward trend (1965: 74.5; 1968: 76; 1969: 76; 1970: 
77 per cent); there is also a slight upward trend in the 
case of the countries of southern Europe (1965: 3.3; 
1968: 3.4; 1969: 3.6; 1970: 3.6 per cent) while for the 
Socialist countries of Eastern Europe and Asia the re- 
lative percentage share has somewhat decreased since 
1965 (1965: 3.2; 1968: ^.6; 1969: 2.7; 1970: 2.9).

12. The relative changes in percentage shares in load- 
ings and unloadings of various categories of goods by 
groups of developing countries, i.e. in Africa, Asia, 
Eatin America and the Caribbean and Oceania are also 
shown in table 2.

13. It may also be observed from table 2 that there 
has been a steady increase in the percentage share of 
crude petroleum in aggregate cargo loadings and un- 
loadings from approximately 38 per cent in 1965 to 
appro^m ately 43 per cent in 1969; the percentage 
shares of petroleum products and dry cargo have been 
decreasing correspondingly.

14. Table 3 shows the growth of internation^ sea- 
borne trade by groups of countries and b^ category of 
goods in the form of indices for loadings and for un- 
loadings, 1965 being used as the base year. The table 
shows that international seaborne trade has increased by 
close to 50 per cent since 1965. This increase, however, 
has occurred mainly with respect to developed market- 
economy countries (indices for 1970: loadings; 156; un- 
loadings: 154) and counties in southern Europe (indices 
for 1970; loadings; 168; unloadings; 163). The increases 
have been considerably smaller both for socialist coun- 
tries of Eastern Europe and Asia (indices for 1970: 
loadings: 134; unloadings 136) and for developing coun- 
tries (indices for 1970; loadings; 146; unloadings: 129).

as a result of technological developments. These devel- 
opments in the size and composition of the world fleet 
are discussed in chapter II.

6. Table 2 shows the percentage shares of various 
groups of countries^ in international seaborne loadings 
and unloadings.® The absolute flgures on which this table 
is based are presented in table I  in annex II  which also 
shows a more detailed breakdown according to geo- 
graphical areas.

7. The aggregate share of developing countries hr sea- 
borne loadings of all goods incrê؛ ed from 63.3 per cent 
in 1965 to 64.4 per cent in 1969  There have also been م.
some changes in the relative percentage shares of groups 
of developing countries. There is a noticeable hrcreasing 
trend for developing countries in Africa (1965: 11.3; 
1968: 13.5; 1969: 15.2; 1970: 15.3 per cent) and a 
marked decreasing trend for developing countries in 
Eatin America and the Caribbean (1965: 21.6; 1968; 
17.7; 1969; 16.9; 1970: 17 per cent); developing coun- 
tries in Asia and Oceania, on the other hand, have main- 
twined about the same share.

8. With respect to the various categories of goods 
loaded, the share of developing countries in crude 
petroleum loadings has remained about the same since 
1965 at slightly over 95 per cent. There are noticeable 
decreasing trends, however, in the relative shares of 
developing countries in loadings of petroleum products 
and of dry cargo, i.e. petroleum products; 1965; 67.8; 
1968: 64; 1969: 64.7 ^er cent, and dry cargo— 1965: 
35.9; 1968; 33.2; 1969; 33.8 per cent.

9. The relative shares of developed market-economy 
countries, countries of so u th e r  Europe and socialist 
countries of eastern Europe and Asia as well as the 
relative percentage shares of these groups of countries 
with respect to the various categories of goods loaded 
have not changed greatly since 1965.

annex I for the composition of the groups of conmries

 Data are shown in table 2 for the years 1965, 196S, 1969 and و
197©; however, a breakow n by type of cargo was not yet avaiiable 
for 1970 at the time of publication of this document. Hence, com- 
ments in the text regarding the diflerent types of cargo refer to the 
period 1965 to 1969 only.

The figure given for 1970 in table 2 is 62.4 per cent, but this is a 
preliminary estimate.



>(1965-1969) and I

T able 3 

ified by types of ١

(1965=100)

®,)trade؛Growth of i

،̂٠٠٠̂، ٠٠٠
loaded unloaded
1970 1970

A l

ء . Goods unloaded 1969A. Goods loaded 1969

A llDry
cargo

Crude Petroleum 
petroleum products

All
goods

Dry
cargo

Crude Petroleum 
petroleum products

Groups o f  countries

49

54

36

16
43

22
40

56

134
146

200
147

117
161

136

39
51

16
25

18

12512515413913022

tries (excluding southern Europe) ه 132 133 134 157 123 128 ١
Southern Emope..............................
Soelahst countries of Eastern Eu-

e 135 158 208 195 118 1

rope and A s ia .............................. 126 117 14© 132 369 159 100 1
Developing countries, total . . . . . .

o f  w hich
D 7 117 1^2 141 132 124 119 1

in Afriea . . . . . . . . . . . . . . . . . . ^37 ^12 123 186 118 110 109 1

in Latin America and
154 133 D 7 147 178 135

Caribbean.............................. 1©6 1©4 118 109 115 117 126 1
in D eeania................................ — — 155 155 — 156 124 1■

57World to ta l ......................................
Developed market-economy coun-

٠ ^٠٥  annex I for the eont?o$!t!on o f these groups,
® Crude petroleum loadings in de^elpped marhet-economy ؟oun^ries (excluding 

southern Europe) amounted to 0.4 million metrle tons in 1965 and to 6.5 million 
metrle tons in 1969.

٠ Loadings of petrolenm products In somhern Europe amounted to 0.8 million 
metric tons In 1965 and to 5.6 million metric tons in 1969.

Source: see tahle 2.
“ See foot note ه  to  tahle 1. C reat Lahes and St. Lawrence tm de (in dry cargo) 

amounted to 37 million tons In 1965 and In 1969, and to 42 million tons in 1970.
٠ Derived from tahle I  in annex II. !970 figures estimated from da(؛  In United 

Nations, Monthly ءاسه ه،ءمم؛،ء،ءاا)،<< , November, 1971 and lannary 1972 Issues.



Chapter п

THE DEVELOPMENT OF THE WORLD MERCHANT FLEET

16. The increase in the world commercial fieet during 
the past one and a half decades was not evenly distri- 
buted between groups of countries. For the period 1965- 
1971 this is illustrated in table 5, which also shows 
absolute tonnages ^s well as relative shares of groups of 
countries in 1965, 1969,197© and 1971 and data related 
to the absolute and relative increases in tonnage.

17. Between 1965 and 1971, the share of the devel- 
oped m arkt-econom y cou^ries decreased from 61.8 to
55.8 per cent. This may be partly explained by the ط - 
crease in the relative combined share of Liberia and

A. Size, compositioü, flag and age distribution

15. Table 4 shows the development of the world 
active seagoing merchant fieet since 1955. ^o tal world 
tonnage (grt) was 2.9 times as large in 1971 as it was in 
1955 with the greatest increase— relative to 1955—  
occurring ط  the ta n ^ r  fleet; in 1971 the tanker fieet was 
in fact 3.5 times as large as in 1955, where؛؛s for other 
ships the factor of increase was ^.5 (all in grt). Accord- 
ingly, during the same period, the relative share of the 
tanker fleet in total tonnage grt increased from 31.3 to 
4©.l per cent.

4 Table

l^orld shipping tonnage'؛؛،, ه 1955-1971

(Mid-year figures)

Total

Million
dwt

Million
sn

Other ships^

Million
dwt

Million
grt

Million
dwt

MillionYear

15
16
17
18 
19

20 ،

365

87.1

100.3 
107

112.4 
119.3 
124.2
130.1
137.8

146.8 
159
171.1 
184 
202

217.9 
239

94.8

102.9
109.3
113.7

118.4
126.7
138.4
149.5 
161.3

178.1
196.2

59.3
64.1
67.1
69.7

71.6
76.3
79.6

87.9

92.1

107.2
115
125

132.1
143.1

955 ............................................ 26.4 —

957 ............................................ 29.9 —

961 ............................................ 43.1 65.4

964 . . . . . . . . . . . . . . . . . . . . . .  49.9 77.2

9 6 9 . . . . . . . . . . . . . . . . . . . . . .  77.1 127

970 ............................................  85.8 148
971 ............................................ 95.9 169

Sources: Lloyd's Register ٠/  Shipping ،<؛ رر،،ء؛ء،ا'ء  Tables, I955-197I, and supplementary data regarding the United 
States Reserve fleet and the Great Lakes fleets o f the United States and Canada published hy the U nited States Department 
؟ f  Commerce, Maritime Administration, Figures in dwt up to and including 1969 are bbsed on data from Institute of 
Shipping Economics, ء؛،هءع/،ء  der Schiffahrt (Bremen).

“ Excluding the № ited  States Reserve Fleet and the G reat Lakes fleets o f the United States and Canada (see table 5> 
foot note a for various estimates o f  these fleets).

٠ U p to and including 1969, figures in grt are not strictly comparable with those in dwt, as the grt series (based 
on Lloyd's Register ره  Shipping) refers to all commercial vessel (including e.g. fishing and researeh ships) o f  100 grt and 
above while the dwt series (based on Statistik der Schiffahrt) includes only sea-going cargo and/or passenger-carrying 

for commercial pnrposes o ؛ f 300 grt and over.
1 ^ulk carriers ()deluding co^bine^ ore/bulk/oil carriers) comprised in this group amounted to the fofiowing 

_ ؛ (in  million grt); 1964; 14.2; 1966; 16.3; 1966; 20.?; 1967; 26.4; 196g; 32.2; 1969; 39; 1970; 43.9 and 1971; 61. 
Figures for previous years are not available.



1971 1965,1969,1970 and 1 ,،؛

T able 5 

؛ §(٢ ،) by flag of regisfrat

(Mid-year figures)

Distribution of world ١

Increase in tonnage

1970-19711965-1971
Shares ٠/ world tonnage

(percentage)

Share in 
world total 

increase 
(percentage)

million
Share in 

world total Index
1971million

grt
1970^ J97U1965

Tonnage (million grt)

1965 1969 1970^  ̂ 1971'^

Flags ofregistration in 
groups o f  countries^

100

44.1

14.^

1.4

5.9

0.4
0.4

و.م

165

147
^04
185

185

155

159

150

100

46.5
24.8
10.8

11.5

6.8

4

92.2

42.9
22.8
10

10.4

1.0
5.7

!٨

100 100 100 100

18.7

7.4

0.7
4.2

17.9

7.6

0.6
4.4

2.6

17.1
7.7

0.6
4.4

61.8

7.4

0.4
4.5

155.5
44.8

17.7

1.6
10

217.9

124.2

18.7

19.5

16.6

5.7

118؛.

.،54

18.1

5.2

World t o t a l . . . . . . . .  146.8
Developed market- 

economy countries 
(excluding southern 
£ u r o p e ) . . . . . . . . . .  90.6

Southern £urope. . . .  11.7
Socialist countries of 

eastern £urope and 
A s i a . . . . . . . . . . . . .  10.9

Developing countries، 
t o t a l . . . . . . . . . . . . .  11.4
of which: 

in Africa . . . . . .  0.6
in Asia . . . . . . ٠٠  6.5
in Tatin America 
and the €arib- 

b e a n . . . . . . . .  4.6

ه  In  million dwt., this column reads fro m ا0ء  to hottom: 315.1,204.9, 78.9, 32.9,

0 Based on dwt, this column reads, fro m ا0ء  to bottom: 100, 57.2, 20.7, 8.4, 6.7, 
7.1, 0.5, 4.3 and 2.3.

، Based on dwt, this ء0هذ  reads, from to?  to bottom: 100, 50.1, 21.0, 9, 0.4,

Tonnage nnder these two flags is s ء h o ^ t  s؟parate؛;̂ , sin،® it is Relieved that most 
o f it is effectively controlled by interests foreign to these countries,

.B^cluding Liberia and Panama ء

Source: co^?il®d from محمم/ء’ء  Register o f  shipping Statistical Tables (L ondo^  
and supplementary data.

Excluding, respectively in 1905, 1909, 1970 and 1971 ء
(i) United States Reserve Beet o f about 10.4, 0.0, 0.3 and 5 million grt.

(ii) United States Ureat Lakes Beet o f 2, 1.8, 1.7 and 1.7 nrillion grt.
(iii) Canadian Great Lakes Beet o f 1.2, 1,0, 1,5 and 1.5 million grt.

٠ Tonnage by individual countries and by type o f ships as a t 1 3uly 1971 is shown 
in annex II, table II.

٠ In  million dwt., this column re^ds, from top to bottom: 320.1,180.4, 07.5, 21.7,

lative share of the developing countries in Africa over 
the same period from 0.4 to 0.? per cent, a decrease in 
the relative shares of the developing countries in Asia 
from 4.3 to 4.2 per cent and in those of developing 
countries in Latin America and the C rib h ean  from 3,1 
to 2.5 per cent.

19. Table 5 also illustrates the relative shares of 
groups of countries in the 5vorld tonnage increase be- 
tween 1965 and 19?1 which were as Allows: developed 
market-economy countries: 46.5 per cent; Liberia and 
Panama combined: 24.8 per cent; southern Europe:
10.8 per cent; socialist countries of Eastern Europe and 
Asia: 1L3 per cent ^nd developing countries: 6.8 per 
cent.

20. The relative percentage shares in the total world 
tonnage increases between 19?0 and 19?1 for the various 
groups of countries mentioned in the preceding para- 
graph are considerably different and are: 44.1 for the

North West Europe—East Coast South America . .  15
North West Europe—We8t Coast America . . . . . . .  14

سممك;،ء .• World Liner and Tramp م/ءء؛ء , com?iled by the Maritime 
Research Centre, The Hague, ami published by $eatrade Publica- 
tions, London.

Panama— from 15 to 18.7 per cent— since a large part 
of the fleets registered iir these two countries is owned by 
residents of developed market economy countries. The 
relative share of the countries of southern Europe in- 
creased from 8 to 9 per cent while that of the socialist 
countries of eastern Europe and Asia increased from
7.4 to 8.9 per cent.

18. The relative share of the developing countries, 
as a grou^, declined from 7.8 per cent in 1965 to 7.4 per 
cent in 1971 ;٢' this resulted from an increase in the re-

 The share of developing countries in the world liner and tramp ء
fleets (excluding full container vessels, “roll-on/roll-ofl” ships, barge 
carrying vessels and bulk carriers) amounted to 12.2 per cent as at 
1 5uly 1971 (based on deadweight tonnage of vessels of 2,5هه  dwt 
and over). This may be broken down as follows:

Percentage
Liners of between 2,500 and 6,000 dwt . . . . . . . . . .  12.1
Liners of over 6,000 d w t  14
Tramps of between 2,500 and 6,000 dwt . . . . . . . . . .  11
Tramps of over 6,000 dwt   10.6
The share of developing countries in the liner tonnage of the 

following particular routes as at 1 July 1971 was as follows (based on 
number of vessels of 6,000 dwt and over):

Percentage
Far East—Persian Gulf/Pakistan, West Coast India 28
Mediterranean-East Coast $outh America. . . . . . .  24



23. The index in table 6 shows that the total world 
fleet increased by 63 per cent between 1965 and 1971; 
for tankers, the increase was 76 per cent, for ©re and 
bulk carriers 212 per cent ^nd for all other ships com- 
bined 21 per cent.

24. The share in the world merchant fleet as at 1 July 
1971 of various categories of ships was as follows: 
tankers: 40.1 per cent; ore ^nd bulk carriers (including 
combined carriers): 21.3 per cent; general cargo ships: 
28 per cent; container ships; 1.2 per cent and other 
ships: 9.3 per cent. As compared with the preceding 
year, there was an increase in the percentage share of 
all categories of ships mentioned except general eargo 
ships, whose share declined from 30.2 ro 28,1 per cent, 
and “other ships” , whose share did not change.

25. The share in world tonnage as at 1 July 1971 
for developed market-economy countries and Liberia 
and Panama combined amounted to 74.5 per cent; for• 
countries in southern Europe to 9.1 per cent; for the

developed market-economy eounffies, 28 for Eiberia and 
Panama combined, 14.2 ^ r  southern Europe, 8.5 for 
the socialist counties of Eastern Europe and Asia and
5.2 for the developing counhies. The relative share of 
the developing countries as a group in the world tonnage 
increase during last year will be seen to be considerably 
smaller than their share for the period 1965 to 1971 
(5.2 as compared whh 6.8 per cent).

21. Table 5 also shows an index of the merchant fleets 
of groups of countries in 1971, with base year 1965. 
This index should be interpreted witb great care as the 
absolute tonnage ligures in the base year in some coun- 
tries may have been very small and thus small changes 
in tonnage in absolute terms appear relatively large; this 
is the case, for instance, for the developing countries in 
Affic^. ؛؛؛ ؛

22. Table 6 shows the shares in world '
of groups of eou^ries, by type of vessel, as at 1 July 
1971,

at 1 July 1971 a ؛

T a b l e  6

Share of world touuage (grt) by type of ١

AUضءءح ي ء “٢ ء
ships'‘

7.5

9 3م.

6.4

0.9

0.9
42.5ة

121ء

100

0.3

and 1971 (percentage) م،/م؛ءه ؛م«ءكهأء, /وءو, م/وئ Share
:W orldtotal

1971   100 40.1 21.3 28.1
1970   100 39.4 20.2 30.2
1 9 6 9 . . . . . . . . . . . . . . . . . . . .  100 38.1 19.3

Tonnage آ«ءسم،ءءء , index 1971 (1965 == 7رمم  

World t o t a l . . . . . . . . . . . . . . . .  163 176 31^

^^٠٢«  ̂o f groups 7 م/مء؛««ا-ء'ءء « total ؛س،«ءءوا
7« each 1971 ,ءءه/ء  (percentage)

World to ta l   100 1 00 100 100
Developed ل«ar إ t-e٥o  yآللoا١

countries (excluding
southern Europe) . . . . . . . . .  55.8 57.2 60.6 49.9

Liberia, Panama . . . . . . . . . . .  18.7 26.7 25,1 8.2
Southern Europe . . . . . . . . . . .  9.1 7,4 7.1 13.9
Socialist countries of Eastern 

Europe and Asia . . . . . . . . .  8.9 4.4 2.3 13.5
Developing countries, exclud- —T

ing Liberia, Panama; total: 14.4 4.9 4.3 ا 7.4 ا
ofwhich:

in Africa . . . . . . . . . . . . . .  0.6 0.3 — 1.6
in A s ia   4.2 1.9 3.8 8.4
in Latin America and the 

Gar ibbean. . . . . . . . . . .  2.5 2.1 1.1 4.2

Source: compiled from محمم/ء’ك  Register ره  Shipping Statistical Tables, 1971 (London) and supplementary information 
on the United $tates Reserve fieet and the United States and Canadian fieets.

٠ Excluding Great Lakes fieets o f the United States o f America and o f Canada ( 2 و.  million grt combined o f which 
2.7 million grt bulk carriers) and the United States Reserve Fleet, (estimated a t 5 million grt, o fw hich  0.2 million grt 
tankers, 0.1 million grt bulk carriers, and 4.7 million grt other ships).

ه  Vessels o f  100 grt and more.
٠ Ore and bulk carriers o f 6,000 grt and more including combined ore/oil, ore/bulk/oil carriers؛ combined carriers 

amounted in 1 7 1 و  to 240 ships with a total tonnage o f مل672؟,ةل,  grt.
,,.$?^This category includes hoth liners and tra إء
٠ Figure referring to  combined tonnage o f the last three categories.'
The percentage figures on a ء  dwt basis do not di^er significantly from those in this part o f the table.



T a b l e?

Age distribution 0، the ivorld merehn^ fieet as at 1 July 1971 ؛

/ءم،ءا؛م«ءكهاا (grt) ءءسسم/م-م«رم (سمم،ء«مءكهء؛

(years) ء

4-140-10ءا-ء24-70مءام
ءه،مآ

101 8

1 6

7
4

!6

n

!ل

22
1 8

1 7
26

20
11
20

World t o t a l . . . . . . . . . . . . . . . . . . .  100 38 23

B y ءمس-اء  ofcountries:
Developed market-economy 

countries (excluding southern
Europe)   100 47 27

Liberia, Panama . . . . . . . . . . . . . .  100 36 19
$outhern Europe   100 ^9 12
Socialist eountries of eastern 

Europe and Asia . . . . . . . . . . . .  100 31 35
Developing countries total . . . . . .  100 19 12

By type م/ءامح >;
T ankers  100 39 24
Bulk carriers،  100 57 27
Dther sh ip s   10© 27 19

Tables, 1971 (London) and supplementary data. /ءء«سمآء؛هء, o f  Shipping ^اءءءء لآ fمحمم/ء’ء، ro m لههء<ل  Source:ه!؛̂
also excludes the United States Reserve fieet and United States and Canadian ؛» Excludes vessels o f  less than 100 g rt

(.Great Lakes tonnage (estimated age distribution 
.Ore and bulk carriers o f 6,000 grt and more. Including combined ore/bulk/oil carriers ١١

of the different r^tes of growth of the m erch^^ fieets 
of the various groups of eou^ries with respect to eaeh 
type of vessel as illustrated ط  tables 5 and 6.

29. Table 7 shows that 38 per cent of the world 
merchant fleet at present consists of vessels less th^n flve 
years old and 79 ^er eent of vessels less than flfteen 
years old; these percentages are practie^ly identic؟،! to 
those of the previous year, i.e. 37 and 78 per cent, fn 
19b8, however, the corresponding proportions were 33 
and 75 per cent, so that a tendeney towards a “rejuvena- 
tion” of the world fleet will be noted. One factor whieh 
appears to contribute to this tendency is the more rapid 
rate of obsolescence of existing vessels as a result of the 
introduction of new technology in ocean shipping, a 
development whieh has been very marked during recent 
years. Furthermore, as the above percentages are based 
on tonnage and the size of new ships has incre؛؛sed 
rapidly, the proportion of newer tonnage is tending also 
to increase.

3©. The developed market-economy countries have 
the largest proportion of vessels under five years of age,
i.e. 47 per cent. The proportion of the fleets of devel- 
oping countries whieh eonsists of vessels under flve 
years old is only 19 per cent, as a sizable portion of the 
fleet of many of these countries is composed of second- 
hand and older tonnage. I t wfll be n o ^ d  in particular 
that the developing countries have the lowest percentage 
of recendy built tonnage of all the groups of countries 
shown ط  table 7.

31. With regard to the d iflere^  types of vessels, the 
largest proportion of tonnage less than flve years old is 
in the bnlk carrier fleet (ineluding combined carriers)

socialist eountries of eastern Europe and Asia to 8.9 
per eent and for the developing eountries to 7.4 per eenL 
This last indicated percentage share was divided between 
developing countries in various regions as follows: 
A ^ica; ©.6 per cent; Asia: 4.2 pec cent; Latin America 
and the Garibbean: 2.5 per cent.

26. The relative shares of developing countries as a 
group in the world total tonnage by categories of sbips 
was as follows: tankers: 4.3 per eent; ore and bulk 
carriers: 4.9 per eent; general cargo: 14.4 per cent and, 
“other ships” : 6.4 per cent; it will be noted that no 
eontainer ships have as yet been registered in developing 
countries. It may also be noted that the relative shares 
of developing countries in world tonnage have declined 
-—as compared to last year— with respect to every 
category of ship except general cargo ships and other 
ships.®

27. A  detailed breakdown of world tonnage (grt and 
dwو  as at 1 Inly 1971, according to individual flags and 
by type of ships, is presented in annex II, table II; the 
distribntion by groups of countries is shown in annex II, 
table III.

28. The age distribution of the world merchant fleet 
as at 1 July 1971, by group of countries and by type of 
ship, is shown ط  table 7. The differences in the per- 
centage distribution shown ط  this table, wben compared 
with similar tables published in earlier issues of the 
Review  ٠/ Maritime Transport, are of course a reflection

1970 (United Nationspublica- •مءس،ءر,؛^!• See ReviewofMaritime ء
(8.t!on. Sales No.: E.71.II.D

10



groups of countries. During this period annual cont- 
pletions increased frotn 12,006,000 grt to 20,980,000 
grt, an increase of close to 75 per cent.

36. During 1970, of the total world tonnage com- 
pleted, 47.8 per cent consisted of tankers, ^5.6 per cent 
of hulk carriers (including comhined carriers), 17.7 per 
cent of general cargo ships and 8.9 per cent of other

 -During 1970, as compared with 1969, total ton .؛37
nage completed increased in every group of coumries 
shown, including developing countries as a group. There 
was a decline, however, hr completions in developing 
countries in Latin America and the Garibhean, from
107.000 grt in 1969 to 98,000 grt in 1970.

38. lapan  maintained its position as the biggest ship- 
building nation, 48.1 per cent of world tonnage com- 
pleted in 1970 having been built in that country, lapan’s 
share in completions of bulk carriers (including com- 
bined carriers) amounted to 60 per cent and in tankers 
to 50.9 per cent of world tonnage completions).

39. There were only small changes in the relative 
percentage shares of each group of countries in total 
completions in 1970 as compared with 1969.®

40. During 1970, completions of new tonnage in 
developing countries amounted to a total of 233,000 grt:
58.000 grt of tankers, 35,000 grt of bulk carriers, 96,000 
grt of general cargo shi^s and 44,000 grt of other ships. 
Developing countries in Asia had the largest share in 
this total, and completions in (he region included tonnage 
of each of the main types of ships (tankers: 56,000 grt; 
bulk carriers: 35,000 grt; general cargo ships: 27,000 
grt and other ships: 14,000 grt). Developing countries in 
Latin America and the Garibbean completed mainly 
general cargo ships (66,000 grt) and other ships (30,000 
grt) while developing countries in Africa completed only
3.000 grt of general cargo ships.

D. Tonnage on order

41. Table 9 shows world tomrage on order as at 
31 Dctober 1971 which am ou^ed to 171.6 million dwt. 
This represe^s an increase of 30 per cent over world 
tonnage 0^  order one year earlier.

42. The fact that tonnage on order at present amounts 
to about 47 per cent of the present world fleet gives an 
idea of the rapid expansion of the world merchant fleet 
which may be expected in the near future.^ In consider- 
ing the importance of the tonnage on order, it is neces- 
sary to take into account not only the expected expansion 
of world trade, but also the more rapid rate of obsoles- 
cence of vessels as a result of rapidly changing technol- 
ogies in ocean shipping whh resepect to practically all 
types of ships.

43. As compared with (he situation one year
the share of developed market-economy counties in

 n?letion$ in the USSR (in grt) were given؛Note that in 1970 €o و
for the first tinre by the souree used; in this connexion see also 
foot note ٠ to table $٠

، this connexion, however, see ?aragra?h 68 below, 
/ ,e Review ofMaritime Transport؛ و/م, 0ء . cit.
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with 57 per cent; for ta n ^ r s  the proportion 39 ظ  per 
cent and for other ships it is 27 per cent.

B. Size of individual fleets of developing countries' ؛’' ؟

32. As at 1 July 1971, merchant fleets registered 
in ten cou^ries had a tonnage in excess of 10 million 
dwt. These countries are, in order of importance (dwt 
tonnages excess of 10 million dwt. These countries are, 
in order of importance (dwt tonnages is shown between 
brackets): Liberia (69,121,359), Japan (47,475,601), 
Lnited K ngdom  (41,639,0^5), Norway (35,970,035), 
United States of America (14,515,057), Greece 
(20,870,571), Union of Soviet Socialist Republics 
(16,523,059), Tederal Republic of Germany 
(13,673,638), Italy (11,696,036), Erance (10,569,644).

33. The concentration of a large portion of world 
tonnage in a very ^ w  countries is illustrated by the fact 
that, as a group, the ten countries mentioned above now 
have a total of 282 million dwt (77.2 per c e ^  of the 
present world m ercha^ fleet). The share of these ten 
countries in the world fleet has continuously increased 
so that their domination of the shipping scene is now 
greater than it was, say, in 1965.

34. The merchant fleets of developing cou^ries, ex- 
eluding Liberia and ?anam a, are of much smaller magni- 
tude but the following had merchant fleets in excess of
500,000 d ^ t  as at 1 July 1971:

Thousand Thousand

ш : , . . . . . . . . . . . . . . . . . . . . . . . . . . . ء  ت.ء; ه
B raz il  2,521 ل75ل,
Argentina   1,312 1,69م
R e^u b lien f^n rea   940 1,460
Philippines   946 1,338
R uw ait  647 1,056

Somalia   593 892
Hong K ong   572 843
Pakistan  582 800
Singapore   582 771
Indonesia   619 727
Mexico  401 559
Venezuela   412 559
Chile   388 563
C u b a . . . . . . . . . . . . . . . . . . . . . . . . . . .  385 506

c. $ft!pbu!fd!ng
35. The growth of the world shipbuilding industry 

between 1965 and 1970 is reflected in table 8, which 
sho^s tonnage completed by country of construction in

أ  Annex II, (able II shows the distribution of world tonnage by 
fiag of registration and by type of ship, in order of size of fleets, as 
at 1 Iulyl971; annex II, table III shows the distribution by geo- 
graphical areas, also by type of ship. Both tables are in grt, sup- 
plemented, as far as possible, by dwt figures. It is to be noted that, 
while the combined total of the fieets with the smallest tonnage (dwt) 
comprises only (about) 1 per cent of the total world merchant fleet, 
these are nearly all fleets of developing countries which, although 
very small, may be of crucial importance for the country concerned.

 A more detailed analysis of the changes which occurred in the ء
fleets of developing countries, and in particular of the number and 
tonnage of new and second-hand ships acquired by such countdes 
during the last two years, appears in chapter III.

II
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T a b l e ة 

Shipbuilding; completions by county of construction in groups of countries: 1965, 1969 and 1970, and by type of ١

O f which, in 1970:

Bulk^ carriers General cargo Other shipsTankers1970

Tonnage (thousands o f  grt) ٠

19691965

10,100 5,106 3,225 1,272 498
(48.1) (50.9) (60) (34.3) (^6.7)

8,346 4,378 1.649 1,431 887
(39.8) (43.6) (30.7) (38.6) (47.6)
1,124 377 328 323 97
(5.4) (3.8) (6.1) (8.7) (5.2)

337
(18بم

(2.4)

(0Л)

(1.6)

(100)

(15.8)
96

(2.6)

(0Л)

(07ج)

(1 .8)

136
(2و5)

(0.7)

(0أأ

114
(واوا)

(0.6)

(0.6)

1,177
(5.6)
233

1)(1

(0ج132

(0.5)

(48.9)

7,624
(40.7)

750
(4)

201
(1.1)

(0آأ
107

(0.6)

J a p a n   4,886
(40.7)

Other developed market-economy 
countries (excluding southern Europe) . 6,006

Southern Em ope.. ٠ . . . . . .٠  . . .٠ ٠ . . . . . . .  468

Soeialist countries of eastern Europe 
(excluding USSR«)  569

Socialist countries of eastein Europe^. . . .

Developing countries  77
(0 .6)

ofwhich in Africa

in Asia . . . . . . . . . . . . . . . . . . . . . . . . . .

in Latin America and Caribbean . . . .

ا006 ة 18,738 20,980 10,033 5,373 3,711
(too) (100) (100) (100) (100) (100)

100 47.8 25.6 17.

T o t a l

Eercentage share of each type of ship in 
total tonnage completed in 1970; . . . . .

