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ABBREVIATIONSAND EXPLANATORY NOTES

Abbreviations

ACIS Advance Cargo Information System

APEC Asia-Pacific Economic Cooperation

BAF bunkering adjustment factor

c.if. cost, insurance and freight

DMECs developed market-economy countries

dwt deadweight tons

ECLAC Economic Commission for Latin Americaand the Caribbean
EEC European Economic Community

FDI foreign direct investment

FIO freeinand out

f.o.b. free on board

GDP gross domestic product

grt grossregistered tons

I1CL Institute of International Container Lessors

IMF International Monetary Fund

IMO International Maritime Organization

IT information technology

LNG liquefied natural gas

LPG liquefied petroleum gas

mbpd million barrels per day

NAFTA North American Free Trade Agreement

OECD Organisation for Economic Co-operation and Devel opment
OPEC Organization of Petroleum Exporting Countries

TEU 20-foot equivalent unit

ULCC ultra-large crude carrier

UNCTAD United Nations Conference on Trade and Devel opment
VLCC very large crude carrier

WS Worldscale

WTO World Trade Organization

Explanatory notes

« All referencesto dollars ($) areto United States dollars, unless otherwise stated.

¢ “Tons’ refersto metric tons, unless otherwise stated.

»  Because of rounding, details and percentages presented in tables do not necessarily add up to the totals.

» Twodots(..) indicate that data are not available or are not separately reported.

* A hyphen (-) signifiesthat the amount is nil or lessthan half the unit used.

* In some tables, the data shown for earlier years have been revised and updated and therefore differ from
those shown in previousissues of the Review. Thisrelatesin particular to the distribution of world tonnage
according to country groups, specifically the classification of major open-registry countries. Up to the 1994
edition of the Review, the majority of tables included five countriesin this group, namely, the Bahamas,
Bermuda, Cyprus, Liberia and Panama, while some tables aso included Malta and Vanuatu. To improve
consistency and to reflect practices of ship registration, Mataand Vanuatu have beenincludedin all tables
referring to major open-registry countries. This reclassification primarily affects the share of developing
countriesin Europein total world tonnage.

* Inthetables and the text, the term countriesrefers to countries, territories or areas.
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INTRODUCTION

The Review of Maritime Transport is an annual publication prepared by the secretariat of the United Nations
Conference on Trade and Devel opment. Its purposeistoidentify the main developmentsin world maritimetransport
and to provide relevant statistical data. It focuses on developments concerning maritime activities in developing
countries as compared with other groups of countries. It also highlightsthe correl ation between the devel opment of
global trade and maritimetransport activitiesin general. Regional developmentsin Latin American trade and transport
networks are the subject of thisyear’s specia chapter.

SUMMARY OF MAIN DEVELOPMENTS

Development of thewor |d economy and seabor netrade

World output in 2001 grew by 1.3 per cent over that
of 2000, about one-third of the remarkable growth
of the previousyear. The devel oped market-economy
countries experienced growth of 1 per cent, while
developing countries recorded an average increase
of 2.1 per cent. In 2002, growth in world output is
expected to be between 1.4 and 2.4 per cent and
contingent on devel opmentsfollowing the events of
11 September 2001.

Thevolume of world merchandise exports decreased
by 1.5 per cent compared to the increase of 11.9 per
cent in 2000, whileimportsincreased by just 0.9 per
cent, compared to the previous increase of 11.3 per
cent. These results were based on the performance
of NorthAmericaand countriesinAsia. Thevolume
of world merchandise exportswould probably risen
in 2002.

The total industrial production index of OECD
decreased by 2.6 per cent to 117.7 from 120.8 in
2000 (1995 = 100). The result was due to the
performance of the United States and Japan.

World seabornetrade (goods|oaded) contracted after
15 consecutive years of annual increases reaching
5.83 hillion tons. The annual growth rate was
negative — 1 per cent compared to the 3.9 per cent
increase of 2000. Global maritime trade growth is
expected to stay flat in 2002.