.Including combined bulk/oil types ءآ
٠ Completions in the USSR prior t o م?وا  are available only in dwt, as provided 

by the USSR Ministry o f M erchant M arine, i.e. (in thousands o f dwt) 1965: 374;

ه  Including the USSR as o f 197^ with (in thousands o f grt) tankers: 49.6; bulk 
carriers: 23.4; general cargo: 189.7; total: 350.

Source: compiled from Lloyd’s Register, Annual Summary ٠/ Merchant Ships 
Launched during 1970 (London, 1971) and supplementary data.

As a  result o f the inclusion o f  the USSR as o f 1970, the present table is not 
strictly comparable with the similar tables in earlier issues o f the ofM aritime
Transport.

(ore/oil and ore/bu lk /o il carriers; 1971: 15.3 per cenl; 
197B: 15.1 per cent; ©tirer bulk carriers: 1971; 16.3 
per cent; 197©: 15.8 per c e ^ ; container ships: 1971:
2.4 per cent; 1970: 2.9 per cent) except for dry carg© 
ships, the share ©f which declined from 7.7 per cent in
1970 t© 5.7 per cent in 1971.

45. Alth©ugh the developing c©untries percentage 
share of all tonnage on order remained unchanged in
1971 as compared with 1970 (4.5 ^er cent), some con- 
siderable changes may be noted with respect to tonnage 
on order for various types of ships for this group of coun- 
tries. With respect to tankers of 150,000 dwt and over, 
the share of developing countries deelined from 1 per 
cent to 0.8 per cent; for ore/oil and ore/bu lk /o il car- 
riers, it increased from 4.3 to 5.4 per cent and for other 
bulk carriers from 4.5 to 7.8 per cent; for container 
ships there is no change (1.7 ^er cent) but there is also 
a decrease in the percentage share of dr^ cargo ships 
on order from 17.4 to 15.7 per cent.

tonnage on order• declined fronr 63.3 per cent in 1970 
to 60.4 per cent in 1971,ةل the share of Liberia and 
Panama combined increased from 20.7 per cent in 1970 
to 22.5 per cent in 1971; that of southern Europe 
declined from 7.7 to 5.9 per cent while that of the 
soeialist countries of ©astern Em-ope and Asia increased 
slightly from 3.3 to 3.5 per cent. The share of devel- 
oping countries remained unchanged at 4.5 per cent.

44. Tankers of 150,000 dwt and over accounted ^ r
50.7 per cent of the total tonnage on order, as com- 
pared with 49.6 per cent in 1970; other tankers on order 
accounted for 9.6 ^er cent, also somewhat higher than 
the 8.9 per cent in 1970. Only slight changes are to be 
noted in the percentage shares of other types of ships

ل  -This may be accounted for, however, by a eoniderabie ^er ل؛
©entame of tonnage on order for whieh the hag is as yet unknown. 
(1971: 3.t per eent; 1970: 0.5 per cenO. It may be supposed that the 
hulk of these orders were placed by interests in developed market- 
economy countries.

12



•1971،

9 T able 

World 1؛ (dwt) on order as at ت

Dry ٠^٠٠ 
ships excluding 
container ships 

and bulk 
carriers

100

41.4
4.2

23.9

7.1
6.9

Container
ships'^

4.2

2.4

100

1.7

1.7 

0.3

Other bulk 
carriers^

Tankers Tankers Orejoil and
All ships (o f  150^000 (o f less than orefbulkloil

dwt and over) 150,000 dwt) carriers^

16.3

Million dwt 
26.2

Percentage
15.39.6

Share o f world ؛٠ ،«/ (percentage) 
100

5.4
23.2

T9
0.4

87

50.7

171.6

100

World total

W c r ld tc ta l ....................................................
Developed market economy countries

100 100 100 100

(excluding southern Europe) . . . . . . . . . 60.4 61.1 56.4 70
Liberia, E anam a............................................ 22.5 27.9 11.8 20.
Southern E urope............................................
Socialist countries of eastern Europe and

5.9 3.7 14 3.

Asia® .......................................................... 3.5 0.9 5.6 —
Developing countries, to tal . . . . . . . . . . . .  4.5 0.8 11.8 5.4

o f which:
in Africa ................................................ 0.1 — 0.1 —

In Latin America and the Caribbean 1.5 — 2.8 3.5
Elag not )،et k n o w n .....................................  3.1 5.6 0.4 —

٠ Defined as siagle*deck vessels o f 12,000 dwt and .٠٧٠٢ 
د  Vessels with a  carrying capacity o f 00و ISO twenty-foot containers and over.
٠ because o f national planning periods in these countries, orders are often placed 

^ r  in advance o f expected delivery date. This partly explains the very high percentage 
share of dry cargo ships.

Source: compiled from World Ships ٠« ٠٢^٢٠  No. 29, Supplement to Fairplay 
International Shipping Journal (London, 25 November 1971).

م\ج8أمح(م1ر ,WO d^a»dover,^excluding passenger vessels,ferries, h s^ng  vessels



Chapter i n

ACQUISITION OF NEW AND SECOND-HAND SHIPS BY DEVELOPING COUNTRIES13' 14

47. Table 1© shows that, as at 31 December 7ول ©, the 
world merchant fleet comprised 19,222 vessels, totalling 
295.9 million grt and 329.3 million dwt. Of this total, 
1,994 ships, aggregating 13 million grt and 18.7 million 
dwt, were registered in developing countries, the regional 
breakdown being ٤̂  Allows: Africa; ^17 ships; Asia: 
1,94© ships; Latin Ameriea ^nd the Caribbean: 637 
ships; and Oeeania: 4 ships. Net world additions dnring 
1979 amounted to 554 ships with 16.1 million grt and
39.8 million dwt: of this total, net additions in developing 
countries were 28 ships with 9.7 million grt and 1.2 mil- 
hon dwt.

48. As shown in table 11, total addition  to the 
merchant fleets of developing countries during 1979 
amounted to 218 ships aggregating 1.7 million grt and 
2.6 million dwt. Cf this total 58 ships (9.7 million grt;
1.2 million dwt) were new deliveries, 144 ships (9.9 
million grt; 1.3 million dwt) were second-hand ships 
obtained from other countries and 16 ships (8.5 thousand 
grt: 129 thousand dwt) were ae^uired by the eountry

46. The present chapter analyses the changes which 
oeeurred in the merchant fleets of developing countries 
during 1979. Table 19 shows the composition of the 
world merchant fleeF® at the end of 1969 and 1979 as 
well as the net changes in the fleet during 1979. Table 
11 sbows further details of the changes which took place 
in the merchant fleets of developing countries^® during 
1979, by type of ship.

ءإ  The classification ofcountries and (e^ritories is shown in annex 1. 
r، This special chapter is provided in response to resolution 9 (IV) 

adopted by (he Committee on Shipping at its fourth session (Ceneva, 
20 April-4 May 1970) which, ء؛«اء• مع؛مح • ‘̂ Requests the UNCTAD
secretariat to cofiect regularly information on the number and 
tonnage of new and second-hand ships sold to developing countries 
and make such information available tro u g h  its annual Review ٠/  
Maritime Transport”. For the complete text of the reso^tion, see 
the report of the Committee on its fourth session, in ءءمم'  Records ءا،
٠/  the Trade and Development Board, Tenth session. Supplement 
No. ء (TD/B/301-TD/B/C.4/73), anneal.

وإ 1000  grt and over; see aiso note ه  to table 11.
ءإ  See footnote 13.

T a b l e  10

 at 31 December 1969 and 31 December 1970; net additions during 1970 ء
steam and motor ships o£ 1,000 grt and over ء

World ocean-going merchantا

(In number ofships, thousand grt and thousand dwt)

N et additions^ during 1970

dwtgrtNumber

at 31 December 1970As at 31 December 1969 ء

dwtgrtNumbergrtNumber
Flags o f  registration in groups ofcountries^

12,883

4,907

2,071

219

2مو
20

6,074

72؛

149

7/د
20

307

ول2
209

ود

10-

u,؛467 178,6؛ة
70,132 40,313
28,253

20,724

18,722

10,717
ثمةد,ء

18,540

12,965

1,140

4,531

2,588

9,681

2,201

2,710

1,904

217
1,046

637

257

Developed market-economy countries, 
excluding southern E u r o p e . . . . . . . . . .  9,769 109,393 165,775

Tiberia, Panama®  2,317 35,730 60,776
Southern Europe  1,992 15,705 23,346
Socialist countries of eastern Europe and 

Asia  2,447 14,360 18,653
Developing countries, excluding Liheria,

Panama  1,876 ! 2,240 17,556
o f which:

ط  Africa   196 1,376 7وو
in A s ia   1,016 6,885 10,080
ط  Latin America and the Caribbean 662 4,358 6,091
in O ceania  2 6 ء

Miscelianeous t e r r i t or i es®. . . . . . . . . . . . .  267 2,281 3,384

!6,149 30,8320,33139,709 289,489 19,222 205,8W o r l d  t o t a l  3 ,6

.Minus signs indicate deductions ء
a These countries are shown separately since a  considerabie portion o f tonnage 

under these flags is owned by non-residents.
٠ This grouping inciudes ٧س ted ^ingdotn  €o!onies, whieh are shown by the 

source w i^  combined tonnage under one entry.

Source: United states Department o f U om m er«, Maritime Adm i^stration, 
Merchant Fleets ه،/ه ء  World as a t December 31, وءءئ and 1970.

٠ Excluding the u ^ t e d  States Reserve fieet and ships operating exeiusiyei^ on 
the Great Lakes and inland waterways and specia؛ types o f  vessels sueh as channel 
ships, icebreakers, etc., and merchant ships owned by any military force.

٠ Gountries are grouped as shown in annex I, except as indicated under ء betow.
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54. Deductions from the merchant fleets of developing 
countries amounted to 190 ships totaliing و?? ههم  grt 
and 1,478,000 dwt; besides ships which were scrapped 
٠٢ reported as losses and casualties, these include ships 
were sold by developing countries to other countries of 
which 10 ships (37,000 grt; 50,000 dwt) were transfers 
between developing countries.

55. The net result of the changes commented upon 
above amounted to net additions to the merchant fleets 
of developing countries during 1970 of 28 ships totalling
744.000 grt and 1,100,000 dwt. The breakdown was as 
follows: 21 sbips (151,000 grt; 217,000 dwt) were ac- 
qnired by developing countries in Africa, 30 ships 
(398,000 grt; 591,000 dwt) b^ developing countries in 
Asia, 2 ships (19,000 grt; 20,000 dwt) by a developing 
country in Dceania while developing countries in Latin 
America and the Uaribbean reduced their combined 
merchant fleet by 25 ships; the latter group of developing 
cou^ries nevertheless increased their combined tonnage 
by 176,000 grt and 273,000 dwt.

56. The net additions to the mercha؛R fleets of devel- 
oping countries comprised 15 tankers (270,000 grt;
474.000 dwt), 5 bulk carriers (203,000 grt; 325,000 dwt) 
and 11 freighters (266,000 grt; 318,000 dwt). Further 
details regarding total additions and deductions and of 
the net additions resulting therefrom, per category of 
ship, may be found in table 11, by geograpbical area and 
in annex II, t^ble IV, b^ country.

57. Net additions to the active ocean-going merchant 
fleet of Fiberia amounted to 133 ships (4,294,000 grt; 
8,87^,000 dwt) and for Panama to 19 ships (289,000 
grt; 483,000 dwt); these are shown separately in the table 
since it is known that a considerable portion of tonnage 
registered under these flags is owned by non-resident،؟.

concerned prior to 0 ل9و  but only reported as being In 
active ocean-going service during 1970 (shown in table 
11 under “Dtber additions”).

49. New deliveries in the various regional groupings 
of developing countries were as ^flows: Africa: 3 ships 
(23,000 grt; 32,000 dwt); Asia: 29 ships (422,000 grt;
706.000 dwt); Latin America and the €aribbean: 26 
ships (301,000 grt; 456,000 dwt).

50. These new deliveries were acquired by the devel- 
oping countries from the varions groups of countries as 
follows: from developed market-economy countries and 
southern Europe: 38 ships (398,000 grt; 655,000 dwt); 
^o m  socialist countries of eastern Europe and Asia: 7 
ships (137,000 grt; 221,000 dwt); from own yards of 
developing countries: 13 ships (210,000 grt; 317,000 
dwt).

51. ^eeond-hand ships (see table 11, Flag changes) 
acquired by developing countries dnring 1970 totalled 
144 (891,000 grt; 1,263,000 dwt) of which 38 (223,000 
grt; 325,000 dwt) were registered in developing coun- 
tries in Africa, 80 (411,000 grt; 571,000 dwt) in devel- 
oping countries in Asia, 24 (237,000 grt; 347,000 dwt) 
in developing countries in Latin America and the Carib- 
bean and 2 (19,000 grt; 20,000 dwt) in developing 
countries in Oceania.

52. These second-hand ships were acquired by the 
developing countries as follows: from developed market- 
economy countries and southern Europe: 134 ships 
(854,000 grt; 1,213,000 dwt); from other developing 
countries: 10 ships (37,000 grt; 50,000 dwt).

53. Table 11 also shows 16 ships (85,000 grt;
120.000 dwt) as added to the active ocean-going 
merchant fleet (ships of 1,000 grt and over) of developing 
countries during 1970 but which were acquired prior 
to 1970.
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Chapter IV

THE PRODUCTIVITY ^HIPPINO SPACE

T able 12

Bulk carriers: ton/miles per dwt of bulk 
commodities carried, 1960-1970

World bulk Thousand
carrier fleet tonjmiles o f  Index

in million bulk commodities (1960 = 100) 
dwC■ carried per dwt

Thousand million 
tonjmiles ٠/  

bulk commodities 
carried in bulk 

carriers^

Year

100
127
132
134

29.8

39.2
39.8

4.1
18
33.2
62.2

122

1,303
2,475

1960
1965
1967
1970

Source: Fernley and Egers Chartering c©. Etd., Trades ٠/  World Bulk Carriers 
inl970(.O s\o, 1971).

٠ Excluding bulk shipments in vessels D^less than 18,000 dwt.
.Including ©i! cargoes in c©mbined carriers from 1965 ط
٠ ¥essels a b o v e 0 م$ا0ه  dwt, mid-year figures.

year to the number of standard size vessels (T.^ tankers) 
required to cover the annual movements of oil. This 
change makes it di®cult to produce figures which are 
eomparable with the dme series in the previous Review. 
A  further difiieulty arises from the need to make al- 
lowance for the effect of combined carriers engaged in 
oil trade.

61. Depending on whether the combined carrier fleet 
is taken into account or not taken into account, a very 
rottgh estimate for 1970 gives an index for the produe- 
tivity of tankers of abont 140 and 147 respectively 
(1960 =  100). Eor 1969, negleedng the effect of com- 
bined vessels, the index was 137.

62. As soon as a continuons time series of comparable 
ffgures is available, this ehapter will be restored in its 
full form.

58. The profound changes which have taken place 
during the last decade in the size and speed of ships, as 
well as in the handling methods and equipment used for 
loading and unloading eargo, have had a considerable 
effect on the efficiency of the world fieet. The productiv- 
ity of shipping space may be estimated by dividing to n / 
miles of cargo carried by the tonnage used measured in 
deadweight tons. Consequently, changes in vessel speed, 
turn-round and load factor will affect productivity. It 
must be borne in mind, however, that ton/m ile transport 
performance per dwt is not an ideal measure of shipping 
prodnetivity because it also varies with transport dis- 
tance. In the last ten years there has been a considerable 
increase in the length of the average voyage whieh has 
reduced the proportion of port time to sea time.^؟

59. Table 12 relating to bffik carriers shows the in- 
erease in the ratio of ton miles per dwt employed for 
signiffcant years hetween 1966 and 1976. During this 
period the average length of the voyages performed in- 
creased from ^,216 miles in 1966 to 3,856 miles in 1965 
and 4,956 miles in 1976.قل This element probably 
aceounted for about 5 per cent of the observed increase 
in productivity from 1965 to 1976.

66. As to the produetivhy of tankers, it has been diffi- 
cult to obtain the statistics for 1976 necessary to cal- 
culate the ton/miles to dwt ratio. In the sources pre- 
viousl^ used there has nnforffinately been a change in 
unit for estimation of oil carried, from ton/miles per

د آ  The increase in the average voyage iength is nrainly caused by a 
change in the transportation pattern. For iron-ore and coal for 
instance, the increase in Japanese i!«por(s has been the main reason 
for the increase in the average shipping distance, the Japanese 
import distance for these commodities being higher than the average.

وإ  Fernley and Egers Ghartering Go. Ltd., Trades o f World Bulk 
Carriers ١« م/ول  (Osio, 1971).
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Chapter V 

TRENDS IN SHIPBUILDING

long as the delivery date was favourable. The sh i^  
builders, seeing a possibility of recovering some of their 
losses on the existing hxed price contracts, too^ fuli 
advantage of this. It was a sellers’ market.

68. However, as the spot market rates have dropped, 
the shipowners’ desire to enter into new contracts has 
decreased accordingly. Also, in lapan  the stagnation of 
the national eeonomy has seriousiy affected the iron and 
steel industry, which has reduced the volume of its iron 
and coal purchases from overseas countries. This, in 
turn, has resulted in some decrease in the requirement 
for bulk carrier transport capacity in that part of the 
world. What is not so well known is that the economic 
situation inTapan has led to the cancellation of some of 
the existing contracts, the shipowners being willing to 
compensate the yards for the cancellation of orders by 
cash payment rather than have to take delivery of vessels 
for which they see no employment. As such cancellations 
are rarely recorded in the available statistics, the 
Japanese order book may seem more full than in fact it 
is. In Europe also there appears to be more possibility 
of placing new orders for early deliveries than is widely 
believed.

69. In spite of the sharp decline in the number of 
orders plaeed in the second half of 1971, the ship- 
bniiders have been keeping contract prices high and 
insisting on escalation clauses. However, as long as the 
spot market is in its present slump, operators are not 
ver^ interested in new contracts and the yards appear 
likely to have difficulty in securing new orders.

7©. With the present inflationary trends in most devel- 
oped couffiries it wouid perhaps be too strong a state- 
ment to say that the prices of newly built vessels will 
come down. It seems reasonable to conclude, however, 
that conditions may become relatively more favourable to 
tbe contractor in the coming years than they were in

!97ه/1971.
71. The slump in the freight market should also, in- 

evitably, bring the price of second-hand vessels down. 
The present inactivity on the second-hand market may 
be taken as an indication of this.

72. For a shipowner who operates in such a way that 
he can time his placing of orders or second-hand pur- 
chases independently of spot market trends, favourable 
conditions for securing additional tonnage either by 
building or buying may be imminent.

73. $ome developments in the principal types of 
vessels are d iseased  below. Statistical information con- 
cerffing shipbuiidffig dming 1971 and tonnage on order

63. According to available stadstics, most of the 
worlds’ shipyards are today fffiiy booked with contracts, 
which makes the placing of new orders for delivery be- 
fore 1973/1974 virtually impossible. A t the same time 
one can observe the apparently eontradictory fact that 
the shipbuilding industry, especially in Europe but also 
in Japan, is showing far from encouraging flnancial 
results.

64. Since shipbuilding is a long-term process, it is 
necessary to go back two or three years and to look at 
the market condition then prevailing in order to under- 
stand the reasons for the current drop in profits. A t that 
time the placing of orders for new ships was just be- 
ginning its upward trend, and new buildings were, as has 
been the tradition, booked on a flxed-price basis. Under 
the then prevailing condition shipbuilders with relatively 
empty order books were pleased at the prospect of emer- 
ging from the slump and to be fully employed for three 
or four years ahead. They were consequently neither in 
a position nor in a frame of mind to impose in contracts 
clauses which wouid protect them fully against future 
cost increases. When flxed prices were calculated, some 
allowanee was naturally made for rising costs. The 
estimates were, however, based on historical figures 
wbich have proved to be far too low.

65. The inflationary trend in Enrope and to a certain 
extent also in Japan in the last few years has resulted 
in higher prices for shipbuilding inpffi factors such as 
labour, steel and equipment. The industry has therefore 
found itself tied to flxed contracts for the coming years, 
at prices which will at best cover only actual building 
costs and leave no margin for profit.

66. During most of 197©-1971, when demand was at 
a peak, shipbuilders, especi^ly in Europe, accepted only 
contacts with escalation clauses, in order to avoid a 
similar development in the futnre. This is a measure 
taken in order to hedge against inflation. It calls for a 
certain, fairly high, percentage of the contract price 
to be increased in accordance with indices of labour 
costs and steel prices in the couffiry where the vessel is 
to b^ built.

67. To some extent this made uncertainty regarding 
shipbuilding costs a problem for the shipowner rather 
than the shipbuilder and made shipping riskier. Never- 
theless, shipowners, encouraged b^ the high freight rates, 
were, undl about the summer of 1971, eager to place 
new orders. At the beginning of that year the spot market 
was stil! booming and owners were willing to place ship- 
building orders at high prices with escalation clauses, as
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insurance piremium for a ? ,ه ههه  dwt tanker rose from 
ههمه?$  to $175,000; for a ^50,000 dwt vessel the in- 
crease over the same period was from about $61^,500 
to $1.5 million.ءأ

78. The priee of new tanker tonnage has also risen 
eonsiderably. During the first ha!f of 1967 a 70,000 dwt 
vessel cost about $7 million while the same vessel at the 
end of 1970 was estimated to cost $14 million. The 
construction cost of a ^50,000 dwt tanker more than 
doubied over this period from $17.5 million to $36.3 
mihion.®؛*

B. Bulk carriers and combined carriers

79. Although ore-carriers and singie-deck tramp ships 
are not an innovation, the bulk carrier of over 10,000 
dwt may be regarded as a new type of vessel developed 
since the late 1950s. It has taken over the greater part 
of the grain, coai and ore trade previously operated by 
ordinary tramp ships. Bulk carriers with removable car- 
decks are also engaged in the transport of new cars.

80. Combined carriers capabie of transporting either 
oil or dry bulk cargoes had their great breakthrough in 
the 1960s and a great deal more tonnage of this kind is 
likely to be built in the years that he ahead.

81. A  study of ship size shows that, although the 
tonnage of the conventional buik earrier is inereasing 
slighdy, it is the average size of the combined carrier 
whieh is growing rapidly. A  distinction has to be made 
between OBO (ore/buik/oil) vessels, whose size is 
generally between 75,000 and 150,000 dwt, and 0 / 0  
(ore/oil) vessels whieh are now ordered between 150,000 
and ^50,000 dwt.

8^. The flexibility of operation oflered by combined 
carriers is of course their raison d’être. It gives the owner 
a possibility of choosing between the dry cargo and the 
ofl market, if the one gives a higher return than the other, 
and, when he is operating mainly in one market, of re- 
during voyages in ballast by making return legs in the 
other market.

83. For bulk carriers, and especially for the combined 
vessels, a rise in construction costs similar to that for 
tankers has taken plaee.

1, sections A and D, particular-will be found in chapter 
ly in tabies 8 and 9.

and containerGeneral

84. The most characteristic trend in the development 
of this category of ships in the last deeade has been the 
great attention paid to cargo handling. As it has been 
recognized that general cargo vesseis may spend over 
one half of their lives in port, emphasis has been laid 
on reducing loading and unloading time— the unit load 
concept being the key for achieving this.

85. The nnit load has been aecepted as a means of 
redueing costs, not only in shipping but also in other 
links of a transportation chain where cargo handling is 
involved. Thus standard modules have evolved for ship- 
liient which may be transferred easily from one mode

ءأ  Petroleum Press Service (London, July 1971), p. 253.

A. Gil tankers

74. The most slgniflcant trend in the building of 
tankers in the last deeade has been the continuous in- 
crease in the size of these vessels. Today docks are being 
built or are planned for the construction of vessels of 
up to 1 million tons dwt and there appear to be no 
teehnieal limitations on the constrnction of ships of this 
size. It is not, however, envisaged that large-scale pro- 
ductlon of tankers above say, 400,000 dwt will be 
common in the immediate future. Although the eeon- 
omies of seale related to the bigger vessels can easily be 
determined, there are practical and managerial problems 
involved in the operation of these vessels which seem to 
stabilize the growtb in tanker size.

75. Among the many factors prohibiting future 
growth of tanker size, port facilities must be mentioned. 
There are not many ports in Japan, western Fnrope and 
the United States of America where vessels of ^00,000-
300,000 dwt can be accommodated. Another constraint 
is the fact that, in many cases, the ordinary seaway be- 
tween an oil-produeing country and a main consumption 
market does not allow the transit of vessels with con- 
siderable draught such as the biggest of the very large 
erude carriers (VLCC). Consequently, the big tankers 
are rather inflexible as to alternate trades, which natural- 
ly makes them less attractive for operations on the spot 
market.

76. Also the development of larger sizes may be 
arrested by the plan, put forward by the Inter-Govern- 
mental Maritime Consultative Orgauization (IMCO), to 
regulate the capacity of tankers’ cargo tanks in order to 
limit pohution in case of accidents. Such a regulation 
wonid increase the number of tanks in an oil-earrying 
vessel and, compared with the rules of the classifleation 
societies in use today, this would mean more steelwork 
and consequently higher costs. The construction of the 
larger tankers would be particularly affected and this 
might lower optimum tanker size drastically. There is 
already a sharp increase in cost per deadweight ton for 
vessels above the ^00,000-^40,000 dwt mark.

77. The owner’s risk increases with tanker size. V^hen 
evaluating what size of tanker to order, the shipowner 
must take into account the faet that he may be able to 
obtain two or more smaller vessels for the priee of one 
VLCC. Assuming that the probability of teehnieal break- 
down (ofl-hire) is more or less the same for a VLCC 
as for a smaller tanker, the risk of operating one large 
vessel is considerably greater than that of operating two 
or three smaller ones. There is also inereasing concern 
about having so much capital tied up in a single vessel 
which could become a total loss. This is refleeted in the 
progressive insurance premiums eharged, whieh for a 
VLCC can account for about 60 per cent of the oper- 
ating costs. By many owners this is in itself eonsidered 
a constraint on the development of larger sizes. From 
the first half of 1967 to the end of 1970 the annual hull
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at the maximum ambientpressure ه £ the 
temperatme.

Type 2— Semi-pressurized ships. The générai arrange- 
ment of these ships and the cargo they carry are 
simiiar to those of type 1, but هه ir cargo capacities 
may range up to a normai maximum of about
5,000 m®. The pressure vessels are designed for a 
maximum pressure of about 8 kp/cm® (113 lb/in®) 
and are constructed of carbon steel suitable for a 
service temperature of about — 523) 0 م ®F).

Type 5— Semi-pressuri^ed/fully refrigerated tankers. 
These vessels are designed to carry the full range of 
LPG and similar chemical cargoes at a minimum ser- 
vice temperature of — 45“ с  ( - 5 0 “ E) and pressures 
of the order of 5 to 8 kp/cm® (70 to 113 lb/in®).

Type 4— Fully refrigerated at atmospheric pressure. In 
these vessels the cargo is liquefied by coohng only, the 
boiling point of the cargo deffirmining the minimum 
temperature. Vessels for carriage of LPG usually may 
develop a minimum tank temperature of — 50“ с  
(— 58“ F) while ethylene tankers are designed for a 
minimum service temperature of — 104“ с  ( - 1 5 6 “ F). 
LNG tankers are designed for a minimum service 
temperature of - 1 6 4 “ с  (— 263“ F) and may present- 
ly be of up to 75,000 m® capacity, with 120,000 m® 
vessels on order. The large LNG vessels have no 
cooling plant, the cargo being eooled by the evapora- 
tion of the liquid (boil ofi).
93. The possibility of an energy shortage in the 

United States of America has led tp a considerable in- 
crease in demand for LNG-vessels (type 4), and the 
fnture of that country’s energy market may have a signi- 
ficant influence on further development of this kind of 
ship. The Japanese and western Furopean markets are 
also important. A  ma]or advantage of LNG as a fuel is 
that it leaves scarcely any detergent, which is important 
in a pollution-sensitive society. The expansion of the 
petrochemical industry, where hydrocarbons are used as 
input factors, may aiso incre؛،se the demand for LNG 
vessels and other types of liquefied gas carriers.

94. It must be emphasized that LNG vessels are about 
the most costly and technically sophisticated merchant 
ships afloat. During 1971 a common price asked for a
120,000 m® vessel was $60-$70 million.®® 8ince LNG 
vessels are eapital-intensive and their operation requhes 
special skills, investment in them can best be undertaken 
by advanced owners who are able to take large risks. In 
evaluating the risk involved in ordering a 120,000 m® 
vessel it should be borne in mind that few vessels of this 
size have been built and that many of the carriers 
ordered are to be bnilt by techniques not previously 
utihzed on a large scale.

Ë . Marine propulsion

95. The world fieet is mainly powered by steam tur- 
bines and diesei engines. While the steam turbine was

! Hansa (Hamburg), September ا و?ل .

of transportation to another. The transportation systenl 
of whieh shipping forms a part has become integrated.

86. The effects of ffiis are seen in the construction of 
general eargo vessels in the introduction of improved 
cargo gear, side porN for palletized cargo, ramps for 
driving the cargo in and out of the ship combined with 
flush decks for forklift operations, wide hatches (open 
ships) ^nd holds which are squared to accommodate the 
cargo units. The last innovation is best illustrated by a 
cellular container vessel in which the holds are exactly 
dimensioned to accommodate a fixed number of the 
standard units.

87. Of the vessels adapted for the transportation of 
cargo units, the container vessei has been the most 
popular and has attracted most capital. However, the 
question of its profitability is disputed.

88. Although eontainer ships have replaced conven- 
tional liners and general-purpose ships on some rontes, 
the acceptance of containerization is far from unanimous 
among shipowners. Many of them believe that break- 
hulk, bag and bulk shipping volume will be sufficient in 
the years to come to pay off conventionai ships currently 
building. Their information is based on the numher of 
ports which do not have snffieient draught or the so- 
phistic^ted terminals necessary for handling large con- 
tainer vessels or even feeder ships.

89. For eertain trades the container ship has a clear 
advantage. This, however, does not make the container 
system profitable globally and the exffint to which the 
system should be implemented is today a ma)or issue.

D. Liquefied-gas carriers

90. The term liquefied-gas carriers refers to ships 
capable of transporting liquefied natural gas (LNG) or 
liquefied petroleum gas (L?G) or other similar hydro- 
carbon and chemical products. As these products are 
transported in liquid form and have low boiling points, 
it is necessary to carry them either at pressures greater 
than atmosphere or at subambient temperature or a 
combination of hoth.

91. Natural gas cannot be transported as a liquid at 
ambient temperature, whatever the pressure, because of 
the low critical temperature of meffiane, — 82“ с  
( - 1 1 6 “ F). Liquefied petroleum gases are hydrocarbons 
such as propane, propylene, butane or butylene or a 
mixture of these, whieh have been obtained from natural 
gas or petroleum refining operations. Since the critical 
temperature of these gases ظ  above normal ambient 
temperatures, they can be carried as a liquid at low 
temperature and pressure or at ambient temperatnre 
under pressure.

92. Liquefied-gas carriers can be divided into fonr 
basic typ^s which are briefly described below:
Type J - F u f iy  pressnrized ships. These vessels are gen- 

orally designed to earry L ?G  and anhydrous ammonia, 
but may also c^rry other hydrocarbons. They are 
simple in design with a maximum capacity of about 
^,000 m®. The working pressure is equal to the vapour
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that the steam turbine is predominant for the largest 
ships.

96. A  new trend in recent years has been the use of 
gas turbines in fast merchant vessels. Generally, however, 
the gas turbine is not yet competitive with more con- 
ventional propulsion plaffis.

 ,order, supplement to The Motor Ship (London) »٠ Ships إء
tember 1971.

previously found suitable for installation in almost any 
size of vessel, it is today chiefly propelling fast ships such 
as container- vessels and large ships such as the biggest 
tankers and combined carriers, all of whicb require 
machinery with a high output. Gf the 141 million dwt 
on order at the end of September 1971, 65 million dwt 
representing 2,411 units were to be propelled by motor 
engines wbile the corresponding figures for steam plants 
were ?6 million dwt and 406 It is clear from this
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Chapter VI

TRENDS IN ?RICES OF NEW AND SECOND-HAND VESSELS

100. The Fairplay data refer t© a hypothetical closed 
shelter deck vessel, of a deadweight capacity of 11,000-
13,000 tons, with a diesel engine and a speed of 15 
^nots. The prices for constructing this ship or for buying 
it readily available and new, as estimated by Fairplay at 
six-month intervals over the period 13 December 1961 
to 30 June 1971, are given in table 13 below.

101. ^o r purposes of illustration, the above prices 
expressed per ton dwt, are shown in graph 1 which also 
shows the course of the dry cargo voyage charter freight 
r^tes, as refleeted in the Norwegian Shipping News Trip 
Charter Index. The annua! average levels of this index 
between 1961 and 1970 are shown in table 14.

10^. In the course of the period covered b^ the Fair- 
play data, shipbuilding prices have been rising constantly. 
However, in the flrst part of the period and up to June 
1967 the rate of increase was relatively small; indeed 
one could say that the prices were fairly stable through- 
out the period. From  June 1967 onwards, prices 
construction of new ships have been rising at a much 
faster rate, accelerating even more after the middle of 
1969.

103. A  comparison of these priee movements with the 
short-term movement of freight rates, as given in the 
Norwegian Shipping News Trip Charter Index, suggests 
that for the greater part of the period, the level and 
movement of freight rates did not have any substantial 
efleet on the prices charged by shipyards. Such factors 
as the increasing prices of inputs of the shipbuilding 
industry appear to bave been more important. This may 
be thought surprising, sinee the level of and expectadons 
of future changes in freight rates are among the factors 
which influence shipowners’ decisions to order new 
vessels, i.e. which influence demand for construction of 
new ships. However, that short-term movements of and 
short-term expectations regarding height rates should 
not greatly influenee shipbuilding prices is not really 
paradoxical if one considers the relatively long period 
necessary to construct a vessel. Speculators wishing to 
proflt from a short-term rise in freight rates prefer to 
purchase a readily available vessel rather than plaee an 
order for a new one, as, with long delivery periods, there 
is a risk of the freight boom subsiding by the time the 
new vessel can enter ffito service.

1©4. Over the period covered by the Fairplay data, 
prices of readily available new ships have been fairly 
volatile. Here too, one can distinguish between the flrst 
part of the period, when prices have shown considerable 
fluetnations and tbe second part, beginning in 1967,

97. Developing couffiries wisbing to acquire vessels 
in order to enter the fleld of shipping or to expand their 
merchant marines, have to decide whether it is preferable 
to do so by ordering new vessels or by purchasing ships 
in the second-hand m a r k e t . T h e  general economic con- 
sidérations which affect such decisions have been 
discussed in other reports by the DNGTAD secretariat.؛® 
This chapter will therefore be confl^d  to a review of the 
development of shipbuilding prices and of the prices of 
immediately available new ships in the eonrse of the last 
decade, and of movements of prices of second-hand 
vessels in recent years. The short-term changes in these 
prices are compared with the short-term movements of 
freight rates.

98. ^ v iew in g  the trends of ship prices presents con- 
siderable difficulties. First, important price details of the 
relevant transactions, whether concerning new building 
or ffie purchase of a ready new or a seeond-hand vessel, 
are not always available. Secondly, the prices at which 
vessels are stated to be built or sold are not always a 
precise indication of the final price, since other terms 
may be included in the contract, as a consequence of 
which the total cost of the vessel to the buyer may differ 
from the publicly kuown price هو0قا،هةمهط  Thirdly, even 
when prices at which second-hand vessels have been sold 
are available, care should be exercised in their use for 
purposes of comparison over time, since differences in 
prices are due, apart from the general state of tbe market, 
to offier ffictors snch as the type of ffie vessels, theff age 
and condition and the date when their next genera] sur- 
vey is due.

99. The present review is based on the estimated 
prices for building ships or for purchasing immediately 
available new ships and on reports of sales of second- 
hand vessels, published in Fairplay International Ship- 
ping Journal (London).

Is on a long-term؛ Another possibility is to time-eharter

/٠ expansion ٠٢ See: Establishment وء  merchant » اهء /،ءءأ  in -/ء̂مح  ء
مءكا?'ءمم؛«،،ءم'ءء  (United Nations p^lieation. Sales No.: E.69.II.D.1);

“ Financing of the purchase of new and second-hand ships by 
developing countries: report by the UNUTAD secretariat” (TD/B/ 
C.4/58 and Corr.l and Add.l).

“Implementation of international development strategy in ship- 
ping and ports: report by the UNUTAD secretariat” (TD/103).

®*For example, the use of escalation clauses in contracts for 
consnuction of vessels is an increasingly frequent occurrence. Such 
clauses stipulate that the price for construction of the vessel will be 
revised according to the movements of the prices of important 
inputs used in Its construction, such as steel or labour. In the case of 
second-hand vessels purchased on credit terms, the ultimate cost to 
the buyer will depend on the rate of interest eharged on the loan.

22



T able 1ت 
Prices for new and read^ dry ear^o ؛

Prices/or ،م«ءء،؛،№ا»'ء the ^ممء؛،اPrices for ؛،«١٧ readily-available ،^سمئ،ي/

*اءم مامحعءمح«هء،ءءىآج,
closed shelterdeckerPrice

سمحر,، Per ؛٠«مح،أ،هءا
closed shelterdeckerPrice

67 5 
63 10 
65 5 
75 0 
75 0 
65 5

72 5
73 17 
76 3

92

100

900.000
875.000
825.000
850.000
975.000
975.000
850.000
900.000
900.000
900.000
940.000
940.000
960.000 

1,000,000 
1,100,000 
1,200,000 
1,250,000

31 Dec. 361
30 June 1962
31 Dec. 1962
30 June 1963
31 Dec. 1963
30 June 1964
31 Dec. 364
30 June 1965
31 Dec. 365
30 June 1966
31 Dec. 366  
30 June 1967 
30 June 368
30 June 369
31 Dec. 369
30 June 3 7 0
31 Dec. 1970

30 June 371 1,300,000

78 0
78 10
79 0 
79 0 
79 10 
79 10

81 10

I
123

1.015.000
1.020.000
1.025.000
1.025.000
1.035.000
1.035.000
1.040.000
1.050.000
1.060.000
1.090.000
1.095.500
1.095.500
1.160.000
1.165.000 
!,!80,000
1.200.000
1.270.000
1.350.000
1.380.000

361
362  
3 6 2  
1963 
1963 
364  
3 6 4

3ؤ 6
365
3 6 6
3 6 6
367 
3 6 7

؛ة
1969 
369
1970 
1970

30 June 

30 June 

30 June 

30 June 

30 June 

30 June 

30 June 

30 June 

30 June

30 June 1971 1,600,000

.85 .No. 4584, p ول? { , Journal (London), mid-year issue, 1 Iu!y ءمئءك Source: اا،ء>مهءم ء»ئ؛<ء»ه،،ه«اه ء»،

the movements 0  ̂the two variables have heen in opposite 
directions, but this is accounted for by the faet ه at it is 
not only the actual level and movement of freight rates 
which affects demand and the prices of ships but also the 
expectations of shipowners regarding the future level and 
movement of freight rates. From  1968, the data suggest 
that the rising costs of shipbuilding began to exert a 
greater inffuence on vaines of readily available new 
vessels, than that exercized by freigbt rates.

106. The prices of modern second-hand vessels, i.e. 
po.؟t-war built ships, in good condition, bnt whieh eannot 
be ciassiffed as new, depend, as was mentioned above, 
on the type, the age, actual condition of the vessel, on 
whether a survey is due and whether the vessel is readily 
available or committed to a specihe employment such a  ̂
a time-charter or a contract for consecutive voyages. In 
addition, an important faetor affecting the values of 
second-hand tonnage is the level of freight rates and 
the expectations of shipowners regarding their future 
trends. For purposes of illustration, the following para- 
graphs compare the movements of prices of second-hand 
vessels in selected recent }?ears, whieh meaningful 
information is available with the trends in height rates 
in the same periods.^®

T a b l e  14
Norwegian Shipping News Trip Charter Index

ممءلم?،،ر-
««/ء?ءءء = ?٥٠٠

93

91
91
1سم

94
92

962

967

97ه

 -Owing to the heterogeneity of second-hand vessels, the compi ®ء
lotion of an index number of their market vaiues is not feasible. 
Tbe information given is based on the Journal o f Commerce Annual 
Review, 1967 to 1971, published by The Journal ٠/ Commerce and 
Shipping Telegraph, Liverpool, and the Ship Sale and Purchase 
Market Report, 1967 to September 371 , of Million and Co. 
(Sbipping) Ltd., London.

Source: Norwegian Shipping News (Oslo).
٠ Average for year, rounded off.

during which they have been constantly rising, although 
at different rates. Thus, after June 1969 they registered 
a steep rise, the rate of which began slowing down in 
June 19?ه .

105. The prices of readily available new vessels reg- 
istered movements paralleling those of the Norwegian 
Shipping News Trip b a r t e r  Index for the greater part 
of the period, indicate a close relation between the move- 
mممه  of freight rates and that of the prices of the vessels 
in question. Thus, when freight rates rose, the values of 
promptly available new ships also rose, and they fell 
when freight rates moved downward. A t brief periods.
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G raph 1

and trip'charter index, December 1961-June 1971Prices for new and rea ا ره٢  dr̂  ̂ (

٠ Prices are given in UK pounds and shillings up to December 1مه?و Subsequent- 
ly prices are quoted in pounds and new pence.

; Source: tablesا 14.

i n ظلل^ا  freight rates fell by 13 per cent from the 1965 آا
average level.

108, In 196?, the closure of the Suez Canal had im- 
portant consequences for shipping and resulted in higher 
freight rates, especially in the t a n ^ r  trades, and higher 
prices for second-hand tonnage. Thus, while before the 
closure of the Suez Canal a motor tanker of 25,732 dwt 
built in 1958 was sold for $1,2 هه,ههه , another motor 
tanker, of 25,976 dwt built in 1958, was sold after June 
1967 for $1,550,000. ?rices of modern dry cargo ships 
also rose. Thus a motorship of 9,050 dwt built in 1951 
realised £600,000, a sharp inerease over the £ 1 70 ,000

107. Thus, in the first part of 1966, a year of de- 
clining freight rates,®® a dry cargo motorship of 6,290 
dwt, built in 195^, was ofiered for sale at £300,000. 
The same vessel was re-sold, aeeording to unconfirmed 
reports, towards the end of 1966 for £216 ,000 . Similar- 
1 ,̂ a dry cargo motorship of 9,9^0 dwt, built in 1950, 
was sold in the first quarter of 1966 for £2 3 0 ,0 0 0  while 
some months later, a sister ship was sold for £170 ,000 . 
Simiiar declines in values were reported in sales of ves- 
sels of other types such as bulk carriers 1966 ط , a year

 The annual average level of the Norwegian Shipping News Trip ء®
Gharter Index dropped from 1©1 in 1965 to 88 in 1966.



in prices of tanker vessels. Thus, a motor tanker of
51,000 dwt built in I960 was sold in 19?0 with forward 
deliver}!, for about $5 million, and was reported re-sold 
wiffi the same deliver}!, i.e. before being taken over by 
the hrst buyers, for $8 million. Although this deal may 
have been excepdonal, it does show that values of 
second-hard tanker vessels have responded to the rising 
freight rates for in k e rs آة.

111. Finally, in the hrst part of 1971, the reversal of 
the trend in freight rates in the charter markets resulted 
in a downward movement of the prices of second-hand 
vessels. A n illustrative example is the sale of a vessel of 
12,1^6 dwt hiiilt in 1958, whieh was originally put on 
the market in January 197i for £600 ,000 , bnt realised 
in the second quarter of the same year only £360,000 .

؟® The Norwegian Shipping News Tanker Trip Gharter Index 
stood at II?  in Ianس r 1 9 7  rose to 203 in July and to 260 in ,ل٢ 0
October. See also Review ٠/  Maritime Transport 1970 (United 
Nations publication. Sales No.: E.71.II.D.8), para. 117.

which, as mendoned above, was paid in the previous year 
for a slightly larger vessel. Although differences in the 
condition of the vessels concerned may have contributed 
to the priee differendal, the genera! increase in freight 
rates recorded in 1967 must have also exerted a strong 
effect.

109. In  1968 and 1969 prices of second-hand vessels 
remained relatively ffrm. Thus, for example, in 1968, a 
dry cargo motor vessel of 9,560 dwt built in 1949 
realised about £ 3 0 0 ,0 0 0  while a smaller motor vessel 
of 7,027 dwt bnilt in 195^ was sold for about 
£287 ,000 . In 1969 an 8,759 dwt motor vessel bnih ط  
195^ was sold for £ 2 40 ,000  and even a 20-year-old 
motor vessel of 8,350 dwt realised abom £218,000 .

110. In 1970, a year of rising freight rates, prices of 
second-hand vessels registered increases over the pre- 
vious year. For example, a motor vessel of 14,480 dwt 
constructed in 1957 realised £ 6 0 0 ,0 0 0  in February 
1970 while a sister ship was sold in the previous $eptem- 
her for £540 ,000 . Substantial increases were recorded
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Chapter vn  

FREIGHT MARKETS

trades have been at a much lower level In 1971 than 
they were in 1970. The reason for this has been that 
the supply of shipping, i.e., the volume of unfixed ship- 
ping seeking charters, has been throughout the year in 
excess of demand. This unbalanced demand/supply 
situation in 1971 can be explained by the slowing down 
of the rate of increase in world trade since 1970, at a 
time when, due to the typieal lag in response of supply of 
tonnage to changes in demand, the extensive placing of 
orders in previous years has accelerated the pace of in- 
crease in tonnage supply. It is estimated that in 1971 the 
rate of growth of the world seaborne trade may have 
been less than 7 per cent,®® as against increases of around 
10 per ^ent per annum in each of the years 1968-1970.لة 
This development is attributed to a sharp decline in 
lapan’s rate of economic growth, coupled with a slowing- 
down ط  the rate of expansion in some other industrial 
countries. As against this development, the world fleet, 
in terms of deadweight tonnage, registered an increase 
of about 12 per cent between 1970 and 1971, and
13.2 per eent between 1969 and 1970, compared with 
10 per cent between 1968 and 1969.®؛

117. The rapid fall in ffeight rates in the open market 
was halted in the second quarter of 1971. However, it 
appears that this was not so much the result of a signi- 
ficant expansion in the demand for tonnage as of the 
withdrawal of surplus tonnage from the market. By the 
end of September, 298 vessels totalling about 2,090,000 
grt were already laid up, as compared with 31 vessels 
totalling 250,000 grt a year earlier. It is useful to note 
that the current market situation did not affect all 
categories of ships equally. M ore than 70 per cent of the 
laid up tonnage consisted of dry cargo vessels. On the 
other hand only seven out of 298 laid-up vessels were 
less than flve years old and only seven vessels (two dry 
cargo and five tankers) of 20,000 grt and above were 
among those laid-up (for• further information regarding 
laid-up tonnage see paragraphs 143 to 148 below). 
Clearly, large new vessels, whicb gener^ly have iower 
operating costs and are also more attractive to charterers.

 See Seatrade (Colchester, England), October 1971; original ءء
source not given in publication.

.Review ofMaritime Transport, 1970, op. cit., para. 3 ل®
 The statistics of seaborne trade and shipping tonnage refer to ؛®

all commodities and all types of ships, whereas the freight rates refer 
only to dry and liquid bulk cargoes. However, since these cargoes 
constitute over 80 per eent of the demand for shipping and the ships 
concerned make about the same proportion of the world fleet, 
it can realistically be assumed that developments in volume ؟ f 
general cargo carried or in general cargo tonnage could not signifi- 
cantly aflect the argument developed in this paragraph.

A. General discussion

112. Tollowffig the slowing-down of ch^terlpg activi- 
ties in the iast quarter of 1970, the freight markets con- 
tinned to weaken during the early part of 197i. In many 
trades, spot rates re^ehed levels lower than any recorded 
since 1966.

113. In contrast, liner freight rates continued their 
dpward movement. In 1970, a nhmber of shipping con- 
ferences had given watering that, unless costs became 
stabilized in the near future, further rate increases would 
have to be expected in 1971. These rate inereases have 
been made (see table 16). In explaining tbe reason for 
these increases, liner conferences generally eited the 
continuing increases in ship operating costs and in port 
costs.

114. Rising cost elements have undoubtedly been a 
feature of the shipping industry in 1971 and the shipping 
conferences insist that freight rate increases are un- 
avoidable so long as eosts rise. However, rises in cost 
elements do not in themselves necessarily mean a de- 
terioration in the profltability of a lin^r shipping opera- 
tion, sinee, for example, a change in the relative im- 
portance of specific elements in the over-afl operating 
costs, an improvement in the utilization of cargo capacity 
of the conference vessels or a change in the cargo 
composition, if they had occurred, could 11اأ tend to off- 
set rising mone^ costs. Therefore, changes in cost fae- 
tors can be used to Justify changes in the levels of liner 
freight rates only if, and to the extent that, the entire 
profltability of liner operations has changed adversely, 
and then only to the extent that is needed to restore the 
cost/revenue relationship to a reasonable level.

115. With regard to developments in operating costs, 
the UNGTAD seeretariat has begun collecting relevant 
information in connexion with the study of the reiation- 
ship between changes in freight rates and changes in 
eosts of maritime transport requested in resolutions 12 
(IV)؛® and 16 (V)؛® of the Gommittee on Shipping. When 
completed, this study will throw further light on the im- 
portant question of the relationship between rising costs 
and rising freight rates.

ئ .116  spite of any rise in the operating costs of the 
carriers, freight rates in the dry and liquid bulk cargo

'ءءمم ءءء٠٢ءمح ٠ See ®؛ اه /  the ءمم-ءآ  and Development Board, 
Tenth Session, Supplement No. 5 (TD/B/301 -TD/B/C.4/73), 
annex I.

؛ءظئء'ممح , Eleventh Session, Supplement № د.  (TD/B/347-TD/B/ 
€.4/89), annex I.



121. For purposes of comparison, selected maximum 
and minimum tramp rates during 1970 and 1971 are 
shown in annex II, table ٧ .

(b) Time charter market rates
122. During the last quarter of 1970, ffie high activity 

in the time-charter m m ^ t  noticed earlier in that year 
so rted  to slo^ down. This weakening of the market in- 
creased to a sharp fall in 1971. This is illustraffid the 
index of time-charter rates (see table 15), published 
quarterly by the United kingdom  Uhamber of Shipping. 
The index (1968 =  100), which stood at 206 at the 
end of September 1970 and at 176 at the end of Decern- 
her 1970, declined to 87 by the end of June and to 75 
at ffie end of September 1971.

123. It can be seen from table 15 that the dry cargo 
time-charter index showed wider fluctuations in 1970 
and 1971 than the dry eargo voyage charffir index. This 
can possibly be explained by the fact that, while the spot 
voyage charffir rates reflect the current suppiy and de- 
mand situation, the time charter rates are determined by 
longer-term considerations, (although transactions for a 
period of over one year are not usually recorded). Thus, 
the sharper f^ll of the time charter index than of the 
voyage charter index during the flrst six months of 1971 
may have reflected expectations in the early part of the 
year of a further decline in freight rates.

124. The monetary erisis was particularly felt in this 
market. The uncertainty of the future of the monetary 
system lowered the incentive to enter into long-term 
commitments. However, in the latter part of 1971, some 
reactivation in the market was observed.

were able to obtain freight rates sufficient to retaffi them 
in operation.

118. In the fourth quarter of the year, chartering 
aetivity increased in both ffie dr^ cargo and tanker 
markets, but this trend may be seasonal in character.

: rates in 1971B. Changes ill

1 . D r y  CARGO TRAMP MARRRT FREIGHT RATES

(a) Voyage charter freight rates
119. The beginning of the year was marked a 

substantial reduction in chartering. As a result, the down- 
ward trend of freight rates which started in Dctober 
1970 accelerated in the first half of the year.

120. The break in freight rates in the voyage charter 
market is reflected in the voyage charter freight index of 
Norwegian Shipping News. During the period October 
1970 to July 1971, this index showed a sharp decline 
(see table 15) and, from 1^9 at the end of October 1970, 
its highest point during the year, dropped to 72 at the 
end of July 1971. Little change in rates occurred in the 
subsequent months while the immediate effect of the 
monetary crisis was to cause temporarily a practical halt 
in all charffiring operations. In November, however, there 
was more chartering activity than in the previous months, 
particularly in the grain trades, and, ahhongh a sHike of 
dockers in the Atlantic and Gulf po r^  of the United 
States of America caused a new setback in the market, 
the freight rates for transactions concluded during that 
month were higher than those in $eptemher.

T able 15 

Freight rate indices 1969-1971

.\■^^incle ا-ه،ءTanker fre ig h t

1970 19711969

D ry cargo tramp 
voyage 

(July 1965 =
ءءءثمءسر = رممئ

وءءل 1970 1971

D ry vargo Itjtmp 

(1968 = 100) 

1969 1970 1971

Liner freight 
rates^ 

(1965 = 100)Month

1970 1971

? » 7
155
140
110
104

81
71
75
87

(117) D9 
(121)134 
(132)145 
(125) 137 
(121)133 
(158)173 
(203)223 
(205)226 
(236)259

281

60

81

(104) 115 (260): 
(126)139 
(137)150

107

87

72
74
75 
74

112

121
124

؛ج
127
128 
129 
111 
111 
119

81

81

91

95 148 135

97 193 87

H i 176 
101

January.........................................  108 112 121
February.......................................  108 113 122
March .....................................................  110 113 124
A pril.............................................  110 H3 125
May...............................................  108 113 125
June...............................................  109 113 125
Ju ly ...............................................  109 114 126
August ............................. . . . . . . . . ٠٠. 109 114 127
September . . . . . . . . . . . . . . . . . . . . . . . . .  110 115 128
October.......................................٠٠. . . . . .  110 115 130
No^enrber................................................ 110 II?  131
December ................................................ I l l  117
Yearly Average........................................  109 H4

ء €لهه?هءاا  and published by Norwegian Shipping News (Osin).
) As published by Norwegian Shipping News ء ءه1م ). Intascale numbers to August 

1969, thereafter Worldscale numbers. The equivalent Intascale numbers for the 
period September 1969 to December 19?© are shown in brackets،

N o te .  .The indices in this table have been taken to the nearest round figure س
٠ Liner index compiled b^ the h^inistry o f Transport o f the Federal ^ p u b l ic  

o f Germany. Monthly weighted assessments o f freight rates on cargoes loaded or 
discharged.by liners o f all.^ags a t ports in tbe Antwerp/Hamburg range.
ر  As ofl970, compiled and published on a  quarterly basis by the United Kingdom 
Chamber o f Shipping. !
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markets a ^  that 1971 was the year ط  which this change 
in rating policies became overt.

129. €are is needed in imerpreting the information 
given in table 16. The table is not a list of actual freight 
rate increases but of freight rate increase announcements. 
The actua! increase may differ from the increase an- 
nounced in one or more of several wa؛?s. First, between 
an announcement and the date when it becomes effective, 
consultation or negotiation may occur which results in 
the actual inerease being smaller tban that annonnced; 
indeed, in some cases the increase may even be aban- 
doned. $eeondly, a conference in making an announce- 
ment of a freight rate increase may apply differential rate 
increases or timing to different areas of their operations 
or to particular products and these details would natural- 
ly not always be recorded in tbe press. Thirdly, the con- 
ference may exempt, as a result of consultation and 
negotiation, particular products or particular areas from 
the proposed increase or may apply smaller increases to 
those products or areas. For all of these reasons, there- 
fore, neither the size of the change nor its timing may 
accord with the original announcement.

130. Recent developments show that the “across the 
board” increases in liner freight rates can no longer be 
taken as the sole indicator of rate changes. The reason 
is that there appears to be a tendency to diversify and 
generalize the use of snreharges. For example, a banker 
surcharge has been introdueed by a number of con- 
ferences since 1970. Also, in some trades, post-shipment 
surcharges have been introduced by shipping conferen- 
ces. As a result, a complex system of quoting rates has 
evolved. An example of the diversity of the system of 
quoting rates is provided by the ^^ittas conference. The 
trade from Haiti to Furope appears to be subject to the 
following surcharges as from 1 April 1971ءم

(a) Fort charge: $2.30 per freight ton.
(h) ١¥harfage charge: $2 per freight ton.
(c) Fort improvement charge: $1 per freight ton.
(d) An outsort surcharge of $1.50 per freight ton was 

imposed on shipments from Haitian ports (except Fort- 
au-Frince) to Furope, owing to the eomparativeiy small 
volume of cargo offered in Haitian ports.
As a result of the introduction of an inereasing diversity 
of surcharges in addition to straight-forward rate in- 
creases, a comparison of the freight rate increases made 
by differed conferences (see table 16) does not give a 
complete picture, ©ne conference, for example, may in- 
crease rates by, say, 15 per eent, and impose no sur- 
charges, while another makes a rate increase of only, say, 
5 per cent, but introduces a number of surcharges so 
that, in practice, the effective increase made may be 
even larger, ^ h ile  freight rate increase are generally re- 
corded in the Fress, not all surcharges are recorded and, 
because of their diversity, their results are difficult to 
determine acenrately. For these reason , lists of sur- 
charges are not ineiuded here.

2. Cargo lîn e R  freight RATÊS

125. Liner freight rates rose sharply during 1971. 
This is shown in table 16 whieh shows liner freight rate 
increases announced in 1971 and their effective dates. 
In parallel, the liner freight rate index eompiled by the 
Ministry of Transport of the Fédérai Republic of ©er- 
many (table 15) reached a level of 131 in November as 
compared with 1^1 at the beginning of 1971 and 114 in 
August 197©, when the acceleration of the upward move- 
ment started.

126. The most notieeable feature of the development 
of liner freight rates in the last quarter of 1970 and in 
1971 is the accelerated pace of increase of these rates at 
a time when voyage charter and time charter freight 
rates in the open market feh sharply, ^ h i le  it is un- 
doubtedly true that increases in the ievei of costs of liner 
shipping occurred in the period, the relationship between 
the cost increases and the freight rate increases is not 
known (see also paragraph 114 above). It has been noted 
that in the past liner rates have tended to follow open 
market rates, particularly in an upward dhection, but 
with a time lag. Thus, the present pattern of a rise in 
liner rates occurring about a year after open market 
rates reach their peak is consistent with past observa- 
tions.

127. It will also be noticed that further increases in 
liner freight rates were announced during the last months 
of 1971. The effect of these increases will be feit mostly 
in 1972. Furthermore, as a result of the de facto de- 
v؛duation of the United $tates dollar in terms of other 
currencies in August 1971, m^ny shipping conferences 
imposed “currency adjustment” surcharges (see para- 
graphs 133 to 142 below). Rising operating costs are 
given by the shipping conferences as the main reason he- 
hind the announced new liner freight rate increases. In 
this connexion, reference is again made to the discussion 
in paragraphs 112 to 118 above.

128. The UNCTAD secretariat has recorded 134 an- 
nouneements of freight rate increases in 1971 (see table 
16). This number appears to be considerably larger than 
the corresponding one recorded in 1970.قق Table 16 may 
not be direetly comparable with the corresponding list 
in the 1970 Review, since different sources were nsed in 
its compilation. However, even when full allow ane is 
made ^ r  differences in coverage, it is probable that the 
number of freight rate increases made in 1971 has no 
precedent, at least since 1957. These increases affeeted 
almost all the major liner trades at a time when all the 
other freight markets were depressed. Only the future 
will show whether the large number of increases in 
19?1 was due solely to an exceptional increase in 
operating eosts. It is possible that, as liner services be- 
come increasingly specialized, the freight policies of the 
shipping conferences ^re tending to become increasingly 
independent of the freight rate developments in other

February ء؛® See Jourmlpour le Transport international (Basle), ; 
1971, p. 179.

م ee the list in paragraph 167$ ءو £ the Review o f Maritime Trans- 
port, 1970, op. eit. The second foot-note (0 that paragraph slates: 
“It is believed that the list, ahhough not exhaustive, is representahve 
of the inereases announeed during 1970”.
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costs less in terms of non-dollar currencies. Japanese 
slriphuilders, for example, estimated that they might lose 
up to $500 million in the ease of a 0ل per cent revalua- 
tion of the yen, because of their U.S. dollar claims out- 
standing at the tim؟ when the yen was allowed to float .® ء

135. It is not possible to identify and appraise all the 
effects of the monetary crises on the short-term demand 
for shipping services and on the market, the major 
reason being that the crisis occurred at a period when 
the market was already depressed because of other 
factors. It is, however, reasonable to suppose that the 
crisis further accentuated the depressed conditions al- 
ready existing in the market.

136. The demand for shipping will also be affected
the changes in the parities of cnrrencies arising from

the solution of the monetary crisis. The effects of the 
revaluation of the yen, substantially greater with respect 
to the U.S. dollar than with respect to other major cur- 
rencies, may be quite serious.®® This revaluation may 
be expected to cut Japaffis exports and, hence, affect re- 
quirements of raw materials and fuels, such as coal, ore 
and crude oil.®؟ This effect may be compensated, at least 
in part, b^ rising exports and, subsequently, rising import 
requirements of other countries, particularly the United 
States of America. However, the over-all effect of such a 
change in the orientation of the trade, particularly of the 
trade in raw materials and fuels, is very likely to influence 
the average distances over which cargo is carried and, 
hence, the demand for shipping services. This is because 
the ocean voyage between most of the major sonrces of 
raw material supply and the United States of America 
or Europe is shorter than that to Japan. Seen from this 
angle, the effects of the monetary crisis may be more 
important for the shipping industry in the few years after 
its settlement than immediately after the crisis which 
occurred in August 1971.

(b) Particular effect ٠« liner conference freight rates
137. In order to avoid a repetition of the losses whieh 

shipowners suffered after the dev^uation of sterling in 
1967, there was a switch ^om  sterling to the United 
States dollar as the currency in which rates were ffxed. 
The dollar thus having become the currency in whieh 
freight rates were expressed, its de facto devaluation in 
August 1971 immediately revived the problems the in- 
dustry had fficed in 1967. The revenue of liner com- 
panics, whose freight rates were expressed in dollars, 
declined in terms of other major currencies.