Total maritime activities measured in ton-miles
decreased to 22,682 billion ton-miles, in comparison
with thetotal of 23,016 billion ton-milesreached in
2000.

Development of thewor|d fleet

Theworld merchant fleet expanded to 825.6 million
deadweight tons (dwt) at the end of 2001, a2.1 per
cent increase. New building deliveries were up by
1.8 per cent to 45.2 million dwt, and tonnage broken
up and lost increased by 25.2 per cent to 27.8 million
dwt, leaving anet gain of 17.4 million dwt.

Thefleetsof il tankersand dry bulk carrierstogether
make up 70.3 per cent of the total world fleet. The
fleet of oil tankerswas steady, whilethefleet of dry
bulk carriersincreased by 4.6 per cent. There was
an impressive 11.4 per cent increase from 69.2 to
77.1 million dwt in the container ship fleet and a
3 per centincreasefrom 18.5t019.1 milliondwtin
theliquefied gas carriersfleet.

The average age of the world fleet remained at
13.9 years with almost 34 per cent of the fleet
20 years and older. General cargo vessels had the
highest average age at 16.2 years, and container
vesselsweretheyoungest at 11 years.

Registration of shipsby devel oped market-economy
countries and major open-registry countries
accounted for 25.1 and 48.7 per cent of the world
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fleet respectively. Open registries increased their
tonnage by 2.6 per cent, and two-thirds of this
beneficially owned fleet is owned by market
economies and developing countries. Developing
countries sharereached 19.3 per cent, or 159 million
dwt, of which 117 million dwt isregistered in Asia.

World fleet productivity and supply and demand

Themain operational productivity indicatorsfor the
world fleet, tons carried per dwt and thousands of
ton-miles per dwt, decreased to 7.1 and 29.5
respectively. Thiswasadecrease of 2.7 per cent and
4.5 per cent from the figures for 2000.

World total surplus tonnage continued to decrease
and at the end of 2001 stood at 21.5 million dwt, or
2.6 per cent of the world merchant fleet. Surplus
capacity inthetanker sector increasedto 17.9 million
dwt, while overcapacity in the dry bulk sector
dropped to 2.9 million dwt from 3.8 million dwt in
2000.

Freight markets

Theyear 2001 wasabad year for the tanker market.
The overall volume of seaborne crude oil trade
increased by lessthan 1 per cent. Theaveragefreight
indices for VLCC, medium-size crude carriers and
small crude and product carriers decreased
sharply —by 74.3, 56.7 and 63 per cent respectively.

In 2001, seaborne shipments of the main bulks,
particularly iron ore and coal, increased by 1.2 per
cent. The improved balance between supply and
demand resulted in mixed performance by time and
trip—charter indexes, which closed the year down
35.2 per cent and up 1 per cent respectively.

By the end of 2001, freight rates in
the main containerized routes — trans-Pacific,
transatlantic and Asia-Europe—were below thelevels
that prevailed at the end of 2000. Rates across the

Atlantic fared better than those across the Pacific
and in the Asia-Europe route. Westbound
transatlantic ratesfell by 2.1 per cent whilethosein
the opposite direction fell by 8.9 per cent. Ratesin
the Pacific fell evenly by 16.8 per cent while those
from Asiato Europefell by 17.1 per cent and those
from Europe to Asia declined by an impressive
28.7 per cent.

Total freight costsin world trade by group

World total freight paymentsas aproportion of total
import value increased to 6.21 per cent in 2000, up
from 5.52 per cent in 1999. The freight factor was
5.21 per cent for developed market-economy
countries, compared to 4.53 per cent in 1999, while
for developing countries it was up to 8.83 per cent
from 8.39 per cent in 1999. The freight factor for
the developing countries in Africa increased to
12.97 per cent and thefactor for devel oping countries
in Americato 8.58 per cent. For Asian developing
countries, thefreight rate factor increased to 8.51 per
cent, whilefor thosein Oceaniathefactor decreased
to 11.94 per cent.