13$. The mechanism of adjustment to the modiffed 
monetary situation too^ three main forms:

®® s،j«cce; Zosen, (Tokyo), vol. XVI, No. 6, September ول?ل . 
Presumably tbe aetual revaluation of the yen vis-à-vis the United 
States dollar, will increase tbe losses proportionally.

 According to the Japanese Economic Planning Agency, the ®ء
industrial production of Japan in the fiscal year ending March 1972 
is expected to register an increase of 3.5 per cent as against the 
originalestimateofll.8 percent. ( ءءسمح-.ءءممح « (Tokyo), voh XVI, 
No. 8, November 1971).

 Depending upon how low Japan’s economic growth rate for“ ؟و
the next few years is set, the target of the Japanese merchant fieet 
should be rather drastically revised.. Quoted from -Zosen 
(Tokyo), op. cit., p. 5.

131. The tanker market remained very strGng until 
almost the end of 1970, but thereafter it also weakened 
and, during the ffrst seven months of 1971, freight rates 
fell sharply in all tanker markets. This is shown by the 
tanker freight rates index, which registered a fall from 
286 in October 1970 and 226 at the end of December
1970 to 69 in July 1971. After a temporary recovery 
in August, the index again fell back to 71 in $eptember. 
It appears that the opening of the Transarabian ?ipeline 
and the resumption of normal supplies from North 
Africa, together with a sharp decline in demand for 
tanker tonnage on the part of Japanese importers were 
the major factors which affected the market.

132. There were, at this time, two eontradictory 
favors in the market. On the one hand, a large number 
of ore/oil carriers on longer term contracts In Japan, 
which were fonnd surplus to requirements, were placed 
in the market for re-letting. According to press reports, 
the tonnage of re-let ships available up to 15 October
1971 amounted to 1.4 million dwt, making the tonnage 
nnffxed approximately 3 million dwt. On the other hand, 
the indications were that with the approach of the 
winter season in the northern hemisphere, the underlying 
tone of the market tended to be strengthened. In 
November and December 1971 the tanker markets were 
re-activated and this contributed to raising the freight 
rates to higher levels than those recorded in the third 
quarter of the year.

4. T he effect of the monetary crisis

(a) General
133. Any change in exchange rates hetween cur- 

rencies ereates certain problems. Eor instance, the size 
of the increase (or decrease) in shipowners’ costs or 
the size of the corresponding reduetion (or increase) in 
freight rates is inffuenced by the extent to which other 
eurreneies follow or do not follow the devaluation or re- 
valuation resulting from either a speciffe change in the 
parity or the ffoating of a curreney in which freight rates 
are quoted.

134. The eombination of two factors, namely, a 
market whieh was already nnder strong downward pres- 
sures and the uncertainty created by the monetary crisis, 
stopped, for a time, all activity in chartering and selling 
of ships, sipce neither shipowners nor charterers had 
sufficient conffdence in the likely future relationships 
between currencies, to be prepared to enter any trans- 
actions. Another effect of the crisis has been that ship- 
owners who completed chartering transactions in United 
States dollars before 15 August 1971 suffered losses of 
revenue, in the absence of any escalation clause. On the 
other hand, because of the volume of new tonnage on 
order, the prices of whieh were frequently ffxed in dollars 
without escalation or eurreney adjustment clauses, many 
shipowners will have made a capital gain from the 
devaluation. Also, shipowners who borrowed to con- 
struct ships, which is the usual method of ffnancing new 
building, now ffnd that the repayment of their lo a n

3. Tanker freight rates
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142. This question is now of greater importance be- 
cause developments regarding the recent monetary erisis 
have ied to a greater degree of ffoating of internationa! 
currencies than before, the support margins around the 
m id-po^t parities having been widened. I t may be noted 
that subsequent to the determination of the new parities, 
several conferences had, before the end of 1971, an- 
nouneed n e^  eurreney adjustment surcharges.

5. The eevee of freight rates, eating up and
SG R A FPIN G

143. The relationship between changes in freigbt 
rates and short-term adjustments in the supply of tonnage 
can be followed by observing the development of freight 
rate indices, laying up and strapping tonnage. Graphs 2 
and 3 show, respectively, dry cargo voyage charter and 
tanker freight rate indices during the period 1965 to 
1971 (right hand axis) in relation to the changes in laid 
up and strapped tonnage as a percentage of world ton- 
nage (left hand axis). If the whole period is eonsidered, 
there appear to be systematic relationships between these 
two sets of variables, particularly ط  the relationship of 
movements in freight rates to laid-np tonnage.

144. Both laid-up and scrapped tonnage fohow the 
movement of freight rates, but witb a time-lag. This 
time-!ag arises from a number of causes;

(a) 8hips can be laid up only after all charters have 
been concluded.

 The process of adjustment of tonnage capacity (ء)
through laying up of vessels is gradual. If the pattern 
of the market supply of tonnage is considered, severai 
stages ean he distinguished, ^ h ile  freight rates are de- 
chning, they may still provide marginal operators with 
revenue higher than vessei operating costs minus laying 
up costs. Under such conditions there is no inducem e^ 
to lay up tonuage. If freight rates continue to fah, the 
revenue of marginal operators is insu®cient to cover 
vessel operating costs minns laid-up costs, with the 
result that the laying up of tonnage begins, first with 
tonnage with the highest operating costs. As further falls 
in rates reduce revenue to a level equal to operating costs 
minus laid-up costs of operators of more economical 
tonnage, the amount of laying up wih tend to increase 
sharply, a№ ough in this situation the market prospeets 
will play an important role. This point is discussed 
further in sub-paragraph ( ء ) below.

Initially, therefore, the market is characterized by a 
sharp fall in freight rates while laid-up tonnage increases 
only slightly (see graphs 2 and 3). A t a later stage, even 
after the decline in freight rates has been cheeked, an 
accelerated inerease in laid-np tonnage may be noticed.

(c) The level of serapping and laying-up of tonnage 
depends on both current and expected future market 
developments. If current rates are low but prospects are 
encouraging, little increase in scrapping and laying up of 
tonnage can be expected. For example, if tbe net loss 
from a voyage in terms of out-of-pocket expenditure 
equals the laying-up costs, so that the owner is indifierent 
as between laying-up or keeping the vessel in service, the

(a) For freight rates quoted in dollars, a “eurreney 
adjustment” surcharge was imposed.

ه) ) $ome conferences, while eontinuing to quote rates 
in dollars, allowed member lines to convert freight rates 
from dollars to their own eurrency at the parity rate 
which exis^d prior to 15 August.

(c) Gther conferences preferred to switch to another 
generally acceptable international cmreney (the $wiss 
frane, for exampie).

139. During the period 15 August to 1© December 
1971 several conferences announced “еттепсу adjust- 
ment” surcharges. These varied in size between 2 per 
c e ^  and ? per cent. The variations can be partly ex- 
plained by the fact that tbe costs of liner eompanies were 
affected differendy according to the extent to which the 
dollar depreeiated relative to the currencies of the conn- 
tries in which the costs were incurred. For example, a 
liner company that incurred most of its costs in certain 
continental ports of western Furope is likely to have in- 
eurred greater cost increases than a liner company in- 
purring most of its costs in the United Kingdom, ©n the 
other hand, costs incurred in the United States of 
Ameriea, or in any of the eountries whose curreney is 
still tied to the United States dollar, remained unaffeeted. 
It is worth noting in this connexion that, in the United 
States, ail freight rate inereases and adjustments were at 
first postponed because of the 9©-day priee freeze which 
was ordered. This was soon relaxed and the priee freeze 
did not beeome applicable in tbe case of shipping.

14©. “Gurreney adjustment” surcharges that were 
added to freight rates quoted in dollars adversely affeeted 
countries whieh maintained their parity with the dollar 
because these eou^ries were required to pay more in 
dollars for shipment of their eargos. This is particularly 
true for the great majority of developing countries. It 
may be added that, generally, ship-owning eonntries have 
been affected less than other countries by the freight rate 
adjustments because their losses as shippers have been 
offset, in ^art at least, by their gains as shipowners.

141. Any change in foreign exchange parities hetween 
eurreneies, widening of margins around fixed parities, or 
fioating of eurrencies, adversely affects the interests of 
either the carriers or the shippers, and this problem 
cannot be resolved by quoting freight rates in terms of 
any aeceptabie international currency. The legitimate 
interests of each of the parties concerned conld be pro- 
tected only if an effective mechanism were created to 
determine objectively the size of the freight rate in- 
crease to be adopted following a de facto dev^uation, or 
the freight rate reduction to be applied following a de 
facto revaluation of the currency in whieh the freight 
rate is quoted.®®

له؛ In ء® $ connexion, reference is made to )oint recommendation 
No. II  on “Currencies—Devaluation, Evaluation, Rates of 
change” which was adopted in June 371 by the Committee of 
Furopean Nafional Shipowners’ Associations (CFNSA) and the 
Furopean Shippers’ Council, and also to p a ra ^ p h s  202 to 211 of 
the report by the UNCTAD secretariat: The Regulation ءمحئ م/ا • 
Conferences (A Code o f Conduct for ءامء Liner Conference System) 
(United Nations publication. Sales N٠٠: E.72.II.D.13) where su^- 
gestions are made for the handling of this particular problem.
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w6rid fleet supplied by the Institute o f Shippiug Economics, Rremcn.
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g,ь 1965-1971: Oil tankers

G raph 3 

g-up,® and ا١,of freight rates ؛The(

٠ Tonnage اaهآ up at the beginning o f each quarter, expressed as a percentage 
o f the world tanker fleet tonnage. .

; a percentage o f worldوآ Tonnage scrapped during each quarter, ٠ 
fleet.

Sources: freight rates: table 15.,
Laid-up tonnage: calculated by the Secretariat ■̂ ٠^١ statistics o f tonnage laid up 

compiled by the United Kingdom Chamber o f Shipping and o f world fleet compiled 
by the Intitute o f Shipping Economics, Bremen.

Tonnage scrapped: calculated by the Secretariat from statistics coi^pilcd b^ the 
Institute o f Shipping Economics, Bremen.
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tonnage the corresponding figure was 2.6 per cent. This 
can possibly be explained by the relative age composi- 
tion of the two fleets. Only about 6 per cent of the world 
tanker tonnage is 20 or more years old, while 20 per cent 
of the world dry cargo tonnage is of this age.

149. The reiationship between scrapping and freight 
rates during 1971 is not very marked in either the dry 
cargo or the tanker markets. This confirms the observa- 
tion made above that short-term movements of strapping 
depend to a greater extent than those of laying up on 
factors other than fre^ h t rate movements. A n im- 
portant qualification, however, should be mentioned. 
While the statistics used to indicate the size of the ^o rld  
fieet do not include the United States reserve fleet, 
statisties of scrapping include this fleet. Generally, this 
will tend to bias upwards the percentage of strapped 
tonnage. Particularly, a change in the United States 
reserve fleet tonnage strapped may have an hnpaet which 
is sufficient to distort the short-term reiationship between 
percentage of tonnage scrapped and ffeight rates, be- 
cause tbe United States flag scrapped tonnage aeeounts 
for a large percentage of the total tonnage broken up. 
In 1 و7ه , for example, it amonnted to 45 per cent of tbis 
total.

،؛٠  rates increases, 1968-1970 in seleted  
to and from developing eoantries ا

Liner

ه15  Changes in liner ffeight rates do not always م
aflect equally the inbound and outbound liner trades of 
a region or a country. In view of the special importance 
of the level of freight rates to developing countries, 
partienlarl^ those relating to their export trades, 34 con- 
ferences covering seiected trades to and from developing 
couffiries were asked by the secretariat to provide in- 
formation regarding freight rate changes during the 
period 1968 to 197fl.

151. Substaffiive replies were received from 21 con- 
ferences, and, on the basis of these replies, it was possible 
to establish the freight rate changes on both legs of 17 
trades as shown in table 17. The position in these 17 
trades is described below:
In six trades, freight rate increases were more frequent 

and /o r higher in the inbound trades of developing 
countries ffian in the outbound trades from developing 
countries.

In five trades, freight rate increases were more freqnent 
and /o r greater in the outgoing trades from developing 
countries than in the corresponding inbound trades.

In another trade a rate inerease was introduced in the 
outbound trade from developing countries four months 
earlier than in the inbound leg.

In four trades, freight rate increases seem generally to 
have been similar on the inbonhd and outbound trades. 
One of these four trades is divided into several sectors 
and, although certain diflerences exist in individual 
sectors, the over-all situation seems to have been 
similar in the offibound and inbound legs of the trade. 
In another one of these trades, the freight rate changes

decision to lay up wifl be influenced by the immediate 
prospects of market developments. Accordingly, it is 
only when the discounted value of the expected future 
revenue is smaller than the relevant costs that sub- 
stantial laying-np or strapping will oceur.

145. As will be seen from graphs 2 and 3, in a given 
market situation, changes in the volume of tonnage 
strapped tend to follow changes in freight rates with a 
greater time-lag than is the case with changes in the 
volume of laid-up tonnage. This can be partly explained 
by the faet that a decision to scrap is likely to be taken 
more slowly than a decision to lay up tounage, scrapping 
being an irrevocable action. Moreover, in the case of an 
old laid-up ship, all money borrowed for its purehase 
will normally have been repaid, so that retaining the 
vessel does not involve an^ signifleant cash outflow. An 
old vessel which is nearing the end of its useful Ifle may 
be Iffid up without any attempt to maintain it in condi- 
tion, since its value for scrap wifl not signiflcantly de- 
teriorate because of lack of maintenanee. Laying-up then 
being virtually costless, the vessel can be retained against 
either future improvement in freight rates or a rise in 
scrap value. The latter point may be important beeause 
prices of vessels soid for breaking-up are likely to be 
low in periods of depression in the freight markets. It 
appears, therefore that scrapping depends to a greater 
extent than laid up tonnage on factors other than freight

146. The developments in ل7ل ل97ه-و  generally com 
firm the pattern described above. For example, the lag 
in the response of laid-up dr^ cargo tonnage to changes 
in freight rates was clearly shown, since the dry cargo 
voyage charter freight rates began to decline in Gctober 
197©, while laid-up tonnage began to  rise substantial^ 
ط  February 1971. The volume of laid-up dr^ cargo 
tonnage always responds to market developments. Gn the 
other hand, the supply of tonnage in the tanker market 
appears to adjust more quickly to  changes in freight 
rates. However, the tonnage of tankers laid up showed 
fluctuations during the twelve-month period ending in 
Getober 1971, while tanker freight rates declined con- 
tinuousiy over the period (except during August 1971).

147. The changes in laid-up dr^ cargo and tanker 
tonnage as a percentage of the corresponding total world 
tonnages since the end of the third quarter of 197© are 
shown below:

End  ٠/  ; D ry cargo Tanker
Percentage Percentage

September 1970 . . . . . . . . . . . .  0.18 0.03
D e e e m b e r l 9 7 0 . . . . . . . . . . . . .  0.^0 0.15
؛4 areh 1971 . . . . . . . . . . . . . . .  0.35 0.13
June 1971   0.49 0.12
September 1971 . . . . . . . . . . . .  1.12 0.60

148. It can be seen Fom  the above flgures that a 
much spraller proportion of tanker tonnage than of dry 
cargo tonnage was laid-np at the end of September 1971. 
The situation as regards tonnage strapped was the same. 
In the twelve-month period ending Getober 1971, the 
tanker tonnage scrapped accounted for ©.4 per cent of 
world tanker tonnage whereas in the case of dry eargo

37



ا to and from developing countriesLiner freight rate increases ، in the period 1968-1970 in selected ء

T able  17

Inbound 
((٠ developing countries)

Outbound 
(from developing countries)DateTrade

routes

5.5 per cent general rate increase. 
5 per cent general rate increase.

5 per cent general rate increase. 
Tariff ^pnverted to metric hasis.

 .per cent générai rate increase ي7
.per cent general rate increase إ-12

7.5 per cent genral rate increase.

7 per cent general rate increase.
12.5 per cent general rate increase.

Incorporation of 1^.5 per cent sterling devaHation 
surcharge.

9 per cent general rate increase, concurrent reduc- 
tion of 10 per cent Suez surcharge to 7.5 per cent.
10 per cent general rate increase.

5 per cent general rate increase.
9 per cent general rate increase. Suez surcharge 
reduced from iO per cent to 9 per cent.

8 per cent devaluation surcharge.

Sterling devaluation surcharge incorporated. This 
resulted in an effective 2 per cent increase.

Irate increase.

.rate increase ا

cen؛ t •

:p e rcen t؛

10 per cent general rate increase.

10 per cent general rate increase.
10 per cent general rate increase.

إ7  per cent general rate increase (with some excep- 
tions and specific rates for certain commodities).

 per cent general tariff rate increase (with ي12
some exception and special rates for certain 
commodities).

10 per cent general rate increase. 
12.5 per cent general rate increase.

Incorporation of 12.5 per cent sterling devaluation 
surcharge.
9 per cent general rate increase, concurrent reduc- 
tion of 10 per cent Suez surcharge to 7.5 per cent.
10 per cent general rate increase،.

9 per cent general rate increase. Suez smcharge 
reduced from 10 per■ cent to 9 per cent.

.per cent sterling devaluation surcharge ؛

[ rate increase.؛p e rcen t؛

Section 1 
i per cent general rate increase.

lanuar^^ 1968 
April 1970

February 196؟

!A pril 1968 
1 April 1970

1 January 1969

1 April 1969 
1 July 1970

1 April 1970

January 1968 
June 1970

1 February 1968

1 March 1968

1 December 1969

1 February 1970

August 1968 
March 1970

18 December 1967 
1 January 1968 
!September 1969

1 Dctober 1969 
1 February 1970

1 September 1969

م« 2 /،ء ' ه
recently been 0®cially established and for the time being the same rates (and increases) have applied to 
3. Section 2 is to introduce its own tariff as from 1 January 1972,

per cent general rateA and В approximately, 
mcrease.

percent 10؛.increase ا

The 8 per cent devaluation surcharge which had 
been introduced on 15 December 1967 was 
incorporated in the freight rates ^nd the to ^ l 
then increased by a further 10 per cent.

• cent ؛.rate increase ا

ءءك« 3 م/؛  — A مح«ه В  
A and В approximately. 5 per cent general rate 
mcrease.

Section 4
Sterling devaluation surcharge 8 per cent, 
s^rling devaluation surcharge incorporated into 
freight rates and increased by a further 8 per cent, 
thus making a total Increase of 16 per cent; 
Approximately 5 per cent general over-all increase

Section . 
.per cent gener a) rate increase ؛

per cent devaluation surcharge incorporated 12إ
.0 tariff rates؛س

This section has only 
Section 2 and Section

1 September 1969

Jamrary 1968 
March 1968

September 1969

September 1969 

March 1968

10

11



T a b le  17 (continued)

Inbound 
(to developing countries)

Outbound 
(from developing countries)DateTrade

routes

General increase 15 per cent but reduction of 
Suez Canal surcharge from 15 per cent to  13  ي
percent.

No increase.

To section ( ه7ر —Rate increases; 
for rates below 297/6: plus 25s. 
for rates 297/6 to 392/6; plus 30s. 
for rates over 392/6: plus 25s.
To section /А 7 /—Rate inereases: 
for rates up to $30: plus $2 
for rates over $30: p]u$ $3

To ءءء،/؛ء « (X I) and (  Rate increase of—رلآع
 per cent (with exceptions), sterling devaluation ي7
surcharge which came into efiect in January 1968 
incorporated into new U.K. rates.
To ص ء؛ءءء'م« (ر —Rate increases:
R^tes up to  $20: plus $1.50 
Rates $20 to  $30: plus $2 
Rates $30 to  $60: plus $3 
Rates $60 to  $90: no increase

5 per cent general rate increase

إ12  per cent sterling devaluation surcharge 
incorporated into tarifi rates.

15 per cent general rate increase. The Suez Canal 
surcharge reduced from 15 per cent to  13 إ  per 
cent.

5 per cent general rate increase

8 per cent approximately.

10 per cent approximately (with some exceptions).

Change-over to  us. dollar basis and consolidation 
of existing tariff rates including9per cent dévalua- 
tion surcharge.

11 16 June:
(مء«ءء'اء«رس

1970 July؛

increase (with some

Reduction of Suez Canal surcharge from 15 per 
cent to .per cent net ي13 

September 1970 12.5 per cent
exceptions)

ton with certain

No increase.

From ءءء؛ء'م « (XI )  —15s. 
exceptions.

From section ( ص . (Rate increases—ر
for rates up to $40: plus $2.50 
for rates over $40: plus $3.50
From ص ءءءء (رص مح«ه (ر س؛ —Rate increases by
$1 net or $1.10 gross. Sterling devaluation sm- 
charge which came into effect on 1 January 3 6 8  
incorporated into new u . ^ .  rates.

From section ( ص  :Rate increases—ر
Rates up to  $20: pius $1.50 
Rates $20 to  $40: plus $2 
Rates $40 to $90: plus $3 
Rates over $90: no increase

rate increase (with certain10 per cent 
exceptions).

 -per cent sterling devaluation srucharge in ي12
corporated into tariff rates.
12.5 per cent general rate increase. The Suez 
Canal surcharge reduced from 15 per cent to 

ل3إ  per cent.

8 per cent approximately.

10 per cent approximately (with some exceptions)

January 3 6 8  

February 3 6 8

!A p ril 3 6 9  

February 1970

March 1970 

5 August 1970

1 January 1968

1 April 3 7 0  

1 March 3 6 8

l M ^ y 3 6 8  

15 May 1970

1 ©ctober 1970

1 June 3 6 6  
1 ©ctober 3 6 6
I July 1970
II  July 1970

14

16

17

٠ W ith the exception of sterling devaluation surcharge, and Suez surcharge, no 
surcharges are included.

١١ N o t applicable in the trade from one of the developing countries served to 
Europe.

مك«ء*ءع .• compiled on the basis of information communicated to the UNCTAD 
ecretariat by shipping conferences.
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؛ commodities, 1963-1970Tire ratio о! iiüer freight rates to prices of ا

T able  18

19701969

o أ fp rke ’̂ Freight ،™ء ،٠ 

19671966196519641963
Commodityء،»مء

Rubber Singapore/Malaysia-Europe . . . . . . . . . . . .  7.5 8
Tin Singapore/Malaysia-Europe . . . . . . . . . . . .  1.7 1.^
Copra Philippines-Europe  .................................. ؛11 9.6 
Hemp ?bilippines-Europe......................................  22.6 20.7
Jute East Pakistan-Europe..................................  8.7 8.7
Sisal hemp East Africa-Europe  7.6 8.4
Cocoa beans Ghana-Europe  3.3 3.1
Coconut oil Ceylon-Emope  11.2 8.8
Tea Ceyion-Europe  5.8 6.5
Coffee Brazil-Europe  6.5 4.9
Palm kernels Nigeria-Europe  7.8 9.5
Coffee Colombia (Atlantic ports)-Euiope . . . . . .  5.1 4.2®
Cocoa beans Brazil-Europe..............................................  6.4 8.6
Coffee Colombia (Paciffc ports)-Europe . . . . . . . .  5.5 4.5®

value o f exports were quoted. ? r ces o؛ f t؛re remaining eommodities are quoted 
on f.o.b. terms.

» Freigbt rates ineiude Suez Canal varying surcharges, when applicable, ^ h e n -  
ever a ^ u ^ K o  o f؛frê؛ h t  rates to other currenae؛s has been necessary, this was

• Annual freight rates were calculated by taking a weighted average o f various 
freight rates quoted during the year, weighted by their period o f duration.

N ٠™. — Because o f some differencee in the prices data and the eommoditiea 
seieeted, this table is not comparable with table 22 in the ءءع؛ااء> ٠ /  Maritime 
Transport,ءءءا  (United Nations pubiieation. Sales No.: £.7 ه.11.ه.ك ).

Source: The Royal Netherlands Shipowners’ Association.
٠ c .i.f؛ p؟i؛؛es were quot؟d for rubber (؛ oudo؟ -RSSl), tin, copra, iute (UR-pwe 

grade), sisal hemp, cocoa beans (G hana^urope), palm ker .$^؟ ؟ءيه0ء0أ  beans 
(Brazil-Eurode trade), coffee (Co)ombia-Europe), eoffee (Brazil-Europe), unit

ward trend, existing evidence suggests that unit vaines 
of a number of the ^rimar؛! eommodities, whieh con- 
stitute the major ^art of the exports from deveio^ffig 
countries, have shown a long-term downward 
Any increase in height rates on exports not compensated 
by an increase in the price obtained for the product 
concerned clearly has an important effeet on the economy 
of the exporting country. The fact that the c.i.f. prices 
of many of the exports of deveioping countries do not in- 
crease when freight rates increase oceurs because the 
elasticities of demand and supply of the goods concerned 
are adverse.،®

154. Table 18 shows ehanges in the ratio of freight 
rates to market prices for fomteen seleeted primary 
commodities exported from developing countries for the 
period 1963-1970. From the table, the following groups 
of commodities c^n be distinguished:

41 See in this connexion: (a) “©севп shipping and freight rates 
and deveioping countries in Proceedings ٠/  the United Nations 
Conference on Trade and Development, Geneva, 23 March-16 Jime 
1964 voi. V., س'ءك«'،،«ك مح«ه  invisibles—Institutional arrangements 
(United Nations pnblic؛(lion. Sales No.; 64.H.B.15). (ظ) Commodity 
Survey, 1968 (uhited Nations publication. Sales No.: E.69.II.D.5). 
(c) Review ٠/ /أا؛ءء«'سهئءه/ ^ء-ءمحة مح«ه  Development, 1969 (Uni)ed 
Nations pnblication. Sales No.: E.7b.II.©.4). (،٨  РАО Commodity 
Review مح«ه Outlook—1968-1969 (FAO, Rome). (ء) The Maritime 
Transportation ٠/  Natural Rubber (United Nations publication. 
Sales No.: E.7U.H.D.11). ( /)  “The Maritime Transpoi:^t؟؛n of 
Jme”—report the s©sretariat of UNCTAD (TD/B/C.4/85 and
Corr.l).

See in this connexion the report by the secretariat of U ة4 ^C؟ AD: 
Freight Markets مح«ه the Level and Structure o f Freight Rates 
(United Nations publication. Sales No.: E.69.IED.13) and also 
The Maritime Transportation ٠/  Natural Rubber, op. cit. and “The 
Maritime Transportation of Jute”, op. cit.

ure nut ulwnys compnruble, but when they nre, they 
seem to have been similar.

In one trade, there were no freight rate increases at all, 
either inbound or outbound, during the period 1968 
to 1976.
15^. ^ h i le  the evidence does not generally support 

the ahegation that conferences raise freight rates in the 
export trades of developing countries more than in their 
import trades, it cannot be regarded as conclusive since 
the sample is relatively small. Further, of the hve cases 
where freight rates were raised more in the ontward than 
in the inward trades of developing countries, fonr relate 
to one continent where, in general, the organization of 
shippers’ councils is weak.

lit rates as percentage of prices of seiected 
commodities, 1963-197©

D. Liner ]

153. The level of transport costs, measured in terms 
of a “freight ratio” , that is, in terms of freight rate as a 
percentage of export price, is of partieular importance 
^ r  developing countries.®® Fxports from developing 
countries are typically low In value and the “freight 
ratio” therefore tends to be relatively high in their case. 
The trend of the “freight ratio” is determined by the 
development of freight rates together with the trend of 
the unit value of commodities and, while it has been 
observed،® that liner freight rates show a long-term up-

 The price fibres in tBhle 18 вге in seme eBses f.o.b. but in others و®
c.i.f. or statistical unit vaines. See note ء  to the table.

،®See paragraphs 125 to 130 above, also Review o f  Maritime 
Transport, 1970, op. eit., table 17.



and coffee exported from Colombia (Atlantic ports) to 
Europe, followed tbis pattern.

id) Commodities for which the freight ratio declined 
over the period, because the rate of increase of priees 
was ffister than the rise in freight rates: cocoa beans 
exported from Ghana to Europe and tin followed this 
pattern, while in the case of eocoa beans exported from 
Brazil to Europe, the “freight ratio” , which had declined 
between 1965 and 1969 rose sharply in 197© to a higher 
percentage than in 1963 because of a simultaneous de- 
cline in price and a steep increase in the freight rate.

155. On the whole, freight rates relative to the price 
of commodities inereased for most of the Ju rte e n  com- 
modities studied, and this was particularly felt by com- 
modities whieh experienced a decline in price during the 
period.

(a) Commodities of whieh the freight ratio has shown 
a significant increase. These are divided into two classes: 
(i) those with a decline in price and an upward trend of 
height rates: rubber, sisal hemp and tea are included ط  
this category; (ii) those which exhibit an upward trend 
of both price and freight rates but where the height 
rates increased more than the priees: eopra, jute, hemp 
and palm kernels ظ1ل  into this group.

 Commodities for which the height ratio has shown (ء)
a relatively slow upward trend and where this develop- 
ment was characterized by commodity price fluctuations, 
whfle freight rates were moving slowly upwards; coffee 
exported from Brazil to Europe falls in this category.

(c) Commodities for whieh the freight ratio is re- 
lativeiy constant, beeause in their ease both freight rates 
and prices show a similar npward trend: coconut oil, 
coffee exported from Colombia (Pacific ports) to Europe
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Chapter УШ  

UNITIZATION

eight major trade routes at that date. Approximately 112 
further full container ships with a total capacity of 
150,200 twe^y-foot containers are planned to be com- 
missioned before the end of 1974 for service on these 
already containerized ocean trade routes, as well as in 
trade between western Fnrope and the Far Fast, in- 
eluding Japan (see tahles 20 and 21).

159. Aldtough the number of container ships and 
their service area are still growing, it appears opportune, 
at this moment, to appraise the existing services and to 
review various problems based on experience ac- 
eumnlated in the containerized trades.

160. Container service means essentially door-to-door 
through transportation which comprises ,not only the 
ocean carriage and the terminal operation but also hrland 
transportation. The following paragraphs deal hrstly witb 
tbe problems of container serviees in each segment of the 
through transportation and, seeondly, the problems which 
relate direetly to the integration of the individual services.

SE R V IC E SO c e a n  T R A N SPO R T A T IO N  A N D

161. The advantages of container service with mech- 
anized cargo handling in redueing the time spent by 
vessels in ports eannot be disputed. The time saved 
shonld lead to cost savings, although in practiee these 
have not been realized. It is not clear, however, whether 
this situation has arisen because the infiationary tendency 
of various eost items has offset the expected savings or 
whether die cost savings expected were higher than those 
whieh couid be realized in practice.

162. It was reported that a 60 per cent rise in costs in 
two years has forced Fritish liner operators to abandon 
their original plans for a direct container servies between 
the United Kingdom and New Zealand which has been 
sebeduled to start in 1973. ه  The costs of feeder services آ
between main ports and outports are also inereasing ؛md 
they amount to a significant portion of the total eost. 
The imbalance of the volume of the container cargo 
between ontward and inward trade in each port has 
led to an uneconomic transport of empty eontainers and

A. Container services

1. F x p a n s i o n  o f  c o n t a i n e r i z a t i o n

156. M ore than five years have elapsed since the first 
container services were introduced in the spring of 1966 
in the trans-Atlantie trade. By the end of 1971, with the 
inauguration of container services between the Far Fast 
and countries of north-western Furope,®® most of the 
major trade routes conneeting developed market eco- 
п о ту  eountries will have beeome eo^ainerized.

157. A  further expansion of container services is 
planned for the future. Thus, a group of six shipping 
eompanies of France, Italy and Japan will introduce 
jointly as from September 1972 a container service be- 
tween tbe western Mediterranean and the Far Fast,®® 
while a round-the-world container service is scheduled 
for the second half of 1972 by United Kingdom and 
Australian operators who wfil combine their container 
serviees between United Kingdom /Furope and Australia 
with services they operate between Australia, New Zea- 
land and the east coast of North America.®® Finafiy, a 
five-year plan drawn up by the members of the Council 
for Mutual Fconomic Assistance, envisages file estab- 
lishment of a co-ordinated sea-rail-road network of con- 
tainer serviees between afi west and east Furopean con- 
tainer ports and Facific Ocean p o r t  of the USSR.®®

158. The eontainerized ocean trade routes served by 
full container ships as at the end of Jnne 1971 are sum- 
marized in table 19, whieh indicates that 124 container 
vessels totaling about 2,140,000 dwt, with a capaeity 
of 104,200 twenty-foot containers were in service on

آ®  See Lloydsس'اء and Shipping Gazette (London), 3  May 3 ? L  
New Zealand will however be served by container vessels, as a link 
in the ronnd-the-world container service referred to in paragraph 
157 above.

®® At the Far Fast end of the route the service wil! initially he 
confined to ports in ^ p an , and later be extended to Singapore and 
Bong Kong. Fvemually, other p o r t  in the Far Fast will be served. 
The vessels whieh will operate this service are the largest container 
vessels constructed so far. They are of 58,000 grt, capable of car- 
rying over 2,000 twenty-foot containers at a service speed of 26 kn؟ ts. 
The route of this serviee will be via the Panama ©anal. سممر«ه/ ٠ /  
Commerce (Liverpool) 29 June 1971, and 2J September 371.) 
Parallel to this service, through container transport between 
western Europe and Japan by ^ay of a ]and bridge using the Trans- 
Siberian railway is being developed. See Lloyd's مح'اء and Shipping 
Gazette, 17 July 1971 and Journal ٠/  Commerce (Liverpool), 
1 August 371.

٠® See Lloyd's ءء/ء مح«ه  Shipping ءممم // ء  (London), 3 November 
3 7 L

 -See Fairplay International Shipping Journal (London), 18 No ء®
vember 371.

٠® See ا،ءك؛ءمحهم  (©olchester, England), ©etober 371 , pp. 29-31.
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East Coast o f United States and 
Canada® to  western Europe^ 12 67 1,040,000 47,000 15.5 1966

East Cnast n f United States and 
Canada to  Australia and
New ^ e^ an d  . . . . . . . . . . . .  1 1 24,000 1,200 0.^ 1971

East Coast of United States to  
Japan, Far East . . . . . . . . . .  2 I I  214,000 11,000 1.5 1970

^ e s t  Coast o f Unhed States 
and Canada to  Japan, Ear
East   15 22 308,000 18,000 10.6 1968

West Coast of United States 
and Canada to  Australia and
N٥١٣ Zealand . . . . . . . . . . . .  1 1 26,000 1,200 0.3 1971

West Coast of United States 
and Canada to  w es^rn
E u r o p e . . . . . . . . . . . . . . . . . .  1 1 14,000 900 0.5 1970

Western Europe to  A ustra lia . 6 13 379,000 18,100 1.5 1969
Japan m  A u s t r a l i a . . . . . . . . . .  7 8 134,000 6,800 1.7 1969

Total 45 124 2,139,000 104,200 31.8

Source: estimates by UNCTAD secretariat based ٠« published data.
٠ C reat Lakes pcrts are iiicluded.
.Mediterranean ports are included ء

T able 19

Container services by full eon^iner sh^s as at end of June 1971

1 half)—1974ا1971ا

T a b l e  20

Container ؛؛byfullenntalner؛■ for the؛

ء/ءءكءمء Container 
capacity

شسمتحء،ر م ن' د ء "ء

Number

٠ءم٢٠ء٠٢ف
ءء،،مء

ء 24 408,000 28,600

3 11 248,00011,500

ة 22486,000 26,700

1© 16346,00018,300

2 4 100,0004,400

1 3 50,0002,600
4 6 130,0008,300
1م 2ة 960,00049,800

46 12,728,000150,200ا2

East coast of United Stags and Canada® to western 
Europe؛؛  

East eoast of United States and Canada to Australia 
and New Zealand  

East eoast of United States to Japan and Far East . .
West coast of United States and Canada to Japan and

West coast of United States and Canada to Australia 
and New Zealand  

West coast of United States and Canada to western 
Europe 

Western Europe to A ustralia 
Western Europe to Japan and Far East . . . . . . . . . . .

T o t a l

Source: estimates by UNCTAD secretariat based on published data.
* G reat La>؛es and G ulf ports are lucluded.
، M editerranean ports are included.
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is basically similar to the roll-on/roll-off system, an 
advantage claimed for the “Tarros” vessels is that their 
cost of construction is much lower than drat of a roll-on/ 
roll-off vessel of the same capacit^.^®

4. Inland transportation

166. The container ship operators in ocean trades 
have provided their own containers in an attempt to 
secure cargoes. ^¥ith a prolonged tmn-ronnd of con- 
tainers in ؛nland transportation, however, the transport 
cost savings secured by a quic^ turn-round of container 
ships in ports may well be offset by the increased cost 
٨۴ the inland movement of containers.

16?. Direct or indireet control of eontainers has 
enabled container ship operators to exert an influenee on 
the freight rates of inland transportation. As a result, 
competition among container ship operators has extend- 
ed ifito inland transportation and to fhis extent the ocean 
freight rates of conference tariffs are less signiffcant than 
formerly as far as competidon in terms of through freight 
rates is concerned.

168. The competition between means of inland trans- 
port has in tensi^d  as a resnlt of the through routing of 
containers. For example, die traditional routing of cargo 
for inland points of the United States th rou^i United 
States Adafitic ports and using the Uffited $tates railway 
system is being replaced to some extent by a nevv rou((ng 
whicb uses Canadian Atlantie ports and the Uanadian 
railways.®®

5. Obstacles to through transportation

169. The development of intermodal through trans- 
portation by containers appears to have been hindered, 
to some extent, by existing institutional fram ew ork, 
whieh were established in the day of the conventional 
ship. International efforts are beffig made to ensure a 
smooth dow of container and containerized cargoes in 
international combined transport by drafting several 
conventions which cover such matters as customs clear- 
ance procedure and carrier’s liability. Tbese draft eon- 
ventions are expected to be flnalized at the Conference 
on International Container Traffic convened jointly by 
the United Nations and IMCO for November 1972.

ل7ه . In some countries, the condict of jurisdiction be- 
tw^en governmental agencies, each separately res؟ onib!e 
for sea, land and air transport, is raising difficult prob- 
leras for the combined transport operators in performing 
their intermodal services nnder through freight rates. At 
the request of the Feonomic and Social Council of the 
Uniffid Nations, a study is being prepared on the possible 
impact of the proposed Convention on the International 
Combined T r،n p o r t  of Coods (TCM) on the trade apd 
transport of the فevelopiه g countries. By decision of the 
Trade apd Development Board, the Committee on 
8hipping"of UNCTAD will consider this subject at a 
special session in July 1972.

has also increased the turn-ronnd time of the ء0ة - 
tainers.*®

1971وع-)سااا74

T a b l e  ; 

[ for the ١

У|?ЙГ
Vessels Container 

capacity 
(20 ft. équivalent)N٠. dwt

1971 (second h a l©  . . . . . . . . 24 578,000 28,000
197^ ................................................. 64 1.606,000 87,000
1973 ....................................... 20 456,000 30,000
1974 . . . . . . . . . . . . . . . . . . . . 4 88,000 5,200

T o ^ L 112 2,7^8,000 150,^00

ءءسمهك.on published data ا ; estimates by UNCTAD secretariat ا

163. Under-utilization of container ships has led to 
freight rate cutting in the transatlantic trade, which h^s 
induced container ship operators in that trade to establish 
a pooling agreement on container cargoes, in an effort to 
stabilize height rates which have been reduced to un- 
economic levels. This agreement, which must conform to 
ffie United States anti-trust laws, is, at the time of writing 
(end November 1971), awaiting the approval of the 
United States Federal Maritime Commission.

3. Terminal operation

164. The costs of p a c ^ g  and unpacking of cargo 
into or out of containers at freight service stations has 
also increased. Fabour problems have frequently resulted 
in the stoppage of container handling at some ports, and 
some container ship operators have been obliged to 
change to offier p o r^  of call where less disturbance is 
expected to take place. 8uch a decision by operators 
has imposed a serions problem both on the major ports 
and on the CovernmentB concerned, whi^h have already 
invested enormous amounts of capital in container port 
facilities in competition with offier ports.

165■ A  container vessel whieh offers a considerable 
degree of independenee as far as ports of call are con- 
cerned in the “Tarros” class, designed to be able to berffi 
and handle cargo at any locadon in a port, without need 
for expensive shore container handling equipment and 
installations. These vessels, especially snitable for feeder 
or i^erm ediate container services, can receive container- 
carrying trucks from ashore through a stern door, at 
hatch-top level. A  shipboard gantry crane handles die 
containers from or on to the trueks. Although this system

هر«ء»-ه See ء* / o f Commerce (Liverpool), 9ل Dctober ل97ل , and 
ءهسم سمكء-ءم  News, third quarter 1 و71إ  No. 59, p. 6 (published by 
MacGregor International Organization, England).

See Journal o ®ء f Commerce (New York), 23 April 1971, and Ports 
and TerminalslInternational Freigliting (London), 5 August 1970.

٠® In the case of the eontainer service between Australia and Japan, 
45 per eent o f the southbound co^ainers are discharged at Sydney؛ 
whereas only 2 م  per cent of the total containers are used in the 
northbound traded On the other hand, in Melhoume and Brisbane 
the numbers o f the packed eomainers in the northbound trade far 
exceed those in the southhound trade. Thus the container ship 
operators are incurring needless costs by transporting vacant 
؟ ontainers between these ports. H. Tomokuni, “Gontainerfzation in 
^pan/A ustralia  trade” in The Containerization, No. 3©, Japan 
Container Association, p. 56.
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176. The proposed chartering agreement between 
United States Lines and Sealand Serviees Ine. whereby 
Seaiand wouid charter the former’s tw e^y  container 
ships has not yet been im piem e^ed owing to legal prob- 
lems in the United States of America. Meanwhile, R. 1. 
Reynolds, the holding company of Sealand Service Inc., 
is planning to pnrehase shares of United States Uines 
from their p a re ^  company, Walter Kidde and €  -A1 أء.0
though the outeome is still to be seen at the time of 
writing this report, the effect of the merger on world- 
wide container services would be profound if it were 
put into effeet.

177. In the course of the expansion of their container 
ship fleets and service areas, some operators or consortia 
may wish to withdraw from their eristhig joint operation 
agreements as soon as their fleet and areas reaeh a size 
whieh enables them to secure an eeonomy of scale under 
an independent and more flexible world-wide opera- 
tion.®® Although it is dhflenlt to prediet the future pattern 
of deep-sea containerization at such an early stage of 
development, competition among the members of con- 
sortia or between a small number of the major operators 
or consortia may well intensify both in and outside the 
conferences in the ^reseeable future. Alternatively, or- 
ganizational forms leading to increased cartelization 
of shipping and greater eeonomic power for shipowners 
may be created.

B. Barge-carrying vessels

178. Following the introduction of the flrst barge- 
carrying (LASH) vessel in the trade between United 
States Atlantic ports and Western Furopean countries 
in the autumn of 1969, the numher of such vessels has 
inereased throughout the world. A t the end of June 
1971, flve barge-carrying vessels were operated by two 
operators on two transatlantie trade routes (see table 
22), and a further 27 vessels are under construction or 
scheduled to eommence operations on various trade 
routes, including those serving developing countries (see 
table 23). When these ships are in serviee, seven shipping 
eompanies will be involved in the operation of barge- 
carrying vessels.

179. A  United States liner operator, who started a 
LA$H service between United States north Faeiflc ports 
and Far Fast porte in July 1971, wih eventu^ly replace 
11 conventional ships by six LASH type vessels.®® 
Another type of bar^e-earrying vessel called “Seabee” 
is scheduled to be introduced in the transatlantic trade 
early in 1972. I t whl be followed by two additional 
vessels of the same type.®®

18©. In the trade between United States Atlantic and 
Gulf ports and ports of the east coast of Sonth Ameriea,

؟® See w. S. Rukeyser, “Walter Kidde’s $t©r:ny Уоуа^е with 
U.S. Lines” in Fortune (New York), July 1971.

®®The Associated Uontainer Tran$?ortation (ACT) consoriiunr 
wih withdraw from the Australia Europe Container Seryice referred 
to in paragraph ]73 a؛ ^e^Souree; Seatrade (Coichester, England), 
November 1971 and The Times (London), 1 November 371.

ءءءك See ء® .Shipper (San Franeisco), 12 April 1971 ءم
®12 ,. /م/مح ء  July 1971.

6 .  C o n c e n t r a t i o n  o e  O PE R A T O R S A N D  IN S T IT U T IO N A L  

DEVELOPMENTS
171. The operation of container services under a 

consortium or co-operative agreement between individual 
liner operators has been a frequent pbenomenon on all 
the containerized trade rontes but has not led, so far, to 
insitutional changes, such as the formation of new or 
the merger of existing miiritime conferences.

172. On the Australia-Japan route, three shipping 
eompanies, including the Australian National Line, have 
formed a eonsortium to operate theh container service, 
known as the “Australia-Japan Conference Line” , in 
joint serviee with a number of Japanese shipowners.®®

173. On the Australia-Fnrope route a number of 
United Kingdom eompanies grouped into two eonsortia, 
have formed, together with the Australian National Line 
and shipping eompanies of the Federal Republic of 
Germany, the Netherlands, France and Italy, the 
“Austraha-Fnrope Container Service” , a consortium 
aiming to co-ordinate the operation of their container 
vessels and the fnture development of these serviees.®® 
Farallei to the above group, three $candiuavian com- 
panics have established a joint eompany known as 
“Scandinavian Australia Carriers Ltd.” (Scanaustral) to 
operate unitized serviees based on composite ships with 
both container and roll-on/roll-off capacity and adequate 
space for unit-load shipments in the Australia-Furope 
trade.®®

174. Gn the Australia-West Coast of U.S.A. and 
Canada route a group of Australian, United Kingdom 
and Swedish shipping companies jointly operate the 
Faciflc Australia Direct Line (?A D Line) with specially 
designed drive-on/drive-off container vessels having 
their own handling equipment, including straddle car- 
riers and forklift and an angled stern ramp to
enable the vessels to operate from any wharf where there 
is su^cient depth of water. Faeh of the three ships has 
1.8 million cubie feet of cargo space, more than twice 
the space aboard a eonventional ship of the same dead- 
weight eapacity. Faeh ship, fully equipped, costs about 
$17 million.

175. Similarly, container serviees between the Far 
Fast and conntries of western Furope will be operated 
by two consortia independently. Gne of these consortia 
consiste of shipping eompanies of the United Kingdom, 
the Federal Republic of Germany and Japan and is 
known as the “Trio eonsortium” ,®® while the other 
eonsists of shipping eom pa^es of Scandinavia and the 
Netherlands.®®

®r Shipping consultants A/s, تيهكأء ءءءءه«ر آا،  Register 1971 (©slo). 
Journal م-ءء/ ءجسهء  (New York), 1 December 1969.

محمم/ء’أد مح؛ء ®®  and Shipping 28 ,ءممء ؛؛ ء  Dctober 1969.
®® Journal o f Commerce (Liverpooi), 3م  Dctober 369.
® م ءمحأ،-رسءك  (Uolchester, Englan4,) February 3 7 L  Container Ship 

Register, 1971 (Dslo), and سم«مر،«ا/ ٠ /  Commerce (Liverpoo!), 
3 November 1971.

®® Journal o f Commerce (Liverpool), 17 September 371.
®®The agreement among the members of this consortium en- 

visages co-operation also in respect of their services with con- 
ventional vessels on this route and will also cover the trade betiveen 
Indonesia and western Europe. See Journal pour /<? transport ؛»؛٢،; - 
national (Basle) (8 Dctober 371) p. 4951.
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T able 22

i in operation as at end of Jnne 1971

Route
Number ء/ءسمءمآ Container

capacity Year

operatorsءس«ء«ا،-اا؛ه« Number dwt (2 0 ft.
equivalent)

United States Gulf eoast to wes^rn Europe 
United States Atlantic eoast to Medherra-

■ ء 87,000 3,000 1969

n e a n p o r t ............................................... ء د 57,000 4500 1970

T o t a l
ءء

144,000 7,500

Source: estimates by UNCTAD secretariat based on published data.

T able 23

for the period 1971 (second half)—1973 ء

Year
٠̂

inauguration

Container
capacity

(20Jt.
equivalent)

Vessels

dwtNumber

Number
٠/

operators
Route

249,000 10,800 197

38,000 3,000 197

113,000 7,200 197

195,000 5.000 197

113,000 7,200 197

708,000 33,200

United States Gulf coast to western Europe 
United States Atlantic coast to MeditetTa- 

^ean p o r ts  
U ni^d States Atlantic coast to Caribbean 

and South American ports . . . . . . . . . . .
United States Atlantic coast to India, 

Pakistan and Red Sea ports . .  ٠. ٠. ٠ ٠. ٠  
West Coast of United States to Japan and

Total

Source: estimates by UNCTAD secretariat based on pnbiisbed data.

c. Palletization

181. The palletization of cargo is steadily growing on 
ocean trade routes between developed and developing 
conntries. ?allet serviees are nsnall^ offered by multi- 
purpose vessels which can accommodate not offiy pre- 
palletized eargo and break-bulk cargo, but also con- 
twiners, heavy lifts and long-length pieces. They are also 
designed to cater for dry bnlk eargo, as well as liquid 
chemicals and oils ط  deep tanks.®®

٠® A Netherlands liner operator, together with two national lines 
ofVenezuela and Colombia, introduced in June 1971, liner services, 
using a multi-purpose vessel, in the trade between their countries. 
See Journal ءءسسء/م  (New York), 18 June 1971.

a service by three new eontainer/barge-earrying vessels 
of 38,500 dwt is planned for 1973 by a llnhed States 
liner operator. Similar services are projected in the trade 
between the United States Atlantic coast and India, 
Pakistan and Red Sea ports. These vessels require 
strengthened berths providing adequate surfaee for 
handling the containers and are designed to carry, in 
addition to barges and containers, dry and liquid bnlk 
cargoes, as weh as heavy-lift and long-length cargoes.®،

Shipping Journal (London), 24 June /ءء«ء،«-/ر،ء'م«م See Fairplay ®،
.23. 1971.P



Chapter IX 

OTHER TOPICS

Table 24

١ ports east and west of 
؛ the Suez Caaat via the Canal and the Cape of Good Hope٠ ا

Distance (nautical miles)

Round the Cape 
o f  Good HopeVia Suez

Journey

Bombay—Odessa . . . . . . . . . . .  4,174 11,814
Abadan—Tondon . . . . . . . . . .  6,500 11,300
Yokohama—Rotterdam  . . . . .  11,114 14,450
Sydney-T ondon . . . . . . . . . . .  11,529 12,962

٠ Tanker Company,Source: World Wide Marine Distance Tables, published by ١ 
Ltd., London, 1958.

number of ports according to thedistance between 
route taken.

184. The Suez Canal has been very important because 
of the volnme of trade passmg through it. Table 25 gives 
relevant data for total cargoes moving through the Canal 
in 1966, broken down into dry and liquid cargoes. Por 
purposes of comparison, the corresponding figures for 
world international seaborne trade are also given.

185. Thus, the total volume of cargo moving through 
the Canal dming 1966 amounted to nearly 14 per cent of 
total world international seahorne trade. Por liquid 
cargoes the proportion was nearly 18.5 per eent, while 
for dry cargoes it was 8 per eent. It is worth noting that, 
while the bulk of cargoes moving southwards through 
the Canal consisted of dry cargoes, in northhonnd traffic 
the greater part were liquid cargoes. The volume of

lie Suez Canal and of 
؛ trade, 1966

Taele25

Volume of cargoes moving through ؛ 
world international seahorr

Cargoes carried through 
the Suez Canal^ 

(million metric tons) World international 
seaborne traded- 

South- North- (>«illhnmetrlctons)
bound bound

Cargoes

Total

9508.9 166.7
38.8

1,77047.7 !94.!241.9T o t a l

ее Suez Canal Authority, United Arab Republic, Suez Canal Report, /  .كءو
ее Review o fM aritim e Transport, 1969 (United Nations publication, Sale

ه?.ة!.ها.5)م  table L

A. The economic effects of ،he clos№e of 
،he Suez Canal®®

! . I ntroduction

182. While not exhaustive, this section discusses the 
principal ways in which the closure of the Suez Canal in 
lune 1967 has afiected world shipping, the eeonomies of 
countries whose imports or exports were shipped via the 
Canal, and the operations of ports at which ships no 
longer call because they follow alternative routes. It also 
discusses the economic Impact on the countries lying 
along alternative routes, and mainly along the Cape of 
Good Hope route, as a resnlt of heavier sea traffic owffig 
to the closure of the Canal. Reference is aiso made to 
the impact of the closing of the Snez Canal on techno- 
logical developm ent in shipping, especially the construe- 
tion of giant tankers.

2. T h e  i m p o r t a n c e  o e  t h e  S u e z  C a n a l  a s

AN INTERNATIONAE SEA ROUTE

183. The importance of the Suez Canal to world 
shipping lies in the fact that it constitutes a Iffik between 
the Red Sea and the Mediterranean and thus provides a 
valuable short cut for ships plying between ports, of the 
Red Sea, the Persian Gulf, ffie Arabian Sea, the Bay of 
Bengal and of south-east Asia and the Far Fast, on the 
one hand, and ports on the Fastern Seaboard of North 
America, in Europe, North Africa and the Middle East, 
on the other hand. The usual alternative sea route around 
the Cape of Good Hope is substantially longer for nearly 
all the trades concerned, ffie additional distance involved 
varying according to the geographical location of the 
ports concerned. Table 24 illustrates the difierenees in

Liquid 
Dry

N ٠.:

®® This section is based largeiy on a preliminary note (E/CN.14/ 
IINGTAD lII/PM /3) prepared by the U N €TA D  secretariat and 
made available to  ffie ECE/OAU A hiean Ministerial Meeting 
preparatory (0 the ffiird session o f the Ignited Nations Gonferenee 
on Trad؟  and Development, which took place in Addis Ababa, 
Between 8 and 14 October 19Л. The subieef will be dealt whh more 
fully in a speoial study of the economic consequences for African 
and other countries o f the elosure of the $ue^ Ganal whieh the 
IINGTAD secretariat is carrying out, in eonsuitahon with the 
c؟؟ re^ ria t o f EGA, and hopes to  submit to  the Gommittee on 
Shipping of UNGTAD a t its sixth session. This study is being made 
in response to  a recommendation made by the sixth EGA/OA17 
Joint M atin g  on Trade and Development, which was held in rieneva 
from 12 to  ^3 August 1971 (see E/CN.14/WP1/45, annex 1) and in 
the light of ffie understanding reached by the Trade and Develop- 
^ n؛ Board a t its eleventh session. (See report o f the Trade and 
Development Board, Eleventh $ess)on. Official Records o f the 
General Assembly, Twenty-Sixth Session, Supplement N٠٠ 15, 
chap. IV, section D.)
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188. Furthermore, the total time taken by vessels 
serving these routes is lengthened and more shipping 
space is needed ط  order to carry round the €ape of 
Oood Hope cargoes normally transported ffirongh the 
Suez € a ط tal. In other words, the closure of the €anal؛ - 
creased the demand for shipping space with the result 
that until the supply of vessels was adjusted to the higher 
level of demand, there was a substantial increase in 
freight rates. Fven when the supply of shipping had ad- 
justed to the increased demand for ton miles, the fact 
that extra time was spent on man^ voyages increased 
costs, so that freight rates remained higher than they 
otherwise would have.®®

189. Throughout the entire shipping market, sub- 
stantial increases in freight rates took place after the 
closure of the Ganal. The fohowing paragraphs examine 
briedy tbe increases recorded in liner shipping, in the 
dry cargo tramp market, in the tanker market for voyage 
charters and in the time-charter market. These increases 
varied according to ronte, and were larger in the trades 
directly adeeted by the eiosure.®^

(a) Liner trades
19©. Immediately after the closure of the Canal, in- 

dividual lines and conferences whose vessels were af- 
fected the closure, imposed a special deviation snr- 
charge, which varied according to destination. This sur- 
charge was applicable to all commodities, was calculated 
on gross freight, and was ^ot subject to any rebate. Table 
27 gives some examples of surcharges imposed by liner 
companies serving routes between United Kingdom/ 
C ouinent ports, and countries east of Suez. Individual 
lines and conferences serving trades between tbe United 
States and ffie Middle East, or other destinations which 
necessitated by-passing the Suez Can؛!l, imposed sur- 
charges amounting in most cases to 25 per cent of the 
existing gross tariffs.

191. As mentioned above, in addition to the deviation 
surcharges imposed b^ lines serving trades direetl^ af- 
fected by the closure, many lines, inelnding lines not 
directly affected by the closure of the Canal, imposed 
special fuel surcharges during the thhd quarter of 1967 
to cover the increased price of bunker fuel caused, in 
part, by the disruption of supplies when the Canal was 
closed. For example, conferences serving destinations 
between the Americas and Europe or west Africa im- 
posed a fuel surcharge of 2.5 to 3 per cent.

192. The deviation surcharges referred ٤٠ in para- 
graph 19© above are in genera! still in force, ^!though in 
some cases subsequent reductions were made. These re-

 This depends, of course, on !he ievet of dues whieh wouid h^ve ءء
been ievied on ships using !he Canal. I f  dues before closure were a! 
such a ievel !ha! !he savings in eos!s !hrough reduced voyage times by 
using !he Canal were almost completely absorbed in dues, then the 

جه ا0ة !  sea route® taken following ihe closure of the Canal would not 
have raised costs signiflcantly.

آ®  R latively  minor increases were made also in the form of fuel 
surcharges in liner tariffs in trades not depending on the Suez Canal, 
owi^g to the higher cost of bunkers, which arose, among other 
Actors, from the closure of the Canal. These surcharges were in 
addition to  general increases in tariffs which may have been made 
in these trades for other reasons.

Northbound traffic in crude oil and petroleum products 
through the Suez Canal, 1966

(In ه«رء/ ء أدمحسء«مءء م

areas ك«ههصء
Arahian G ulf coun tries  158,849

Total 166,718
كءمحمحء،هجء ،ءهءمء;

European countries .............................................. 153,500
Countries in the Americas .................................  10,700
Affican c o u n tr ie s .................................................. 1,882

T able 26

166,718T o t a l

Source: Suez Canal Report, 1966, op.cit,

fforihbooHd traffic m crude oil and petroleum products 
ffirough the Suez Uaual in 1966, by loading and un- 
loading агеав, is shown in tabie 26.

186. In terms of vessels, 21,25© ships from many 
countries of the world, with a total net registered ton- 
nage®* of 274,25©,©©© tons transited the Suez €aual in 
1966. Of these, 4,964 vessels, with a total net tonnage of 
24,©96,©©© tons, were nnder the fiag of developing conn- 
tries, including Liberia and Panama. If vessels with flags 
of these two countries are excluded, the figures for 
developing countries become 1,593 vessels totalling 
9,886,©©© tons net tonnage. A total of 16,286 vessels 
with a total net tonnage ٠۴ 25©,154 tons were owned 
for the most part in the traditional maritime countries. 
Thus developing couutries excludiug Liberia and Panama 
owned only 3.6 per cent of the tonnage using the Suez 
€ana! in 1966, while their share of ffie world fleet stood, 
at ffiat time, at 7.8 per cent.

3. The effects of the closure of the Suez Canal
O N  F R E IG H T  RA TES

187. The closing of the Suez Uanal has resulted in 
many sea routes which are important for international 
trade being substantially lengthened.®® As a consequence, 
the total cost incurred at sea by vessels serving these 
routes has also increased, which has resulted in higher 
freight rates.

®* N et registered tonnage is a  measurement of the cubic capacity 
of a vessei, expressed in ton® of 100 cubic feet, and is arrived at 
after deducting from the entire cubic capacity of a vessel (i.e. its 
gross registered tons), certain non-cargo spaces. The net registered 
tonnage is normaiiy used to  assess dues a vessel must pay in ports 
or when transiting canals. (The authorities of the $uez and ?anam a 
Ganals each employ their own reguiations regarding tonnage 
measurement). The gross and net registered tonnage does not in- 
dicate th^ cargo carrying capacity of a  vessel which is measured by 
the deadweight tonnage. (Based on s. R. Bross; Ocean Shipping, 
Gornell Maritime ? (.ess, Cambridge, Maryland, 1956•؛

®®The additional sailing time required varies according to  the 
extra distance and th؟  speed of the vessel. Eorexampie, in the Europe- 
Far East routes, sailing round the Gape adds hetween six and ten 
days to  a singie voyage, depending on the speed o f the vessel.



by 29 per cent, while the dry cargo tramp index nnmber 
published hy the Ministry of Transport of the Federal 
Republic of Germany rose by 15 per eent.®® The impaC 
of the closure of the Ganal on dry eargo tramp freights 
in general, and on tramp freight rates for individual dry 
cargo tramp commodities in particular, is also reflected 
in the increase registered for the months of June and 
July 196? by the United Kingdom Chamber of Shipping 
freight index number for voyage charters. The monthly 
movement of this index number in 196? and of the 
commodity sub-indiees whieh are used for its compila- 
tion, is given in table 28.

195. It should be noted that because of tbe averaging 
of diflerent freight rates whieh takes place when freight 
indices are eompiled and because of the diflerent weights 
applied to different trades,؟® the impact on the tramp 
freight applying on the individual trades directly af- 
felted by the closure of the Canal may not be fully re- 
fleeted in these index numbers. It is therefore, possible 
that the rise in freight rates in )these trades was mueh 
greater than is indieated by the above index numbers.

(c) Tanker market
196. The greatest effect of the closure of the Suez 

Canal, so far as freight rates are eoneerned, was shown 
in the tanker voyage charter market, where rates rose 
sharply immediately after June 1967. An indication of 
the sharp response of voyage charter freight rates for 
tankers is given in table 29, which shows montly move- 
ments of the Norwegian Shipping News tanker freight 
index during 1967. It will be seen that the index rose 
from 49 in May to 145 in June, reaching 191 in Septem- 
her.؟؟ The yearly average of this index nnmber ^ r  1966, 
1967 and 1968 was 62, 114 and 1©4 respectively.

(d) Time-charter market
197. Finally, substantial increases were also recorded 

following the closure of the Suez Canal in rates for time 
charters. The movement of the index numbers of tramp- 
time-eharter rates in the months following June 1967 
compiled by the United Kingdom Chamber of Shipping 
and Norwegian Shipping News and shown in table 30 
reflect these inereases.