Port development

World container port traffic continued to expand at
a rate of 15.4 per cent over 1999, reaching
225.3 million TEUs. The ports of developing
countriesand territorieshandled 94.2 million TEUS,
or 41.8 per cent of the total. In 2000 there were
54 developing countries and territories handling
above 100,000 TEU.

Tradeand transport efficiency

The Declaration of the Fourth Ministerial Conference
(Doha) paved theway for the negotiation processin
WTO and a potentially binding rule on trade
facilitation. UNCTAD convened two meetings to
consider matters related to information and
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communication technology in transport and trade
facilitation and to regulation of multimodal transport
services.

The development of cargo rail services proceeded
during theyear in several regions, and consolidation
in North Americaand joint servicesin Europe were
used to improve the quality of service. Container
production slumped in 2001 to 1.25 million TEU —
a decrease of 34.2 per cent. Factories reported
surplus capacity of up to 50 per cent in China. Prices
also decreased by 3.3 per cent.

Review of regional developments

Since 1998, L atin Americaand Caribbean countries
have been on an economic roller coaster. After
recovery from the 1997 crisis, the year 1998 saw a
2.3 per cent increasein output followed by ameagre
0.4 per cent increase in output for 1999. In 2000
output increased a healthy 4.1 per cent in line with
the booming world economy; thisrisewasfollowed
by amodest 0.5 per cent increase for 2001. Rates of
volume growth for exportsand importsin 2000 were
11 and 13.9 per cent respectively, but the estimates
for 2001 were much more modest. About 60 per cent
of the exports of these countries and 50 per cent of
imports go to North America. Intra-regional trade
accountsfor about 15 per cent ashare, dightly above
the corresponding figure for trade with Europe.

International tradeis conducted mainly by sea, with
the percentages above 70 per cent for
most countries. The exception is Mexico, a
NAFTA partner, which conducts a sizeable
share, up to 60 per cent by volume, of its trade
overland with the United States. The merchant
fleets of these countries, except the major
open registries of the Bahamas, Bermuda
and Panama,, reached 34.5 million dwt — 4.2 per
cent of the world fleet, and an increase over the
3.5 per cent share reached in 1990.

Main bulk commodities, such ascrudeoil, iron ore,
coal and grain, are exported from mechanized
dedicated terminals and ports often forming
part of an integrated industrial operation.
Exports and imports of liner and other cargoes go
through public ports, which over the last few
years have been opened to private-sector operation
and investment. Freight rate levelsfor tramp services
and liner cargoes have been decreasing in line
with the general trend in shipping. Inland transport
in South America is still underdeveloped, but
the presidents of the countries of this subregion
have decided to address this issue. The cost factor
for import trades for these countries in 2000 was
8.58 per cent, slightly below the average for
devel oping countries, and masks differences between
countries, with thosein the Caribbean having higher
averages.
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Box 1

Vessel and registry groupings used in the Review of Maritime Transport

Asin the previous year's Review, five vessel groupings have been used throughout most shipping tablesin this
year’s edition. The cut-off point for all tables based on data from Lloyd's Register — Fairplay is 100 gross
registered tons(grt), except those tables dealing with ownership, where the cut-off level is 1,000 grt. The groups
aggregate 20 principal types of vessel category, as noted bel ow.

Review group Constituent ship types

Qil tankers Qil tankers

Bulk carriers Oreand bulk carriers, ore/bulk/oil carriers

General cargo Refrigerated cargo, speciaized cargo, ro-ro cargo, general cargo (single-

and multi-deck), general cargo/passenger
Container ships Fully cellular

Other ships Qil/chemical tankers, chemical tankers, other tankers, liquefied gas
carriers, passenger ro-ro, passenger, tank barges, general cargo barges,
fishing, offshore supply, and al other types

Total all ships Includes all the above-mentioned vessel types

Thefollowing guidelines are offered by Lloyd's Register — Fairplay for thetablesin thisyear’s Review relating
to fleet development.