(e) Impact ٠/  the closure ٠/  the Suez Canal
٠« transport and other costs ٠/  international (٢،?^

198. It is not possible, on the basis of the statistical 
information at present available to the UNCTAD sec- 
retariat, to assess the additional cost to world trade in 
general and to the trades of individual countries in 
particular, caused by the closure of the Suez Canal. It is

<لسا اا؛
Kingdom/Continent ports and ؛

T able  27

Suez ؛

Percentage increas 
٠« gross tariffs

17.;
25
35
46
45
5©
10
50
17.;

20
10

India, Pakistan and Ceylon ٠. . . . ٠. . . . . . . ٠
Persian G u l f ......................................................
Aden ........................................................
Djibouti, Assab, Massawa .............................
liddah ................................................................
Port Sudan ........................................................
F ar East ............................................................

Burtna ! ! ! ! ! ! ! ! ! ! ! ! ! ! ’ ! ! ! ! ! ! ! ! ! ! ! ! ! ! ! ! !
East Africa ........................................................
Madagascar, Conrores, E u n io n , Mauritius
Red Sea،، ............................................................
Indonesia ............................................................
Australia ............................................................

 See also “Review of recent developnrents and long-ternr trends ء®
in world shipping”, ?/• محءءءم؛/ءط /» ءء م  United Nations Conference 
٠« Trade and Development, مءح» مح  Session, vol. 1 and C orr.l and 3 
and A dd.l and 2, Report and Annexes (United Nations publication. 
Sales No.; E.68.II.D.14), annex ¥ II , chap. I.

أ ® See foot-note a to table 28.
؟؟ The index is expressed in terms of Intascale =  100. F or an 

explanation of the rate schedule “Intaseale”, see Freight Markets
، مح«ا؛ءه  Leveland Structure ofFreight ٣ ،هء; ;،•؛٢ تء ، by the secretariat 
ofUNCTADUJmtedNations publication. Sales No.; E.69.II.D.13.), 
paras. 96 and 97.

Source: Journalpour le transport international (Basle), 16 June 1967, p. ؛ 
٠ From  the port o f Genoa.

ductions were mostly of a token nature and did not there- 
fore lead to any substantial decrease in the extra eost of 
transport of the imports and exports of the eonntries 
whose trades had been affeeted. For example, in $eptem- 
her 1967, the Suez surcharge applying to tariffs between 
United Kingdom/Continent ports and India and Fakistan 
was redueed from 17.5 per cent to 15 per cent. In 
October 1967, the lines serving United Kingdom/Con- 
tinent ports and the Persian Gulf reduced the surcharge 
from 25 per cent to 17.5 per eent. In some cases, al- 
though the surcharge was reduced, the gross freight rate 
was increased by an equivalent amount. For example, the 
conference serving United Kingdom/Continent ports 
and Madagascar and Reunion, reduced the Suez sur- 
charge from 15 per cent to 8 per eent, but applied a new 
increase of 7 per cent on the gross freight.

(b) Dry cargo tramp market
193. The closure of the Suez Cana! had important 

effects also on the dry eargo tramp market, where rates 
increased generally and not only in trades using the 
Canal.®® It has not been possible to collect data showing 
the precise impact of the closure on dry cargo tramp 
freight rates. A  partial indieatio^ however, ^an be ob- 
ta iled  from the upward movemeut of various tramp 
freight index numbers for dry cargoes after June 1967, 
the greatest part of whieh can be safely attributed to the 
disruption of navigation through the Canal.

194. The United Kingdom Chamber of Shipping in- 
dex number of freight rates for dry cargo voyage 
charters, averaged for the third quarter of 1967, re- 
gistered an increase of 18 per cent over the same period 
in 1966; over the same period, the Norwegian Shipping 
News index number of trip charter for dry cargoes rose

®® The major movements o f dr^-eargo tramps passing through the 
Canal Involved vessels carrying grain from United States ports to 
India and ores from India to Emopean ports.



T a b l e :

Index numbers of tramp shipping freights (1960 100 ص)

Commodities

Fertilisers Timber Sulphur A llitem s^OreSugarGrainCoal
Month

100.5 
103.1 
106.^
103.7
109.8
113.5 
138 
113.^
125.8
139.8 
146.3
145.8

120.5

100.:

143؛.

130؛.

139؛.

128.7

107.6 
101.2
106.9
104.1
107.1
106.3
106.3 
95.9

104.6
118.7
126.3
121.9

108.9

13 .̂6
136.8 
145.4 
146.6
140.8

77.2

240.9 

7-37 ٩

8.9
67.1

— 242.5

115.3

92.9 
93

99.9

105.2
97.4

103.7
105.5
108.5
104.6

185.1

January . . . . . . .  75.1 108.9
February . . . . . .  81.4 103.7
M arch . . . . . . . .  81.5 118.7
April . . . . . . . . .  77.4 113.7
May . . . . . . . . . .  8^ 113.8
June . . . . . . . . . .  93.4 131.7
July . . . . . . . . . .  110.4 133.8
August . . . .  ٠.. ٠  — 126.5
September . . . . .  117.3 147.5
©etuber . . . . . . .  144.4 141.8
November . . . . .  117 144.2
D e c e m b e r . . . . .  112.1 150.5

Average year 
1967 . . . . . . . .  96.5 127.9

ممءء مهءل-/ءءل. King<Jom, Aا̂ nnual ،؛he Uniteص ؛ Shipping ص Source: Chamber 
m s”؟iati،)n o f the o^er-aii in،iex number o f  *‘A ll l t؛؟tv in the e©m،(،؛؛t© each e،>nmt ،؛The reiative weights attache ه 

.000[, 35; sulphur 30; to tal a ll itemsاfertilisers 132; tim b e r ال2أ grain 3 i6 ; sugar 150; ore ;12ف as foiiows: coai

Table 30

Time-cbarter rate index numbers, 1967

Norwegian 
Shipping News"

ءأءصمحء،؛ءهأ؛،ه»ا
Chamber o f  shipping’̂

77

81
77
76

ة
95

104
103

18

19

ة
47
47
49

130

January ٠ . 
February . 
March . .  ٠ 
April . . . .  
May ٠. . ٠ . 
June - - ---  
July . . . . .  
August . ٠. 
September 
Getober . ٠ 
November 
December

Yearly aver

Source: Chamber o f Shipping o f the United Kingdom, op. cit., and Norwegian 
Shipping News{Os\6).

٠ Based on average rates for fixtures o f m otor vessels reported each momh 
ء 100 1960) ).

ь Based on average rates for 1لة  fixtures for oil-fired ships and m oto؟ vessels 
in the 10,000-24,999 dwt range, excluding charters o f more than a year (July 1965- 
June 1966 100 ء ).

199. Apart from the extra costs due to higher freight 
rates, the closure of the Suez Ganal has also raised the 
total cost of commercial credit ^ r  that part of inter- 
national hade which must by-pass the Canal. The 
lengthening of the sailing time required between ports 
of loading and discharging means that goods remain 
longer in sea transit. Consequently, expenses, such as 
total interest payable on credit necessary to finance this 
trade, are higher.

Table 29

Norwegian Silipping News tanker Ireigbt bidex, ،967

Month
January ..................................................................  62
F ebruary .......................................................................  5©
Mareh ...............................................................................  49
April .................................................................................  39
May ..........................................................................................49
June ...................................................................................  145
July ........................................................................................184
A u g u s t....................................................................................187
S eptem ber......................................................................... 191
G e te b e r ........................................................................   161
N o v em b er......................................................................... 140
December ......................................................................... 107

Yearly average ................................................................  114

' News.Source: Norwegian ،1

clear, however, that the rise in freight rates whieh, as 
was seen in previous paragraphs, followed the elosnre 
of the Canal, has meant higher total transport costs for 
the trades whieh have had to be diverted from the Canal. 
Fmthermore, as snch increases have permeated through 
the whole shipping m a r^ t,  they have involved higher 
costs for non-$nez trades also. The additional bnrden 
resulting from higher transport costs and delays has been 
heavier for countries whose tr^de has had to be carried 
along substantially longer sea routes because of the 
closure of the Ganal. Among these are a large number 
of developing countries of the Middle East, Africa and 
Asia. $ome of these eountries are among the least devel- 
oped ones.
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(g) Impact ٠/ the closure ٠/ the Suez Canal 
٠« development and balance ٠/ payments

204. For developing countries whose external trade 
has faced higher costs, or whose exports have become 
uncompetitive in foreign markets, the closure of the 
Suez Ganal has also implications for their economic 
development and their balance of pa^tments. Thus, any 
reduction of the export earnings of these countries, 
through loss of export markets or reduced profitability 
of their exports, aggravates the shortage of foreign ex- 
change from which they usually sufier. Apart from the 
deterioration of the position of their balance of pay- 
ments, the reduction of foreign exchange earnings also 
diminishes their ability to pay for imports necessary for 
their economic development. The price of such imports 
has increased due to higher transport costs as a result of 
the closure of the Ganal.

205. The closure of the Suez Canal and the eonse- 
qnential increases in tran p o r t costs and delays has put 
an extra burden on the balanee of payments and in 
general on the economies of developed countries also. 
Countries of western Europe which depended to a con- 
siderable extent on sources of supplies east of Suez for 
vital import commodities (in particular oil) haye been 
especially affected.

206. An additional loss of foreign exchange earnings 
is suffered by those countries whose ports are now by- 
passed by vessels whieh, prior to the closure of the Suez 
Canal, used to call in order to load or discharge cargoes, 
or for bunkering, victualling or repairs. These ports, 
especially those on the Red Sea and eastern Mediter- 
ranean, have seen a general decline in their economic 
activity. On the other hand, the economies of countries 
lying along the Cape of Cood Hope route, aud especially 
South Africa, must have benefited from the increase in 
economic activity and the higher earnings of their ports 
visited by vessels by-passing the Suez Canal.

207. For Fgypt in particular, closure of the Suez 
Canal has meant an end of the revenues from dues paid 
by vessels transiting the Canal.. These revenues totalized 
$224.1 million during the twelve m o^hs up to June

1و67.ءآ
208. Furthermore, the continued closure of the Canal 

may lead to its physical deterioration through silting 
and through the installations remaining idle. To reopen 
the Canal, therefore, will necessitate heavy expenditure, 
which may be heavier the longer the Canal remains un- 
used.

(h) The closure ٠/ the Suez Canal 
and technological developments in shipping

209. The closure of the Suez Canal has stimulated 
technological developments in shipping. In particular, it 
has contributed to an acceleration of the tendency of 
tanker owners to reduce their dependence on the Canal 
by constructing tankers of large deadweight capacity. 
Cwing to the economies of scale which such vessels en- 
joy, the cost per ton/m ile of transporting oil in large

2©0. Further, a number of countries may have been 
obliged to raise the minimum stock levels of imports, 
the suppiy of which has been affected by the closure of 
the Suez Canal. These countries must have incurred 
considerable additional expenses in financing, storing and 
insuring the larger stoeks required.

(f) Impact ٠/ the closure ٠/ the Suez Canal 
on international trade

201. The closure of the Suez Canal has meant that 
the regularity of supplies of essential goods to certain 
countries has been disrupted. This disruption of supplies 
may have been temporary, restricted to a short period 
immediately after the closure. Insufficient information is 
available at present on the extent and the consequences 
of such disruptions. It is known, however, that snpplies 
of fuel oil to some European countries, whieh obtain a 
large part of theh fuel oil requirements mainly from 
sources in the ?ersian Culf, have been affected, although 
not to an extent tbat would necessitate rationing. There 
may also have been cases where supplies of vital pro- 
ducts to developing countries became difficult immcdi- 
ately after the closure of the Canal. Disruption of the 
smooth fiow of the trade of some countries may have 
also been experienced in cases where the frequency of 
liner shipping services, or the availability of space on 
tramp vessels, was reduced as a resffit of the closure of 
the Canal.

202. Another importaffi consequence of the closure 
of the Canal is that the higher transport costs, to the 
extent that they have affected market prices, and the 
longer delivery dates involved in sailing round the Cape 
of Good Hope have caused a loss of competitiveness of 
commodities which, in order to reach export markets, 
must now by-pass $uez. As a result, the share in certain 
export markets of some commodities of the countries 
which formally used the Canal has been reduced to the 
benefit of other suppliers, who are closer to the 
markets.^؛

203. Apart from the effects on the volume of their 
exports, countries formerly nsing the Canal may also 
have suffered losses due to a decline in the profitability 
of their exports, if, in order to maintain the relative 
position of the latter in foreign markets, they preferred 
to ahsorb wholly or in part the extra costs involved in 
taking the Cape of Good Hope route rather than pass 
it on to their customers. Loss of competitiveness and 
adjustments of sources of supply appear to have af- 
fected exports of primary commodities from Eastern 
African cormtries to Europe, of oil from sources of 
supply east of Suez to Europe and Norffi America, of 
minerals from India to European markets, as well as 
exports of European countries to markets east of Suez.

؟Source : “Options f ءآ r the Suez Canal” in Westinform Shipping 
Report No. 290 (Westinform Service, London), p. 4.

 ,Hi§her prices of commodities resulting, among other factors ؛؟
from theclosure of theSuez Canal,may have also made economically 
possible the substitution of other eommodities. For example, atomie 
energ^  ̂may have been substituted for fuel oil in some of its uses.

51



tain areas by non-scheduled carriers also had a serious 
impact on scheduled airline prohtability.

213. Although the total passenger-^lometres and ton- 
kilometres carried on all scheduled services of the States 
members؟  ̂ of the International Civil Aviahon Organiza- 
tion (ICAG) were greater during 197© than in any other 
year, the percentage increases over the preceding year 
for both categories of tra®c were the lowest e^perieneed 
for several years. Indeed the percentage increase in 
passenger-lcilometres in 197© (over 1969) was 9.5 per 
cent, white for freight (including excess baggage and 
mail) it amounted to 8 per cent.؟® These two percentage 
increases may be compared with those for the preceding 
four years, i.e. 1966 to 1969: 16, 19, 14 and 13 per 
cent respectively ^ r  passenger-kilometres and 19, 16, 
19 and 18 per cent respectively for freight ton-kilo- 
metres.؟® The total freight traffic in 197© of 15,3©© 
million ton-kilometres represe^ed about 27 per eent of 
the total activity, expressed in ton-kilometres, of the air- 
lines of the 12© States members of ICAO.

214. The lA TA  air cargo traffic conference held in 
Singapore in M ay-lune 1971 established new cargo 
package rates for most regions of the world which were 
to come into effect on 1 October 1971. The conference 
faited to ffnalize agreement on north and centra! Pacific 
and north Atlantic routes, and subsequently one of the 
principal all-cargo carriers, whieh is a leading advocate 
of the concept of carriage by ^ir of bulk cargo as op- 
posed to the single-package concept advocated by the 
mixed passenger/freight carriers, resigned from lATA. 
The crisis in passenger fares in 1971 was of even greater 
magnitude and an open-rate passenger fare situation on 
the North Atlantic also appeared imminent and was 
only averted late in the year after ffitensive negotiation 
among lA TA member airlines.

215. Development fiight testing continued with two 
types of supersonic transport aircraft, the Anglo-French 
Concorde and the USSR TU-144. Production plans for 
the Boeing 27©7-3©© did not materialize after the United 
States Congress and Senate refused the further allocation 
of development funds for the aircraft. It was reported 
that commercial serviees of the Concorde would begin 
in 1974 and that the end of 1978 15© Concorde air- 
craft would be off the production line.؟؟

216. With respect to new modes of cargo transport, 
it was reported that the first prototype freight airship؟® 
coffid be filing in three years’ time.؟® There is also a 
project for a !,©©©-ton fiying boat, whteh would be able 
to carry 3©© tons of cargo over distances of more than 
ه©,3 © mites at a speed of 5©© m.p.h.®® and it was sug-

a }0(a! o f 120 with the inclusion of the USSR since ه{ Now ؟ي
.3 7 0 14 November 

The figures relate to International and domestic trafiic combined ؟ء 
and inclttde data (officially published or estimated by ICAO) for

,the USSR
.All tons referred to in this section are metric tons ؟ء

.3 7 1 Uondon), 28 July) ءممم )، م/ء’ء List and Shipping ء  ٢؟ محر
See Review o f Maritime Transport, 1970 U n ited  Nations ؟ء 

.144 .publication. Sales No.: F.71.II.D.8), para 
.3 7 1 Journal o f Commerce (New York), 6 August ؟ء

.1971 shipping Journal (London), 15 Jute /؛«/سمء«ه'،،م«ه Fairplay ؟٠

tankers is reduced. For example, it is more economical 
to transport oil from the Persian Gulf to Furope in a 
vessel of 25©,©©© dwt, whieh goes ronnd the Cape of 
Good Hope, than in one of 75,©©© dwt, which transits 
the Suez Canal. Increases in the size of dry cargo bulk 
carriers, especi^ly of oil-bulk-ore combination carriers, 
have also taken place, but ffiey have not been as im- 
portant as the increases in the size of tankers.

21©. The tendency to increase the deadweight ca- 
parity of tankers was already observable after the brief 
closure of tbe Ganal 1956 ط , but has acquired a com- 
pletely new dimension sinee lune 1967. There are at 
present about 13© tankers of the 2©©,م ©© dwt class ط  
service, most of which have been ordered since 1967, 
white as big as 477,©©© dwt are on order.

211. The inere^se in the size and draught of tankers 
has serions implications for the fnture trade in oil 
through the $uez Ganal. In June 1967, the maximum 
permissibte draught for vessels transiting the Canal was 
38 feet. $uch draughts do not allow vessels of deadweight 
e^pacity exceeding 6©,©©© tons to transit fully loaded, 
whereas about 6© per cent of the world tanker fleet now 
exceeds this size. Consequently, if the Cana! is reopened 
and restored to only its pre-1967 draught, many tankers 
will be nnable to pass through it fffily loaded and the 
largest unite prohably will not be able to use it even in 
ballast. In view of this, the Suez Canal Authority has 
prepared plans to deepen ffie channels of the Canal, 
when reopened, to a maximum draught of 67 feet, whteh 
would allow tankers of up to ahout 26©,©©© dwt to 
transit fully loaded and tankers of about 3©©,©©م  dwt 
to transit partly loaded.

B. Air traffic

212. Each year is marked by events of an economic, 
politteal and social nature which affect the development 
of civil air transport either favourably or unfavourably. 
It appears that in 197© negative factors, in particular a 
general softening of the economy in the United States 
of America and an increasing inflationary trend in many 
eountries of the world, played a greater determining 
rote than in reeent years, in the development of air trans- 
port as a whole and, in particular, in the development 
of air freight. The international airlines operating sehed- 
uled services are reported to be in a difficult flnancial 
position, which results mainly from two sets of contri- 
buting factors. Gn the one hand, proflttess growth, a 
slowing down of traffic growth, declining load factors, 
escalating costs and environmental problems have ted to 
unsatisfactory financial operating resnlts. Gn the other 
hand, these airlines going throngh a phase of re-equip- 
ment with a new generation of wide-bodied high-capac- 
ity aircraft. Abont !©© Boeing 747s were already de- 
hvered during 197©, white deliveries of the DC-1© and 
Uo^kheed 1©11 (combined orders for both types amount- 
ing to abont 4©©) started during 1971: each of these an- 
craft types has a capacity of 3©© to 4©© passengers. At 
the same time, a considerable increase in capacity 
(particularly as far as passengers are concerned) in cer
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221. A t present the major geographical areas for 
erulsing activity are the Garibbean ^nd the Mediter- 
ranean.

222. fn thd flnited States of America the traffic 
groivth has been eonhned to the Florida ports of Miami 
and nearby Fort Everglades. Grnise activity in other 
major United States passenger ports— New ¥ o r^ , San 
Francisco and the ports in the Los Angeles area— has 
remained stagnant. Miami appears to he hecoming an 
increasingly popular resort and many tourists combine a 
Florida vacation with a short cruise.

222. The nnmber of cruise passengers departing from 
United States po r^  has Increased tenfold in the last 20 
years, reaching ahout 600,000®، 11920 آل. For th^t year 
total cruise revenue can be estimated at almost $200 
million, whieh woffid suggest that the average passenger 
pays $500 for his cruise. However, the conclusion is 
misleading because of ffie great variety of ships and 
cruises available. There are three-day weekend muises 
costing a minimum of $80 and there are three-month 
cruises with a “de luxe” state-room costing $8,000 or 
more. The bulk of passenger volume is obtained ffiom 
short cruises of less than two weeks’ dnration, bnt the 
small number of expensive lo^g crffises greatly influences 
the over-all revenue flgure.

224. ?erhaps the most common crnise on the east 
eoast of the United $tates is of seven days’ duration, 
leaving on a $affirday afternoon or evening and returning 
the following $atnrday morning. For such hips the 
average fare is about $225. There is, however, a certain 
difference in fares between New ¥o rk - and Florida- 
based ships.

2^5. The Galifornian ports are more of a national 
gateway to the Faelfle than an outlet for loeal demand. A 
relatively high proportion of the passengers emharkffig 
through San Francisco and the ports of the Los Angeles 
area areTrom other parts of the United States. Grnises 
from this area are mainly long and expensive and there 
is litde demand for short dnration cruises. Travel from 
Galifornian ports includes eruise-like voyages to the Far 
East.

2^6. On ffie European market ffie main cruises of- 
fered involve Mediterranean voyages. Here, the fly/ 
crnise combination has become widely nsed. By cheap 
^ir travel the customer is quickly taken to and from 
the cruising area, thereby being able to spend most of 
his holiday in the sun. As an indication of how popular 
this kind of vacation has hecome, it is worth mentioning 
th^t fly/cruise herths from the Gontinent have more ffian 
doubled ط  each of the last three years while demand 
for the conventional embarkation cruises has been 
stagnant.

22?. A  feature of the Mediterranean cruise market is 
the large number of refurbished passenger vessels in 
operation. Because of the drastic decline in passenger

 a cruise )٠ The figure cannot he very accurate as the definition ،ء
passenger is not clear-cut.

gested that flyffig-hoat freighters would be able to 
provide a high-densiw, heavy load, low cost service— e.g. 
among scattered islands in ffie B aeifle-w ithout the nec- 
essity for extensive port developmeffi.

c .  Cruising

217. With the airlines attracting most of the trans- 
Atlantic passengers and for that matter most customers 
on all intercontinental routes, the operators of passenger 
vessels have, in the last 2 ه  years, found themselves in 
a rapidly shrinking market. For a while ffiis was com- 
pensated by sailing the regular passenger liner vessels 
on long cruises during the slaek seasons. However, the 
vessels were not speeially designed for this activity and 
their economic performance was there^re  not optimal. 
$econdly, the market for these high-prleed cruises was 
rather limited. The reduetion of the demand for pas- 
venger vessels in their liner form could therefore be 
offset offiy to a limited extent by employing the vessels 
in cruising. Many of these vessels therefore had to be 
taken ont of operadon to be scrapped.

218. Nevertheless, cruising has become. In recent 
years, an expanding fleld of the shipping business and 
the cruise offered today is qulffi different from what it 
was traditionally. Marketing is the key :o the success of 
the present eruise operators, fn seareh for new opportun- 
ides they have cast their eyes on the booming leisure 
spending potential in the populations of the United $tates 
of America, western Europe and, to a certain extent, 
Australia and Japan. With the objeedve of capturing a 
part of this market, cruising is being sold with a new 
marketing strategy. Relatively cheap cruises with a dura- 
tion ranging from one week to one month are being 
offefed to eustomers in the middle- and lower-ineome 
levels. The policy with this t^pe of cruise is that the low 
level of the f^res is compensated by the large nnmber of 
passengers carried per year, which ensures an adequate 
return on the capital invested. To make it possible to 
attract customers from a wide geographical area the sea 
cruise is o f^n  combined with a ffight to and from the 
starting point of sailing ^nd of termination of the 
voyage— thus has emerged the so-called “fly/cruise” , 
which may be of particular interest for the developing 
eonntries.

^19. In addition to introdneing these highly success- 
ful low-cost cruises whieh have brought cruising within 
the financial reach of a large part of ffie population, 
cruise operators have also further developed the more 
traditional high-eost cruises of longer duration aimed at 
those in the high ineome brackets. The marketing 
segmentation thus covers most of the population.

22B. Jn their marketing mix the operators have also 
into account the fact that the size of the vessel, the 
number of cabins and beds, the catering facilities, etc., 
m^st be related to the priee and length of the voyage. 
Jn order to make the business profitable they do theh 
utmost to satisfy ffie customer and are at the same time 
maximizing the income ^om  the use of their vessels.
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could also develop into a market forthe future, ءو 
cruismg.

234. The operation of cruise ships is labour-intensive. 
A  cruise ship requires not only the ordinary complement 
of offieers and crew necessary for navigation, but also 
an even larger staff to provide adequate service to the 
passengers. In this connexion it is quite significant that 
some of the cruise operators in high-cost countries have 
to recruit all personnel, except officers and seamen, from 
eountries with cheap labour. With their abundance of 
cheap labour, the developing countries should therefore 
have an asset in manning eruise vessels.

235. It should also be mentioned that there is some 
risk involved in an operation of this kffid and that the 
conversion of old vessels into eruise ships calls for special 
managerial skills if it is to be performed successfully. 
Serious accidents have occurred with old passenger 
vessels and eonverted cruise ships after whieh the safety 
of the vessel involved has been questioned. Today the 
strict rules laid down b^ the United States Uoast Guard 
for the operation of cruise vesseis in United States waters 
are one of the main reasons why many old vessels have 
been withdrawn from service in tbis area.

236. When planning the construction or conversion 
of a cruise ship the number of passengers to be accom- 
modated and the size of the passenger service staff will 
be determined on the basis of the length of the cruises 
to be undertaken and the standard of service to be of- 
fered on board. All other parameters being equal, one 
can naturally plan to take more passengers on a given 
ship, the shorter the cruises it makes; for a ship of a 
given size, more passenger space will be provided on 
cheaper cruises than on luxury eruises.

23?. In the case of the new vessels operating from 
United States coastal ports, it is usual that, with respect 
to a cruise of one week’s duration which requires less 
cubic space to be sacrificed for bunkers, stores and 
particular items necessary for long-range operations one 
passenger is accommodated per 20-25 grt. For longer 
cruises lasting from two to three weeks, this ratio goes 
down to one passenger per 30-40 grt. The level for 
an ordinary passenger liner is about one passenger per 
50 grt. Some of the converted cruise ships operating in 
the Mediterranean have exceptional ratios of one pas- 
senger per 15-20 grt. As for the size of the crew, this 
will be influenced primarily by the quality of the service 
to be provided on board. The new vessels putting to sea 
from United States ports have a ratio of totai crew to 
passengers ranging from 1 ; 3 to I : I.5. A  vessel of 
abont 20,000 grt thus normally has a total crew of about 
300 and facilities for 500 to 900 passengers.

238. The demand for leisure activities must be re- 
garded as havffig a high income elasticity and cruise 
business trends are therefore likely to be closely cor- 
related to the fluctuations in the economies of the in- 
dustrialized countries. If the economic expansion which 
has taken place in these countries in the last 20 years 
or so continues, then the iong-term outlook for cruising 
should be favourable.

liner services, many passenger vessels have been and are 
considering their eondition and original eost. There is no 
on the second-hand market at prices which are very low 
market for them for liner service and their value may 

'' be reduced to scrap levels. Some operators 
have taken advantage of this, seeing the possibility of 
converting snch vessels for cruising. Accepting offi^ hulls 
of the highest class, stripping them and fltting them wiffi 
as many cabins as possible together with room for 
stores, water etc., these entrepreneurs thus obtain ton- 
nage with maximum space for passengers at a very 
reasonable priee.

228. Combined with flights at the present relatively 
low ah  fares, crnising can be marketed over a wide geo- 
graphical area. The paradox is that the rather cheap air 
travel, the predominant reason for the decline in pas- 
senger liner service, is a necessity for the operation.

229. When setting up an operation of the kind de- 
scribed above it is vitally important for the service of- 
fered to be marketed in the best way. In this connexion, 
the travel agencies are a useful link between the operator 
and the customer. These agencies can also provide in- 
formation about customer needs which may be useful to 
the operator during the planning stage. A  satisfactory 
connexion with travel agencies ean therefore be con- 
sidered a must for a eruise operator.

 -In order to make the fly/cruise feasible, an ah مه23
line must also be included iu the operation. This pre- 
requisite is already available to some developing coun- 
tries, many of whieh have national ahlines operating 
with relatively low load factors. As the aircraft are al- 
ready there, and a flight network already exists, the 
marginal cost of ffiling the empty seats is low. In other 
words, if the seat utilization factor is increased at a fare 
anything above marginal cost, tbe profltability will hn- 
prove.

231. A t the same time, many of the sea-eoast devel- 
oping countries have the basic requhements for setting 
up eruising operations aloug theh shores. During most 
of the year they can offer sun and a climate which is 
sought by tbe cruise passenger and also unspoiled nature 
witfi its a ttraction. For developing countries so located 
that the right combination of flying time from developed 
countries and cruising leisure can be found, the im- 
piementation of the fly/cruise idea should be feasible.

232. One characteristic of the modern cruise is the 
high frequency of port calls during the voyage. Trips 
ashore break the monotony of the life on board for those 
who wish to take them. From an economic viewpoint 
this can have beneficial effects for the countries con- 
cerned, as the passengers will spend money ashore and 
thus contribute more to the country than their direct 
expenditure for the cruise. Under the right conditions it 
m  y also be expected that the tourist wifl start orة
terminate his cruise with a longer stay ashore.

233. Cruise customers can be ath-aeted mainly from 
countries with a high per capita income. The United 
States of America, western Europe and Australia wifl 
therefore be the market with the greatest potential. In
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242. In support of the classroom programme, a num- 
her of Instrnetlon^l fllms relating to shipping and ports 
were borrowed from shipping eompanies and govern- 
ment departments and shown to the partieipants.

243. In mid-$eptember, the trainees dispersed in 
western Europe for praetical training with shipping 
eompanies, port authorities and other organizations con- 
eerned with international transportation. The following 
eountries and orgnizations acted as hosts;
Denmark— Tbs East Asiatic Company (Copenhagen); 
France— Direction des Affaires Maritimes en Méditer-

ranée (Marseilles);
Federal Republic ٠/ Germany— Hapag-Lloyd (Hamburg 

and Bremen), Seereederei “Frigga” (Hambmg), 
Deutsche Shell Tanker CmbH (Hamburg), Deutsche 
Dampfschiffahfrtsgesellsehaft “Hansa” (Bremen); 

Ае؛/гег1ап^— Koninklijke Nederlandsche Stoomboot—  
Maatschappij N ٠٧٠ (Amsterdam), Fhs. v^n Ommeren 
(Rotterdam), KoninklijkeNedhoydN.Y. (Rotterdam); 

Norway— w .  ^^hhelmsen (Oslo), L. Hoegh and Co. A.S.
(Oslo), Christian Haaland (Hangesnnd);

S w e^n — Tirhng Steamship Co., (Cothenbnrg);
United Kingdom— Axhcl Line (London); I. and I. Den- 

holm (Management) Ltd. (Glasgow); London and 
Overseas Freighters Ltd. (London); Ocean Steam-Ship 
Co. Ltd. (Liverpool); Overseas Containers Ltd. (Lon- 
don); Feninsniar and Oriental Steamship Company 
Ltd. (London).
244. In November, a two-week stndy tour was nnder- 

taken. The ffrst week was spent in ^ n d o n ,  with visits to 
the Bahie Exchange, Felixstowe container port, the Na- 
tional Forts Conneil, Lloyd’s, and Tilbury container ter- 
minal. The seeond week was spent in Foland with visits 
to the Morski Institute and the Transport Economies 
Faculty of the University of Gdansk in Sopot, and to 
Folfracht and the ^ort of Gdynia.

245. During the last week of the course, held in 
Geneva, the participants engaged in a series of diseus- 
sions designed to pool their experienees in in-servtee 
training in Emope.

D. UNCTAD training course in shipping econonrics 
and nranagement

239. The desirability of training personnel from devel- 
oping countries in the eeonomics and management of 
shipping w^s recognized at the second session of the 
United Nations Conference on Trade and Development 
in New Delhi in 1968. With financial assistance from the 
United Nations Development Frogramme in New York, 
the hrst course began in Geneva in May and coneluded 
in December I9 ? l.

24©. The comse was attended by 3© participants from 
the developing world, one e^ch from; Algeria, Argentina, 
Burma, Ceylon, Colombia, Cuba, Dahomey, Ethiopia, 
Ghana, Guatemala, Kenya, India, Indonesia, Malaysia, 
Mauritius, Mexico, Nepal, Nigeria, F  ,kistan, Fern،؛
"  Republic of Korea, $audi Arabia, Taiwan,
Thailand, Egypt, United Republic of Tanzania, Vene- 
zuela, Yugoslavia, Zambia.

241. The hrst 18 weeks were occupied with a pro- 
gramme of 185 lectures and ?4 seminars in Geneva 
undertaken by tbe staff of UNCTAD’s Division for In- 
visibles together with seven experts on shipping practice 
and poliey from aeademic institutions and hnsiness 
enterprises. In addition, a number of experts in the 
shipping world contributed single lectures on their or- 
ganization’s work. The regular programme of leetnres 
were delivered nnder ffie following heads:
1. International trade and shipping, A. Trade ffow;

B. Financial aspects of trade and shipping.
2. The shipping industry, c. Supply conditions; D. 

Demand conditions and pricing; E. Competition and 
eombination.

3. Management ٠/ a shipping enterprise, F. Objectives 
in shipping; G. Choiee of ship; H. Chartering and 
brokerage; I. Quantitative methods; I. Technological 
changes; K. Investment Analysis.
Policy and external relations, L. National merchant 
marines and government shipping policy; M. Mari- 
time law; N. Fort economics; O. Labour questions; 
F. Conciliation and consultation in shipping.

4.
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(general, bulk solids, bnlk liquids, refrigerated, deck 
and timber, and citrus fruits); bazardons and danger- 
ous cargoes, alphabetical list of merchandise; shipping 
terms and abbreviations; shipping weights and 
measures; speeihc gravities of certain substances; notes 
on the 1934 United Ringdom Doeks Regulations; 
hres in certain hazardous cargoes; cargo ^nd tackle 
calculations; and meteorological and tidal informa- 
tion. ,ء;وا

К. М. lohnsen and H. с .  Garnett, The Economics ٠/  
Containerization (London, George Allen and Unwin 
Limited). The authors claim that their book is “the 
first comprehensive study based npon experience al- 
ready gained by operators and nsers of containers, 
both inland and for overseas trade” . Early chapters 
deal with ports and shipping ^nd the implieation of 
containerization for firms’ distributing polieies. The 
sneeeeding fonr chapters cover inland container trans- 
port and a final ehapter deals with planning for eon- 
tainer transport. The over-enthusiasm of the early 
years o! the “container revolution” is clearly de- 
raonstrated.

P. Lorange and V. Norman, Risk preference and stra- 
tegic decision-making in large Scandinavian shipping 
enterprises (Institute for Shipping Research, Bergen 
19?1). The main items covered in this ^nblieation can 
be summarized ^s follows: A coneepffi^l framework 
of the process whereby business strategy is ffirmnlated 
and executed in the shipping industry; ^n explicit 
consideration of the decision-making process hased in 
part on verhal responses to questions asked in the 
course of risk preference ffiterviews with Norwegian 
owners; the apparatus developed is then used to 
formulate spécifié hypotheses regarding the relation- 
ship between strategy and risk preference.

B. N. Metaxas, The Economics ٠/  Tramp Shipping 
(University of London, 19?م)ل A  study of the tramp 
shipping business which p^ys ^tffintion to the types of 
ships whieh increasingly compete with h'^mps: bulk 
carriers and tankers. Separate sections deal with ton- 
nage measurement, the supply of tramps, the size ai^d 
elastici^؛ of tot^l demand for them, the measurement 
of operating costs, flags of convenience, how ^nd why 
freight rates finctuate, and the progress of tonnage 
stabilization schemes.

w . Rzepeeki, Wspotzaleznosci economiczne ١٧ trans- 
porcie morskim (Economic Interdependencies in Sea 
Transport) (Wydawnictwo Morskie, Gdansk, 1970). 
A  hook showing the essential économie interdepen- 
dency between the particular branches of maritime

The annotated list below (whieh is based on the publi- 
cations obtained by the ECE/UN CTAD  loint Reference 
Unit in 1971) is limited to a few important books and 
reports on the economic aspects of maritime transport 
and related subjects.

The notes against e^ch item in the list include a brief 
description, but no attempt is made at a qualitative 
assessment or critical review of the publications listed.

Lord Chorley and o .  c .  Giles, Shipping Law  (Sir Isaac 
Pitman and Sons Limited, London). “Chorley and 
Giles” , as the book itself is frequently dabbed, has 
been well known for many years for its elear and 
concise guidance to the la ^  in relation to shipping 
generally. The contents of this seventh edition inelnde 
the ship ^s property; construction, maintenanee and 
equipment; master and erew; the contract of passage; 
ffie contract of ^fireightment; aneillar^ contracts and 
liabilities; contingeneies; and marine insnrance. There 
are seven appendices dealing with the bill of lading, 
charter party, specimen slip, Lloyd’s marine insurance 
policy. Institute eargo clauses, British Carriage of 
Goods by Sea Aet, 19^4, and the British Merchant 
Shipping Aet, 1970.

I. M. Datz, Planning Tools for ٠ ^،?« Transportation 
(Cornell Maritime Press, Gamhridge, Maryland). To- 
day’s highly competitive envhonment, taken in con- 
junction with the rapidly changing technological and 
geopolitical climate, places unusual stress upon the 
managerial function within the maritime industry. The 
eomplexh^ of problems associated with maintaining a 
viable enterprise are such that the shipowner is surely 
in need of a body of readily usable objeetive-type tools 
and techniques to assist him in the decision-making 
process. This 168-page book addresses itself to this 
cruci^ need.

Patrie Finlay, Jane’s Freight Containers, 1970-71 
(Sampson Low, Marston ^nd Gompiny Limited, Lon- 
don). In hs third edition this 686-page volume pro- 
vides a complete guide to the expanding world of 
containers and containerization. The scope of the book 
can be seen from the list of items in the conteffis: p o r t  
and inland transport; ship operators; non-vessel-oper- 
ating carriers; equipment leasing companies and ship 
charterers; container manufacturers; coffi^iner hand- 
ling equipment manufacturers; air freight; international 
standards; and trends for the future. A  ffiller general 
index, together with a ship index, has been provided.

w . A. Fl^re, Handy guide ؛٠  stowage (Imray, Norie and 
Wilson Limited, London). The book is divided into 
ffie following ten sections: notes on cargo stowage
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The Carnegie Endowment for Internationa! ?eace. Inter- 
national Conciliation, No. 582, M areh 1971, Shipping 
and Developing Countries. This b o o ^et contains four 
articles related to shipping in the developing eountries 
dealing with the following topics:

1. “Trade and shipping needs of developing coun- 
tries” : the objectives of developing countries; the sh^re 
of developing countries in seaborne trade and ship- 
ping; freight rates and maritime transport costs; the 
expansion of merehant marines.

2. “The F^rtieipation of developing eountries in 
shipping” : the participation of developing eountries in 
maritime transport; access to shipping markets.

3. “Technologteal change and the future of ship- 
ping ط  developing countries” : technologie؛،! change; 
the effeet of technological change on shipping in gen- 
eral; the signiffcanee of technological change for devel- 
oping eountries; possible attitudes of developing eoun- 
tries to technological change; the future of shipping.

4. “Toward a change in the international dis tribu- 
tion of shipping activity” : the growing concern of the 
developing countries; changes in the shipping scene; 
international ^etion in shipping.

transport. The world merchant ffeet, ports and their 
elheieney, shipbuilding capacity and supply and 
demand for tonnage are discussed as basie faetors for 
an analysis of maritime transport.

Lev $yehrava and Marian Bush, Forecasting Ship ه ء - 
mand (Lambert Brothers, London). This l؛،rgely 
statistical paper consists primarily of an attempt to 
bring up to date, and in some respeets to refine, a 
stud^ on the long- and medium-term development of 
the shipbuilding market completed in 1969 by a work- 
ing gronp of the EEG shipbuilding eommittee. The 
paper examines the relationships between trade ^nd 
economic growffi and between trade ^nd the world 
fieet, and ffie ways in which the interaetion between 
these ffictors provides pointers to fieet replacement and 
ffie demand for construction of new vessels hetween 
m id-!9?© andm id-I9?5.

“The Frosaic General Cargo Ship ... Ferish or Frosper” 
(article in Surveyor, August 1971, a quarterly publica- 
tion of the American Bureau of Shipping). The future 
of the general cargo ship is discussed, particularly in 
relation to container vessels. The over-^11 eonelusion 
is that there will be a need for the general cargo vessel 
in its more conventional form.
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ANNEXES 

Annex I

CLASSIFICATION OF COUNTRIES AND TERRITORIES

Classification ot countries and territories*

Code. 1—North America

Notes

St. Pierre et Miquelon 
United States of America

Code 2—Japan 

محمء<ة 3 —Australia and New Zealand 

Code 4— Northern and Western Europe

Italy
Monaco
Netherlands
Norway
Sweden
(Switzerland)
United Kingdom of Great 

Britain and Northern Ireland

Code 9—Asia, n.e.s.

PeopIe’sDemocratic Republic of 
Yemen 

Qatar
Saudi Arabia 
Syrian Arab Republic

٨٢٠.;،؛
Bermuda
Canada
Greenland

(Austria)
Belgium 
Denmark 
Faeroe Islands
Federal Republic of Germany
Finland
France
Iceland
Ireland

Code 5—Southern Europe
Cyprus Portugal

Gibraltar Spain
Greece Turkey

Malta Yugoslavia

ءءءهء ء«ء-ءمم  Code 6-Centra!!،س «م
Socialist Republics) م^ء'ء؛/ (excluding م';«آء« مك

Albania (Hungary)
Bulgaria Poland

(Czechoslovakia) Romania 
German Demoeratic Republic

Socialist Republics مء̂'ء؛/، —Code 7 مك Union

ء, /م-ه ممءم’ء Republic ءممم  Code S-Democratic ج/
,Viet-Nam /٠ Democratic Republic 

Republic o f China ممءم’ء ء/

9.1 Western Asia
Bahrain
Iran
Iraq
Hrael
Iordan

* Countries or territories shown in parentheses are land-locked 
countries or territories with merchant fleets (see note 1 above).

This classification is nsed in the statistical analysis of merehant 
fleets and seaborne trade. Seaborne trade is recorded at ports of 
loading and unloading. The nade of the ports of a country or 
territory may therefore include good^ originating in or destined for 
another eountry or grritory, such as a neighhouring land-locked 
country or territory. The trade of !and-loeked countries or territories 
cannot be identifled in seaborne trade statistics, and these countries 
or territories are not expheitly ineluded in ^ e  trade classification. 
However, ^hen the classifleation is applied to registered merchant 
fleets, land-locked countries or territories possessing merchant fleets 
are included in the appropriate geographical groups of cou^ries or 
territories.

Note 2
The groups of countries or territories used for presenting statistics 

in this review are made up as follows;
Developed market-eeonomy countries or territories, excluding 

southern Europe: Codes 1, 2, 3, 4, and lfi.4.
Southern Europe; Code 5.
Socialist eountries or territories of eastern Europe and Asia: 

Codes 6, ? and 8.
Developing countries or territories, total: Codes 9, Ifi (exeluding 

10.4), 11 and 12.
Ofwhich: 

in Africa: Codes lO.L 10.2 and 10.3. 
in Asia: Codes 9.1 and 9.2.
in Latin America ^nd the Caribbean: Codes 11.1, 11.2, 11.3, 

11.4, 11.5. 
in Oceania: Code 12..

Note د
In tables showing statisties of shipping tonnage, however, Liberia 

and Panama have been excluded from the appropriate groups and 
shown separately, sinee a large part of the fleets registered in these 
two countries is owned hy residents of developed market-economy 
countries.

Note 4
The descriprion and classifleation of eountries and territories 

should not he considered to imply any )udgement by the Secretariat 
of the United Nations regarding the legal status of any country or 
territory, or in respect of the delinearion of its boundaries, or 
regarding its economic system or degree of deveiopment. Inclusion 
of a particular country or territory in any economic or geographical 
grouping (or its exclusion) has been dictated by economic and 
statistical considerations.



(Uganda)
United Republic of Tanzania 
(Zambia)

Madagascar [Malagasy 
Republic]

Mauritius

Ï0.4 Southern Africa 
South Africa

Code 11—Latin America

Baiti
^maica
Martinique
Montserrat
St. Ktts-Nevis-Anguilla 
St. Lucia 
St. Vincent
T u rk  and € a i^ s  Bland؛ 
Virgin fslands

Bonduras
Mexico
Nicaragua

كهء،ا« 11.1 ءءه/
Antigua
Bahamas
Barbados
Uayman Islands
Uuba
Dominica
Dominican Republic
Urenada
Uuadeloupe

11.2 Central America 
British Bonduras 
UanaiZone 
Costa Rica 
FI Salvador 
Uuatemala

Code 12— Oceania, n.e.s.
Ocean Island [Oiibert Islands] 
Papua
Solomon Islands

V^ake Island 
Western Samoa

Trucial Oman♦* 
Vemen

Pakistan 
Philippines 
Portuguese Timor 
Republic of Korea 
Ryukyu Islands 
Singapore 
Taiwan 
Thailand
Viet-Nam (Republic of)

Kuwait
Lebanon
Oman
9.2 Southern and eastern Asia
Bhutan
Brunei
Burma
Ceylon
Bong Kong
India
Indonesia
Khmer Republic
Macao
Malaysia
Maldives

Code 10—Africa

Libya
MeliBa
Morocco
Tunisia

I I .3 South America—Northern seaboard 
Ouyana Surinam
French Ouiana Trinidad and Tobago
Netberlands Antifies Venezuela

B .4  South America— Western seaboard 
Chile Ecuador
Colombia Peru

11.5 South America—Eastern seaboard 
Argentina (Paraguay)
Brazil Uruguay
FalMand Islands 

[IsBs Malvinas]

American Samoa 
Christmas Island 
Fiji Islands 
Frencb Polynesia 
Ouam 
Nauru
New Caledonia 
New Guinea 
New Bebrides

Ivory Coast 
Liberia 

■ Mauritania

Portuguese Guiuea
St. Belena Island
Sâo Tomd and Principe Blands

Sierra Leone 
Spanish Sahara 
Togo 
Zaire

Mozambique 
Reunion Bland 
Seychelles Blands

Sudan (The)

1 1 ه.  Northern Africa 
Algeria
Canary Blands
Ceuta
Egypt
Ifni

10.2 Western Africa
Angola
Cameroon
Cape Verde BBn<I$ 

Dahomey:
Equatorial Guinea 
Gabon
Gambia, The ؛
Ghana
Guinea

10.3 Eastern Africa 
©lurundi)
Comoro Isiands 
Effiiopia
French Somaliiand 
Kenya

** Six of ffie seven Emirates of former Trucial Oman merged 
into the United Arab Emirates which were admitted to membership 
of ffie United Nations on 9 December 1971, pursuant to General 
Assembly resolution 2794 (XXVI).
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Annex п 
TABLES

32o!s
370.5

26.9
30.4
34.5

11

14.6
25.9
25.8
29.5

136.2
142.7

29.6
32.8

17.9
19.9

14.6
14.9

s, 1965,1968 and 1969»« ١٠

T a b l e  I

to geographical are جشвrdءءtrade a ؛

((Million metric tons

World!

I ،̂٠٠٠Goods I

Total 
all goodD ry  ٠^٠٥٢Petroleum

products
Crude

petroleum
Total 

all goodsDry  ^ ٠^٢

115.2
129.6
125
H5
179.4
204.5

323.3
363.8
386.5
33.1

22.6
23.2
23.4

2.6
14

16.6
17.9

69.8
67.8
16.3

16.9
9.9

10.6
12.1

6.7
7.2
7

؛4

6

75.5

120.3
143.9

18.7
22.6 
23.1

308.2
433.2
495.2

32.9
32.8

2.4
4.4

0.1

0.2

0.2

10.9

23.3
44.6

ئ'إئ
10.2
10.3

ئ

4 .9

194.2 
220.5 
214.9

22.8
30.4
40.6

52.5

l ' ù
270.2
287.3
19.4
27.1
30.7

26.1
35.5
35.6
79.1

100.8
105

397.5
533.1
591.2

93.3
119.5
132.5
117.2
199.5

56.1

11.5

190.7
215.5
210.6

22
29.9

i
ة ءأ

18.6
20.8
25.2

22.1
30.2

43.4
47.2

7.6

5,4

5.7

3.4

0,8
50
59.3
67.8
0.8

23.2

Petroleum
products

Crude
petroleum

Area

٠.:
٠.;
٠.:

0.4
0.3
0.1

34.2
36.1

477

14.6
23.2
29.3

14.7

32.9

North America.

lapa}؛

0.8

3 Australia and New Zealand ,

4 Northern and Western Fnrope

5 $outhern Furope . . . . . . . . . . .

6 Gentry! and eastern Fnrope 
(excluding USSR) . . . . . . . . . .

7 U SSR ...

8 Demoeratie People’s Republic 
of Korea, Démocratie Repub- 
lie of Viet-Nam, People’s Re- 
public of Ghina . . . . . . . . . . . .

9.1 Western Asia . . . . . . . . . . . . . .

9.2 Southern and eastern Asia 
n . e . s . . . . . . . . . . . . . . . . . . . . . . .

10.1 Norffiern Afriea . . . . . . . . . . .

10.2 Western Africa . . . . . . . . . . . .

10.3 Fastern A friea........................



T a b l e  I  (continued)

unloaded ،̂٠٠٠^ /محءمحمم٠٠٠

Dry ^^ئم٠ آة ' نمحك،ء ةةة.ي7 ه
Area

do not eorres?ond (nr^orte into Netherlands Antilles and T ln ld ad  for reflnin^ and re-ex?ort. Grea.t 1 ؛0ظها estimated data: the worldة!'؟ء؛_?
ةق؛ exaetly to ؟nd St. Lawrence trade (in dr^ car^O) amounted to 37 ةة11هآtons m 0 1ء  the rounded total In tahle 1 In the text. Lakes 

and 42 ntllllon tons iوا7مه n 37 ,8 1وةف million tons In19ة million tons In ءت r^oes loaded a t Borts o f the G reat La^es and؟؟ International ه • £x٠l٥diء
.See annex I  for the composition o f these groups ه SLLawrenee s^:stem for unloading a t ?orts o f the same system. Including petroleum

TABL£H

ïtion,® and type ©£ء آاا ء , in order o! size o! fleets, as at 1 سم y 1971Distriflntion of worid ١

428,321

,؛640,588

,؛145,836

40,^23

17,232

99,095

347

ofwhich:

ءسمءءءم م،ه هسء/ء،ا^ءهء ه،«ه«؛ءءسمء؛ءم ء /،،م م̂ سمسمهءء م«ءا

353,690

627,448

7,145,704

6,786,505

55,778

768171

25,978

7,711

ء858,ت11) ,ل

>(قةةةأ>
4,343,174

(6,910,098)
ل45,16ع
(205,146)

244,230
(392,679)

(87,156)

19,355

Tankers
ءمآ«»ههوم ^Flag ofregistrationم//م

L iberia .................................................  38,552,240 22,312,977
(69,121,359) (41,409,725)

la p a n   30,509,^80 10,722,900
(47,475,601) (19,006,515)

United Kingdom of Great Britain and
Northern Ireland  27,334,695 13,431,732

(41,639,025) (^3,909,615)
(29) Berm uda  814,017 589,837

(1,373,341) (1,051,098)
(37) Hong Kong   572,243 4 6 6 0 ة

(843,081) (67,137)
(49) Babam as  357,845 131,171

(423,330) (209,488)
(78) Gayman Islands . . . . . . . . . . . . .  26,643 —

(40,956)
(79) G ibraltar  27,413 —

(40,19^)

61



T (مء«آء««رمحء a b l e  I I

o f  which:

Other shipsBulk carriers" General cargo‘ Container shipsTankers
ه̂ ‘'tonnage^Flag ofregistration ءهء

7,748

620

249

114

1,165,782

496,476

6,156,?!3

m ,Q 5 i

477,653

1,211,671

417,811

383,365

686,815

324,516

35,738

109,959

63,913

280,931

41,772

49,141

145,535

9,133

1,067,468

3^6,030

26,437

9,564

15,810

2,100

1,326

؟١١

1,333

534

620

415

517

629

192

2,535,991

5,244,082

6,201,897

2,923,196

4,258م4م

1,444,572

1,614,561

1,947,099

2,400,378

1,097!1,3

1,011,090

44,033,^1

1,209,361

874,688

1,014,631

933,678

1,282,973

7,67^,507
(12,590,014)

2,680,329
(4,494,621)

221,784
(157,281)

372,172
(687,345)

(2,905,767)
2,455,270

(4,053,026)
803,241

(1,218,9س)

,)(062,14)؟

(022,819
1,657,221

(2,732,894)
503,152

(849,667)
445,661

(743,892)

870,021
(1,471,178)

253,339
(428,305)
409,635

(609,612)
319,796

(519,535)
56,679

(83,829)
77,000

(105,700)

10,276,789
(18,689,317)

4,645,043
(8,166,902)
3,613,932

(5,145,022)

4,425,780
(7,596,103)
1,848,492

(3,285,262)
3,02?,008

(5,062,535)
3,934,599

(6,919,266)
3,244,128

(5,602,501)
2,003,3؟8
(3,399,845)

1,561,796

1,723,508
(329?,2,90)

1,490,س1
(2,705,473)

288,690
(496,195)
538,937

(852,944)
55,200

(لة,930)
247,903

(416,950)
109,321

(169,495)
756!,70

(1,147,950

(107) Falkland I s l a n d s . . . . . . . . . . . . .  9.848
(5,903)

(113) N ٠١٧ Hebrides . . . . . . . . . . . . . .  3,883
(4.817)

(118) Turk Islands  ق.أ7ة
(2,160)

(122) M ontserrat  ؟إا

(123) St. Vincent . . . . . . . . . . . . . . . . . . ة  ن’ثة
(935)

(125) Gilbert and Fllice Islands . . . .  2,193

لم26 G (ا r e n a d a . . . . . . . . . . . . . . .  ٠٠. . .  334
(815)

(127) Fritish Honduras . . . . . . . . . . . .  620
(800)

(128) Virgin Islands  2 3 ل
(725)

(130) St. L u c ia   5П
(650)

(132) Solo؛«on Islands. . . . . . . . . . . . . ة29 
(483)

(135) Sevehelles Islands . . . . . . . . . ٠٠ 306
(300)

4 Norway. . ؟20,202,!2  ٠
(35.970.035)

6 Union of Soviet Socialist Republics.. 16,194,326
(16,523,059)

7 United States of America: estimated
actNe sea-going fieet. . . . . . . . . . . . . . .  9,565,669

(14,515,057)
8 Federal Republie of Ger ma ny . . . . . .  8,678,584

(13,673,638)
9 Italy  8,138,521

(11.696.036)
10 France  7,011,476

(10,569,644)
11 ?anama . . . . . . . . . . . . . . . . . . ٠٠. . . . • •  6,262,264

(9,816,013)
12 Netherlands  5,269,145

(7,636,436)
13 Sweden  4,978,278

(7,514,124)
14 Spain  3,934,129

(5,521,29^)
15 D eiunark   3,520,021

(5,460,098)
(92) Faeroe Islands . . . . . . . . . . . . . . .  4 0 , 6 م م

16 I n d i a . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3؛  ؤ8إ ه

17 B raz il  1,730,8??
(2,521,106)

١« ? o la n d   1,760,397
(2,422,480)

19 Yugoslavia   1,543,149
(2,265,641)

20 G ^prus  1,498,114
(2,185,507)

21 Finland   1,470,825
(2,124,220)



T a b l e  П  (continued)

Other shipsContainer ships ٠٢̂؛»
Total /

Bulk carriers^Tankers
Flag ofregistration^^

42,184

96,651

13,424

82,378

33,530

166,955

3,454

197,794

251,763

30,960

86,927

29,37

38,677 

51,515 

7,323 

79,533 

181,595 

17,216 

57,871 

59,718 

43,544 

486,662 

78,992 

110,36 

743 

35,910 ■ 

6,237 

7,594 

26,121 

560

1,611

60,645

5,344

23

80

03

90

1

7

93

350,03

506,989

428,191

464,355

7

9

7

9

8

3

166,652
(237,806)

90,534
(147,660)

45,458
(69,654)

38,^47
(193,^52)
266,019

(417,458)

21,176
(28,409)
3,950

خ) (17ج

(75,345)

24,34
(36م21)

(104,520)

32,105
(50,760)
161,529

(241,360)
4ة4!7
(54,763)

3,946
(17,220)
49,673

(73,353)

81,503
(127,164)

7,845
(510,239) (460,371)
312,718 381,021

(503,271) (634,727)
497,192 D4.855

(720,114) (192,883)
373,184 144,465

(657,022) (238,638)
171,236 —

(258,875) —

23ة655 411,332
(375,658) (625,885)

(165)
177,852

(289,314)

(ةإ:ئة
(383,735)

423,740
(787,551)

166,461
ث) ث (256,ث

(642)
123,969

(198,408)
176,278

(272,515)

(15,801)
93,061

(139,696)
74,917

(109,162)
646

(1,000)
86,905

(141,806)
257,778

(389,304)
224,450

(352,165)
69,314

(108,873)
156,673

(207,925)
41,094

(61,526)
90,937

(138,752)

69,160
(106,796)

14,392
(21,865)
92,757

(147,387)
4,172

(5,621)
5

22 Taiwan  1,321,758
(1,956,635)

23 Belgium   . . . .  1,183,081
(1,700,317)

24 Argentina    1,ЗВ,874

25 Republic of Korea . . . . . . . . . . . . . . . .

26 People’s Republic of China. . . . . . . . .  1,022,256
(1,452,957)

27 Australia  1,105,236

(85) New Guinea . أ24ل79أ ؛م  ٠ . . . . . . .٠ . . . . . .٠

28 German Democratic Republic . . . . . .  1,016,205

30 Philippines ٠ . . .٠ . .٠ . . . . . . . . . . . .٠ ٠ . 945,508

31 Portugal. 925,79’ ؛أ  . . . . . . . . . . . . . . . . . . . . . .٠٠ ?
(1,070,565)

32 K uw ait  646,548
(1,056,574)

33 Bulgaria  703,878
(972,197)

34 Israel   645,585
(927,411)

35 Somalia  592,664
(892,448)

36 T urkey   713,767
(870,914)

38 Pakistan  581,753
(800,435)

39 Singapore   581,777
(770,602)

40 Indonesia  618,805
(727,301)

41 South A frica  538,493
(619,066)

42 Chile  387,810

43 Venezuela . . . .  ٠. ٠ ٠ . . . . .٠. ٠. ٠ . . . . . إ411696 
(559,160)

44 Mexico  400,665
(558,783)

45 Romania  363,996
(538,917)

46 Canada (excluding Great Lakes) . . . .  831,118
(529,122)

47 Cuba   384,885
(506,43و

48 Peru........................................................ 420,656
(450,283)

50 Switzerland.......................................... 199,591
(304,476)

51 E g y p t...................................................  241,429
(287,605)

52 Colombia.............................................  208,837
(257,484)

53 Uruguay . . . . . . . . . . ٠. . . . . . . . . . . . .  162,774
(238,956)

54 B eiand .................................................  174,459
(232,631)

55 Lebanon . . . . . . . . . . . . . . . . . . . . . . . .  D7.325
(191,991)



T (سء،ئ««رمحء a b l e  I I

٠/ which:

Other shipsت«؛ء■>اء،ءءء» ءء-ءهء هء ؛،« هأ Tankersم؛،م carriers“ اهءا
Total t’ o f  registration“

42,437

50,596

13,909

9,775

68,132

7,690

8,064

1,^24

3,046

670

3,426

1,496

462

26,746

41,290

6,507

2,141

7,820

1,120

138,609

115,15^

73,309

41,645

85,487

54,776

26,425

65,816

56,523

64,201

45,449

35,994

21,N6

48,707

39,^35

36,309

11,715

27,185

33,061

19,129

9,266

24,522

14,926

11,641

22,440

23,761

15,520

41,086
(66,853)

(30,5^5)

44,449
(70,052)

676
(1,200)
18,524

(^5,892)
32,451

(50,610)

(10م20)
5,232

(7,055)

1,857
(^,726)
1,478

(1,709)

؛،ئ;ةئ)
23,937

(37,055)

17,098
(27,975)

5,546
(8,157)

(100)

(6.177)

(900)

0تة,

3,197
(5,054)

(4,114)

56 New Zealand   181,046
(191,055)

57 Gbana  165,748
(177,342)

58 Iran   131,667
(173,231)

59 Czecboslovakia  82.731
(138,838)

60 N igeria  95,938
(128,582)

61 Thailand   86,222
(114,937)

(107,899)
63 Malaysia  85,473

65 Albania  56,523
(79,780)

66 Honduras   69,683
(72,769)

67 Burma  54,617
(72,591)

68 Morocco  55,585
(70,365)

69 E thiopia  46,307
(66,715)

70 Maldives  707,ص
(62,637)

71 Saudi A rabia  45,492
(59,207)

72 E cuador  45,451
(51,693)

73 Ivory C o a st  42,156
(49.617)

74 M a lta   34,500
(48,494)

75 ^epublie oIYiet-Nam . . . . . . . . . . . . .  32,333
(46,468)

76 Z aire   39,317

77 Hungary . . . . . ٠٠. . . . . . . . . . . .  . . . .  33,061
(45,038)

81 Dei^oeratie Eeople’s Republic of
K o rea    50,55^

(39,648)
82 M auritius  26,177

(38,280)
83 Tunisia  27,933

(36,380)
84 Madagascar  21,424

(35.570)
86 Kenya   2 6 5 8 ة

(31,395)
87 Sudan   ^3,560

(29,335)
88 Nauru . . . . . .  ٠ . . . . .٠ . . . . . . . . . .٠ .. 23,761

(25.618)
89 Paraguay   21,884

(25.570)



T a b l e  II (continued)

Other ships

o f  which:

Bulk carriers^ General cargo^ Container shipsTankers
Total tonnage'^Flag ofregistration^

2,404

8,049

3,612

1,168

23?

646

601

?٠?

1,238

4,259

2,350

844

?04

348

535

603

3?

?5

51 

18 

87 

,062 

4,840 

9,24^

7,970

12,253

5,510

5,525

54

2,844

2,948

831

713

672

10,764
(15,290)

12,704
(19,721)

(261)

(3,609)

(6.’б40)

(360)

3,560
(5,304)

793
(952)
433

(ث75)
674

(1,609)

(400)
314

(و00)

1,158
ل4و) (م

100
(150)

347
(258)

200
(350)

90 M onaco  17,541
(24,495)

91 United Republic of Tanzania . . . . . . .  18,218

93 Trucial States. . . . . . . . . . . . . . . . . . . . .  12,047

94 Triffidad... . . . . . . . . . . . . . . . . . أإا’رةئ  . . .٠٠

95 Nicaragua. . . . . . . .  ٠ . . . . . .٠ . . . .٠ ٠ .. 10,877
(16,990)

96 A ustria   11,387
(16,666)

97 G uinea  12,468
(16,644)

(14,436)
99 Guyana  13,647

100 Babrain Islands . . . . . . . .  ٠٠. . . . . . . .  10,126
(12,240)

101 Dominican Republic . . . . . . . . . . . . . .  8,881
(11,864)

102 Jamaica  12,899
(11,296)

103 Uganda  5,510

104 Zambia ٠٠. . . . . . . . . . . . . . . . . . . . . . .  5’,513
(9,lt0)

105 Eiji  6,380

106 Democratic Republic of Viêt-Nam . ٠ 5,002

108 Congo (Tbe) ٠ . . . .٠. ٠ . . . . . . . . .٠. ٠ ٠  4,649

109 Guatemala . . . . .  ٠ ٠ . .٠ . . . . . . . . . . . .٠  3,629

UOUibyan Arab R e p u b l ic . . .4,692 . م..م.م . م

111 B1 Sa l v a d o r . . . . . . . . . . . . . . . . . . . . . .  4,259

112 Khmer Republic . . . . . . . . .  ٠ . . .٠ . .٠ ٠ ذ4,2  ذ
(5,025)

114 Y em en  2,844
(4,415)

115 Gosta Rica   5,107
(4,200)

116 G eylon  10,039
(3,907)

117 Tonga  2,502
(ق,475)

120 Beople’s Democratic Republic of
Y em en  1,417

121 Syiian Arab Republic ٠ . . . .٠ . . .٠. ٠ . 1-020
(1,003)

124 G a b o n . . . . . . . . . . . . . . . . . . . . . . . . . . .  1-307
(902)

129 Mauritania   1,959

131 Q a t a r . . . . . . . . . . . . . . . . . . . . . . . . . . . . ا803ل 
(525)

65



T a b l e  I I  (concluded)

o f  which:

Other shipsBulk carriers^ Generalءمك-اهء  Container shipsTankers
Total tonnage^Flag ofregistration'^

1,135

و 1,3و

1,135
إ3إ5) )

(ЗН)

133 Gambia (The)

134 Cameroon. . .

2,169,9032,780,681W o r l d  t o t a l ® 238,967,577 95,818,825 50,973,9?6 67,224,192
(365,174,582) (168,880,093) (84,618,705)

Great Lakes flee ،؟>؛ and over; excluding ،٠٥ ٤٢! 4 Ships o f, 
States ofAm erica ^nd Ganada and the United states Reserve fleet

o f the United 
(.٤ also note ؛٠

,and over, including ore/hulk/oil carriers ،٤٢ re and bulk carriers o f 6,000© ء
Including passenger/cargo. ء

2,778,000 dw t)) ؛tintated at 1,736,354 gr؟^ t؟e؟ Sates Great Lakes ؛(i) United 
0 grt0:ا,4و7,س grt (66.000 dwt); ore and bulk carriersهآ,س;ofwhich: tankers

t (2,238,113 dwt) ofwhich:؛Canadian Grea^Lakes fleet estimated a t 1,535,057 g )؛!( 
grt 52,650: ,ا213,65ه dwt); ore and bulk carriers650 (ا grt,10ف :tankers

t (6.i million dwO />،؛a t 5 million g ؟(iii) United States Reserve fleet estimate 
t2,000؛ g0: 1ل grt (256,000 dwt); ore and hulk carriersا6ؤ,س :which: tankers 

Reserve fleet apply to vessels ؟tate00 ؟ dwt). The flgures for tlie United17ة,ة) 
o 1,0ةgrt, and are thus not d 0؛r؟ctly comparable with the flgure؟ f more than 

cre^ancy is very!؟y have been dedueted, hut the statistical dةه rom which)
.0 grt are !^eluded in the Reserve Tleet11,ا0ه, since few ships o f less t h a nنغة

nd supplementary1971 ؟ Statistical Tables ه؛ءء«؛ء/  Source: Lloyd’s Register غت
e United States ofA m erica and Canada؛■ the q re a t L^،es fleets o f t 

,and regarding the Uuited States Reserve fleet

do ؛م  ء The designations employed in this t؟hle ref؟r to flags 0؛ reg؛!trat!o؛t ب
x^)ession o f any opinion by the Secretariat o f the United Nations؛ not imply the 

its authorities, or ٠٢ n«y  or territory, or؟gal status o f any eo؛concerning the l
,concerning the delimitation o f its frontiers 

flrst line; where available, dwt flgures are shown ؟t؛G rt figures are shown on t ه
,between brackets on the seeond line 

ep t^ h e re  dwt figures؟n^ge ex؟؟Countries have heen flsted according to dwt t ء 
itories, which؛er؟ g؟؛vailable. In  the case o f flags o f Non-Self-Gorern؛ are not 

rank order, the n u ^ e r  indicating rank order is shown between ؛■d out o؛t؛؛are l 
directly below the countries ؟rackets. Non-Self-Governing Territories are liste؛ 

s; however, the tonnage؟ori؛e Terri؟e؛،t ؟r  the administration o؛responsible f
in these Territories is not ineluded in the flgures for the flag o f the آةةآ $ ةةآة،

.ad^ i^ ste rin g  coumry

ياهء Other ها.

2,354,423

^,994,278

2?ه©,37

1,677,981

9,197©6

6,156,713

Table III

1971 Distribution ol world fleet by êoRTuphicul areas, as at 1 July

(^dwt ه»» in grt ;̂م ،مهاء/ ءءممئ «ه،• (Vessels مح

٠/ which:

General cargoBulk carriers

3,124,34©

7,145,704

372,258

22,??9,85©

2,001,618

6,201,897

830,737 75,527

808,024 108,660

,ا823,6?3 470,656

217,158 87,681

282,130 82,973

592,52^ 16,478

332,138 181,595

386,897 180,635

Tankers
Total ءArea

559,751
(947,254)

ا،8) (مجأ

(625,885)
20,200,396

(32,818,414)
3,665,304

(6,104,528)
937,149

(1,348,883)
221,784

(157,281)

266,019
(417,458)

(2,803,’l21)

10,764
(15,290)

24,114
(36,421)

(87,156)

1 Nortb America   11,2!0,804 5,172,290
(16,417,520) (8,855,126)

2 Japan   30,509,280 10,722,900
(4?,4?5,601) (19,006,515)

3 Anstraba and New Zealand   1,286,282 232.655
(1,642,502) (375,658)

4 ND^tbern and western £nr©pe   89,874,344 38,610,377
(138,668,288) (68,462,968)

5 Southern F m ope............................................ 21,742,795 7,136,832
(32,873,ئ2) (12,316,926)

6 Gentral and eastern Furope (excludln§ USSR) . . . . .  4,016,791 468.827
(5,618,886) (736,937)

7 USSR   16,194,326 3,613,932
(16,523,059) (5,145,022)

8 Democratic Peoples’ Republic of ^orea. Democratic
RepubbcofVieUNamandPeoples’RepublicofGhina 1,077,814 171,550

(1,498,857) (259,375)
9.1 Western Asia   1,672,209 489,506

(2,486,340) (891,654)
9.2 Southern and eastern Asia®   8,361,505 1,371,168

(12,1؛99,856) (2,321,945)
10.1 Northern Africa ...........................................................  424,477 119,638

(507,351) (183,951)
10.2 Western Africa .............................................................  380,781 4,914

(440,638) (7,012)
10.3 Pastern A frica ............................................... 762,337 153,337

(1,136,234) (243,154)
10.4 Southern Africa ........................................................... 538,493 646

(619,066) (1,000)
11.1 Caribbean®..................................................  797,251 173,039

(1,001,711) (272,773)



T a b l e  ш  (continued)

Other ships^

ofwhich:

General cargoBulk carriersTankers
Total tonnageArea

67,761

69,532

134,259

196,108

6,379

508,179

417,811

166,408

113,640

654,801

1,531,134

57,240

1,947,099

32,105
(50,760)

75,914
(121,740)
378,194

(621,188)

(21,858,211)

(1,062,147)

Central America ................................................................  492,840 226,566
(658,814) (355,251)

South America, northern seaboard . . . . . . . . . . . . . . .  446,606 263,434
(591,857) (396,896)

South America, western seaboard .................................  1,062,754 197,780
(1,322,837) (310,580)

S ou^ America, eastern seaboard...................................  3,^37,257 1,131,821
(4,481,563) (1,724,559)

Cceania ............................................................................... 64,127 508
(73,048) (565)

Liberia (not included in 10 .2)........................................  38,552,240 ^2,312,977
(69},ث1,359) (41,409,725)

Panama (not deluded in 11.2) .......................................  6,26^,264 3,244,128
(9,816,013) (5,ة0ة501)

1L2

11.3

11.4

11.5

50,973,976 67,224,192 24,950,5
(84,618,705)

W o r l d  t o t a l  238,967,577 95,818,8^5
(365,174,582) (168,880,093)

٠ Including 572,243 grt (843,081 dwt) registered in Hong Kong, ^^rt o f whicb 
tonnage ءأ believed t© be controlled bv foreign interests.

٥ Including 357,845 grt (423,330 dwt) regis^red in the Bahamas; the location 
o f  the e^ecti^e control o f this tonnage is uncertain.

^ ٠« ،̂?.* compiled f ro ^  table II. $ee notes to that table.
D ء w t flgures, where available, are shown on the second line between brackets.
Including container ships, amounting to (in grt): N ء orth America: ل,هم7ر4ة $; 

Japan: 353,690; Australia and N ٠̂  Zealand: 60,645 ; northern and western Europe: 
1,209,456; southern Europe: 9,564; Liberia: ? ة,و58إ  W orld total: 2,780,681.

T a b l e  IV

®1970 mges 1b the merchant fleets ©! deTelnping eenntrles and territories daring

(over س grt ٠٠٠!, ،</ dwt, vessels ،،»،ءء ؛•، Thousand)

٠ to and net ا

٠/ which:

FreightersBulk carriersTankersءمءء،ه
لاء؛؛م؛ءم

ه/ك ء  o f  registration

)٠٢( ٠٠٧ Number ٠٢( (>،>م Dwt Number )س( ٠٢ س ٠٢( Dwt Number ٠٢( م>ه( ءه»ء ءء ءه .

18

4

24
16

17 — — —

-3 -101 -ل93 -4 -10 -1

— — — 4 44 ؛
12 1 — — —

43 3 — — —

- -

107 209
107 209
107 209

-12 -54 ؛-

- 2  -1 0  -1 0

100
45

- 3 0

79
36

—  —  —  11

- 5 - 1 0 5 - 1 9 7  - 1

Additions: . . . . . . . . . .  2 24 28 — — —
ofwhich: new deliveries 2 24 28 — — —
Net add i t i ons . . . . . . . .  1 16 ]8 — — —

Israel
Addiflons: . . . . . . . . . .  1 3  4 — — —
ofwhich: new deliveries — — — — — —
Net add i t i ons . . . . . . . .  - 8 - 1 1 3  -2 0 6  — — —

Kuwait
Additions: . . . . . . . . . .  5 152 267 1 i07 209

م/س؛مح .• new deliveries 2 119 225 1 107 209
Net addi t i ons . . . . . . . .  4 150 265 1 107 209

ههءء« م«
Additions: . . . . . . . . . .  3 5 6 — — —
ofwhich: new deliveries — — — — — —
Net addi t ions. . . . . . . .  - 1 2  - 5 4  - 8 6  — — —

Saudi Arabia
Additions: . . . . . . . . . . . .  1 3 3 — — —

ofwhich: new deliveries — — — — — —
Net add i t i ons . . . . . . . .  - 19- — — — ب -15 

Sub-total Western Asia 
Addflions:   12 187 309 1 107 ^09
ofwhich: new deliveries. . . .  4 143 254 1 107 ^09
Net additions - 1 9  - 1 6  -2 8  1 107 209



T a b l e  IV (continued)

oj'which:
A ll ships

Flag o f  registration Tankers Bulk carriers Freighters Others

،٠٢، ٠١٠١ Dwt Number ،٠٢ Dwt Number Grt Dwt Number ،٠٢ Number Grt Dwt Number

9.2 Southern and Eastern Asia

Burma
— — — 18 15 2 — — — — — — 18 15 2 . . . . . . . . . . :Additions

o f which: new deliveries — — — — — — — — — — — —
Net additions . . . . . . . . — 4 2 — — — — — — — 4 2

India
Additions: . . . . . . . . . . . .  13 218 360 2 59 105 2 92 161 9 6? 95

ofwhich: new deliveries 9 189 318 1 48 88 2 92 161 6 49 69
Net add i t i ons . . . . . . . .  2 155 262 2 59 105 2 92 161 - 2  4 - 3

Indonesia
Additions: . . . . . . . . . .  3 25 32 — — — 1 18 22 2 6 9
o fw h ic h :  new deliveries — — — — — — — — — — —
Net a dd i r i ons . . . . . . . .  - 7  -  36 -  54 -  2 - 1 9  -  29 1 18 22 -  6 -  35

Republic ، ءهء/ا-هء
Addhions: . . . . . . . . . .  D  54 83 4 1 2 18 — — — 9 42 65 — — —
ofwhich: new deliveries 5 30 46 1 3 5 — — — 4 26 41 — — —
Net addi t i ons . . . . . . . .  8 34 53 4 12 18 — — — 4 22 35 — — —

Malaysia

ofwhich: new deliveries 1 11 14 — — — — — — 1 11 14 — — —
Net a d d i t i ons . . . . . . . .  2 15 21 — — — — — — 2 15 21 — — —

Maldives

ofwhich: new deliveries — — — — — — — — — — — — — — —
N e t a d d i t i o n . . . . . . . .  4 13 18 — — — — — — 4 13 18 — — -

Pakistan
Additions: . . . . . . . . . .  $ 5 9 1 88 57 7 — — — —  — — 93 7 ة

م/س،’ءء ; new deliveries 1 9 1 3  — — — — — — 1 9 13 — — —
Netaddi t i ons . . . . . . . .  4 41 56 - 1  -1 1  - 1 6  — — — 4 43 67 1 9 5

Philippines
Additions: ٠٠٠. . . . . . .  18 79 106 5 22 32 1 11 18 10 33 49 2 14 8

م/ءس'ءء ; new deliver ies 9 39 61 — — — 1 11 18 8 28 43 — — —
Net addi t ions. . . . . . . .  3 15 14 5 2^ 32 1 11 18 - 4  - 2 7  - 4 1  1 9 5

Singapore

9 13 — —

43 67 أ و

33 49 ٦ 14
28 43 — —

- 2 7 - 4 1 9

91 128 1 5

79 109 1 ٢

56 87 3 23 32 24
ofwhich: new deliveries — — — — — — — — — —
Net additions .. ٠ ٠... ٠  30 164 233 6 56 87 3 23 32 20

Thailand
Additions: . . . . . . . . . .  5 20 31 — — — — — — 5 20
o/wfe'c/،.• new deliveries — — — — — — — — — — —
Net additions.. ٠٠. . . .  3 7 13 — — — — — — 3 7

Sub-total southern and 
Eastern Asia

Additions: .......................... . 103 684 1,018 17 149
ofwhich: new deliveries . ٠.-. 25 279 452 7 52
Net add i t i ons . . . . . . . . . . . . . 49 414 619 14 119

TOTAL ASIA
Additions: ---- -- . 115 871 1,327 18
ofwhich: new deliveries . ٠. 29 ٠ , 422 706 3 159

Additions: . . . . . . . . . . . . . . .  103 6841,018 17 149 242 7 144 233 75 363 525 4 28 18
ofwhich: new deliveries . . . .  25 279 452 2 52 93 3 103 179 20 124 180 — — —
Net a d d i t i o n s . . . . . . . . . . . . .  49 414 619 14 119 197 7 144 233 25 127 173 3 24 15

TGTAE ASIA
Additions; . . . . . . . . . . . . . . .  115 871 1,327 18 256 451 7 144 2^3 86 442 625 4 ^8 18
،>/w/،،c/،.• new deliveries.... 29 422 706 3 159 302 3 103 179 23 160 225 — — —
Net additions. . . . . . . . . . . . .  30 398 591 15 226 406 2 39 36 12 118 143 1 14 5

10.1 Northern Africa

Algeria
Additions: . . . . . . . . . .  2 9 12 1 5 6 — — — 1 4 6 — — —

م/اس’حء .■ new deliveries — — — — — — — — — — — — ■ — — —
Net addi t i ons . . . . . . . .  2 9 12 1 5 6 — — — 1 4 6 — — —



T (مء«ء««؛رمحء a b l e  IV

ofwhich:
A ll s h i p s ------------------------------------------------------------------------------

Flag o f  registration Tankers Bulk carriers Freighters Others

Number Grt Dwt Number Grt Dwt Number Grt ^ ١٧/ Number Grt Dwt Number ٠٢ / Dwt

10.1 Northern Africa
Egypt (Arab Republic of)

Additions؛ . . . . . . . . . .  ”  —
ofwhich: new deliveries — — — — — —
Net addi t ions. . . . . . . .  - 4  - 1 5  - 2 2  - 1  - 1 0  - 1 6

Morocco

ofwhich: new deliveries — — — — — — — — — — — — — — —
Net additions . . . . . . . .  - 4  - 1 7  - 2 6  — — — — — — - 4 - 1 7 - 2 6  — — —

Tunisia
Additions: . . . . . . . ٠٠. 1 3 4 — — — — — — 1 3 4 — — —
ofwhich: new deliveries 1 3  4 — — — — — — 1 3  4 — — —
Net addirions . . . . . . . . .  - 1 - 3  — — — — — — 0 - 1 - 3  — — —

Sub-total northern Affica
A d d i t i o n s : . . . . . . . . . . . . . . .  3 12 16 1 5 6 — — — 2 7  10 -  — —

م/س/هء .■ new deliveries.... 1 3 4 — — — — — — 1 3 4 — — —
N e t a d d b i o n s . . . . . . . . . . . . .  - 6  - 2 4  -3 9  — - 5  - 1 0  — — — - 4  - 1 6  - 2 6  - 2  - 3  - 3

10.2 Western Africa
Ivory Coast

Additions: . . . . . . . . . .  4 26 39 — — — — — — 4 ^ 6  39 — — —
ofwhich: new deliveries — — — — — — — — — — — — — — —
Net addi t ions. . . . . . . .  4 26 39 — — — — — — 4 26 39 — — —

Nigeria
— — — — — — — — — — — — — — —

ofwhich: new deliveries — — — — — — — — — — — — — —
Netaddirions . . . . . . . .  —1 —6 —9 — — — — — — —1 —6 —9 — — —

Additions: . . . . . . . . . .  1 2 3  1 2 3 — — — — — — — .
ofwhich: new deliveries — — — — — — — — — — — — — —
Netaddidons 1 2 3  1 2 3 _ _ _ _  _ _ _  _ _

Sub-total wes^rn Afriea
Additions:   5 28 42 1 2 3 — — — 4 26 39 — —
ofwhich: new deliveries — — — — — — — — — — — —
Net a d d i t i o n s . . . . . . . . . . . . .  4 23 32 1 2 3 — — — 3 21 30 — —

10,3 Eastern Africa
Madagascar

Additions: — — — — — _ _ _ _  _ _ _ _  _ _
ofwhich: new deliveries — — — — — — — — „  — — — — —
Net additions . . . . . . . .  —1 —7 —iO — — — — — — —1 —7 —10 — —

Somalia
Additions: . . . . . . . . . .  32 200 290 1 11 16 — — — 29 180 265 2 9

م/ءس'مح .• new deliveries ^ 20 28 — — — — — — 2 20 28 — —
Netaddi r ions . . . . . . . .  23 155 2^4 1 11 16 — — — 20 135 199 2 9

United Republic ٠/
Tanzania

Additions; . . . . . . . . . .  1 5 9 — — — — — — 1 5 9 — —
ofwhich: new debveries — — — — — — — — — - — —
Net addi t i ons . . . . . . . .  1 5  9 — — — — — — 1 5 9  — —

Sub-mtal eastern Afriea
Additions:   33 205 299 1 11 16 — — — 30 185 274 2 9

م/اس'هء .• new deliveries.... 2 20 28 — — — — — — 2 20 28 — —
N e t a d d i t i o n s . . . . . . . . . . . . .  23 153 223 1 11 16 — — — ^٠ 133 199 2 9

TOTAL AFRICA
A d d i t i o n s : . . . . . . . . . . . . . . .  41 246 357 3 18 25 — — — 36 219 323 2 9

م/س؛طء ; new d eliveries.... 3 23 32 — — — — — — 3 23 32 — —
Net additions  21 151 217 2 7 9 — — — 19 138 203 — 6

29 180
20

20 135

1 5

1 ة

30 185
2 20

133

36 219
٩ 23



T a b l e  IV (continued)

ofwhich:

OthersFreightersBulk carriersTankers
Allships

Dwt ٠٢؛ Dwt Number ،٠٢ Number ماء Number ٠٢؛ Dwt Number Grt Dwt Number ٠٢؛ ،

Flag ofregistration

23 —

11 —

- 1  - 6  - 0

19

9

2©  —  —  

2©  —  —

17 —

7 —

18

-4 -2 3  -3 7  - 1  —1 8 - 3 ©

43 —

1 —

4©

9

12

2316

- 7

108
81
74

11

4

4

4

4

35
50
45

11

55
41

7

38

14 114 174
9 79 122

1 4

1 4

1 435

35

11.1 Caribbean
Cuba

Additions: . . . . . . . . . .  4 32 43
t f  which: new deiiveries — — —
Net additions . . . . . . . .  3 22 32

Dominican Republic 
Additions: . . . . . . ٠٠.. — — —
ofwhich: new deliveries — — —
Net additions ٠. . . . . . .  —1 —3 —4

11.2 Central America
Honduras

Additions: 17 18 3 م.م..م...م  
ofwhièh: new deliveries — — —
Net additions . . . . . . . .  — 1 11 5

Mexico
Additions: ٠ . . .٠.. ٠ ..  2 5 5
ofwhich: new deliveries 
Net additions . . . . . . . .

Nicaragua
Additions: — —
ofwhich: new deliveries — — —
Net additions . . . . . . . .  —1 —4 —6

Snb-total Caribbean and 
Central America
A dditions:  9 56 66
ofwhich: new deliveries . . . .  1 3  3
Net additions . . . . . . . . . . . .  —4 2 —11

11.3 South America northern

Venezuela
Additions: . . . . . . . ٠٠. 5 19 25
ofwhich: new deliveries — — —
Net additions ٠٠. . . . . .  2 11 13

Snb-total South America 
northern seaboard 

Additions:   5 19 25
ofwhich: new deliveries . . . .  — — —
Net a d d i t i o n . . . . . . . . . . . .  2 11 13

11.4 Son№ America western

Chile
Additions: . . . . . . . . . .  9
٠/  which: new deiiveries 6
Net addi t ions. . . . . . . .  - 1

Cokmbia 
Additions: .. ٠ . . . . .٠ . 2

ه/ءس'ءاء .■ new deliveries —
Net addi t i ons . . . . . . . .  2

Peru
Additions: . ٠ . . .٠. ٠ ..  5
ofwhich•. new deliveries 3
Net addi t i ons . . . . . . . .  —1

Sub-total South America 
western seaboard 

Additions:   16
٠/  which: new deliveries . . . .  9
Net additions   —

81
109

11

104
50

?

11

60

٠

122
119

42

152
79
70

70



T a b l e  IV (concluded)

٠/ which:

OthersFreightersBulk carriersTankers
Allships

Flag o f  registration

Dwt ،٠٢ Number ̂ء ، ،٠٢ Number ٠٢، ء>ااه Number ،٠٢، ،>اام ;،،«،№٢ ٠٢، ء<ام Number

11.5 South America(

- 3  -1 8  - 2

17 7i
3 أ

10 10

34 94
73 81

-7 0 -130

61

50

34

134 234
120 209
134 234

10 14
10 14

- 4 ?  - 7 2

10

- 4  - 2 2  -2 9

- 6  - 3 4  - 4 7

0
ع ت -

18 111 128
10 7684
لا -5 8 -122

42 276 360
19 155207
20 و —

184 319
127 223
169 ^95

191 329
127 223

64 98
16 23
4 ?

19 20

19 20

19 20

19 20

57 46335 562 164 937 1,309
230 402 45 337 464
203 325 11 266 318

16

/ Argentina
Additions: . . . . . . . . . .  11 1^1 190 4 54 84
ofwhich: new deliveries 4 16 26 2 6 9
Net additions ٠ . .٠ . . .٠  4 91 149 3 51 79

Brazil
Additions: . . . . . . . . . .  17 228 343

م/ءس'مح .• new deliveries 12 203 305
Net additions . . . . . . . .  —27 —1 3

Uruguay
Additions: ٠٠٠. . . . . . .  2 10 12
ofwhich: new deliveries — — —
Net addi t ions. . . . . . . .  0 2 —2

Sub-total South Ameriea 
eastern seaboard 

Addi t ions: . . . . . . ٠٠. . . . . . .  30
o f which: new deiiveries . . . .  16
Net additions . . . . . . . . . . . .  —23

TDTAT TATIN AMERICA 
Addirion: . . . .  ٠. . . . . . . . . .  60
٠/  which: new deliveries . . . .  ^6
Net additions . . . . . . . . . .  ٠٠ —̂ 5

Nauru
Additions: . . . . . . . . . .  2 19 20 — — —
ofwhich: new deliveries — — — — — —
Net additions . . . . . . . .  2 19 20 — — —

TOTAL OCEANIA 
A d d i t i o n s : . . . . . . . . . . . . . . .  2 19 20 — — —

م/ءءهما/ا .• new deliveries.... — — — — — —
Net additions . . . . . . . . . . . .  2 19 20 — — —

TOTAL DEVELOEING 
COUNTRIES AND 
TERRITORIES AROVE:

Additions:   218 1,722 2,577 30 393 661
ofwhich: new deliveries . . . .  58 746 1,194 ? 178 328
Net additions . . . . . . . . . . . .  28 744 1,100 15 270 473

185119
19
36

545
331
150

873
456
273

219
92

301
176

ه )ء ؛ء،0بس note ر  also be taken Into account; tbe figures shown refer resn^ct- 
ively to the number o f vessels, thousand grt and thousand dwt:
ء/.،ء  carriers; Brazil: ], !٠, 25: Peru: 1, 4, 6.
Freighters: Brazil; 13 ,،ب, ؛ ; riolombia7 ,2 ؛, l l ; I s r a e l : l ,  3, 4; Kuwait: 3, 32, 42: 
Korea (Republic of); 1, I, ة ; Mexico: 1, 2, 2; Peru; ]. 9, !4.
Other ships: Philippines; ], ], 2.

Sources: compiled from data regarding additions and deductions to merchant 
5«،ts which were made available to tfee Secretariat o f UNCTAD by the United 

.States Department o f Commerce, Maritime Administration
cond-iran() ships, per country, may be؟o f s ؛itioi؟i!؛regarding t^e acd ؟؟؛؟٢؟؟ * 

With rrapeot to the .”؛new deliveries”  from “addition“ ؟n،؛obtained by dednc 
countries mentioned hereafter, however, the following “ other addilions”  (see

?1



T a b l e  V

Selected maximum and minimum tramp rates^ 1970 and 1971 دآ

19711970

!اءءءHighLowرااما
ههبمءسء(/م،«ءء ه؛،؛ ء  Currency unit

United States Guif—west ٠٠̂^٤  India . . . . . . .  U.S. dollars
Nortb Pacific—east eoast India . . . . . . . . . . . .  sterling
River PHte-Antwerp/Hambnrg range . . . . .  U.S. dollars
River Plate—Japan  U.S. dollars
Hampton Roads—Rio de Janeiro . . . . . . . . . .  U.S. dollars
Manrltins—United Kingdom . . . . . . . . . . . . . .  Ponnds sterling
Pbibppines—U.S.A .. ٠. ٠ ٠ . . . . .٠ . . . . . . . . . . .  U.S. dollars
Marmagao—Japan   U.S. dollars
Pbilippines—Continent .. ٠. ٠ . . . . . .٠... ٠ ٠ . .  U.S. ce^s
Casablanea—Peoples’ Republic of China . . . .  Pounds sterbng
Aqaba—west eoast India . . . . . . . . . . . . . . . . .  Pounds sterling
Peoples’ Republie of China—Ce؛don ٠ . . . .٠ ٠  Pounds sterling
Continent—Peoples’ Republie of chiira 

(souffi co a s t)   Pounds sterling

4.27ي
5.00
7.00
2.70

3.47ي
975
4.10

28.00
3.25

ئ:ئ
3.25

4.50
9.25

13.00
4.20

ll!oo

36ي
3.90

6.10

I fo

5.00
4.15

9.90

م7إ 4ه
2.55
4.25

6.12ي

8.70
7.12إ

22ت00

12.25

10.30
44.00

7.40

5.90

9.35

Heavy ^٢ ٠،■«;

Coal:
Sugar:

٠٢،;;
Copra:

/م،ا،ء•. ءمإ ءم

Rice:
Fertilizers:

be normally operated هءس ؛ه i which
“ Approximate.
N ء ٠ deductions have been made for t 

via the Suez Canal.

Source: based on information in Lloyd’s ءك؛ء and Shipping Gazette (London), 
4 January 1972.

72



HOW то OBTAIN UNITED NATIONE ?UBEI€ATION$

ا̂ا<ل ا! ء  N ations publications ^ ٠١٢ b e  ob ta in ed  from b o o k to re s  an d  distributors throughout 
th e  w orld . Consult yo u r bookstore OS w rite  to: United N otions, Boles Bection, N ew  Tork 

o s O en eyo .

COMMENT BE PROCURER ا £$ RUBEICATIONB DEB NATIONS UNIEB

tes  publications d es N ations Unies sont en yen te  dons les libroiries e t  les a g e n c e s  
d^positoires du m onde entier, inform ez-vous oupr^s d e  votre lib roirie  ou odressez-vous à :  
N ations U nies, Section des ventes, N ew  TorI؛ ou G en ève .

КАК ПОЛУЧИТЬ ИЗДАНИЯ ОРГАНИЗАЦИИ ОЬ^ГДИНЕННЫХ НАЦИЙ

И здания  Организации Объединенных Наций أل©أال нه  купить в KtJHJKHbix магазинах  и 
агентетвах.во всех  районах  мира. Наводите еиравк^ об изданиях  в вашем  книжном 
магазине пли иишнте по адресу : Организация Объе^инениых Наций , Секция ио 
продаже пздаиш■؛, Нью-Йорк или Ж енева .
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