Former Yugoslavia

Most ships have been dlocated to either Croatia (CRT) or Slovenia (SLO), with very few left under Yugodavia
(YUG).

Major open-registry countries

Shipsin this group fly the flag of the Bahamas, Bermuda, Cyprus, Liberia, Malta, Panama or Vanuatu.

Approximate vessel size groups referred to in the Review of Maritime Transport, according to
generally used shipping ter minology

Crude oil tankers

ULCC 300,000+ dwt

VLCC 150,000-299,999 dwt
Suezmax 100,000-149,999 dwt
Aframax 50,000-99,999 dwt
Dry bulk carriers

Cape-size 80,000 dwt plus
Panamax 50,000-79,999 dwt
Handymax 35,000-49,999 dwt
Handy-size 20,000-34,999 dwt

Source: Lloyd's Register — Fairplay.




Chapter 1

DEVELOPMENT OF INTERNATIONAL
SEABORNE TRADE

The first chapter provides an overview of the demand for global maritime transport services, together with
background information on the world economic situation and a review and forecast of devel opmentsin world
seaborne trade.

A. WORLD ECONOMIC BACKGROUND
1. World output
Overview

During the year 2001 the growth of world output fell to
1.3 per cent from the remarkable 3.8 per cent achieved
in 2000 (see table 1) and, for the first time since the ail
price hike of the late 1970s, virtually all regions of the
world experienced asimultaneous economic slowdown.

Developed market-economy countrieswere most affected
by this economic deceleration and achieved only 1 per
cent growth. The best performers were countries
bel onging to the European Union, whose economiesgrew
1.6 per cent, but there were wide disparities. The
United Kingdom’seconomy grew 2.4 per cent, well above
the average, fuelled by domestic demand supported by
decreasesin short-term interest rates and a buoyant real
estate market. At the other extreme, the German economy
expanded by only 0.6 per cent, slowed by sluggish
expansion in its eastern region. Across the Atlantic and
despite successive cuts in short-term interest rates to
overcometheeffects of reduced investment levelscaused
by the bursting of theinformation technology (IT) bubble,
the United States economy performed slightly below the
world average, with growth of 1.1 per cent. The weakest
performer in this group of countries was Japan, whose
economy entered into arecession in the second quarter
of 2001 and contracted 0.3 per cent during the year. The
zero interest rate policy pursued by the monetary
authorities to build domestic confidence could not
overcome the effect of the collapse of the valuable

technology markets, in which Japanese exporters are
major players, and the minor overvalue of the currency
at the beginning of the year.

Thegrowth of economic output for devel oping countries
was 2.1 per cent, well above the world average. The
highest growth occurred in African countries, which
repeated their performance of 2000, expanding 2.7 per
cent. North African countries such as Morocco, Tunisia
and Algeria fared particularly well and expanded 5, 4
and 3 per cent respectively. Three other countriesin West
Africa—Cameroon, Ghanaand Nigeria—expanded more
than 3 per cent. The output growth of economiesin East
Africa was below the continent’s average. Elsewhere,
South Africamanaged to expand output by 2.1 per cent,
while Zimbabwe recorded a significant contraction of
7.5 per cent. Overall, the rate of economic growth of
African countries over thelast three years has exceeded
the average growth rate of the last decade.

In Latin America, the duggish growth of economic output
reached only 0.4 per cent, well below the performance
of the previous year. The financial difficulties and final
collapse of one of thelargest regional economies, that of
Argentina, which contracted 3.8 per cent, contributed to
thisresult. This collapse was partly to blame for almost
doubling the economic contraction vis-a-visthe previous
year of its neighbour, Uruguay, to 2.3 per cent. In the
northern hemisphere, the effect of the United States
economic slowdown on its NAFTA partner Mexico
caused the latter’s economy to contract by 0.3 per cent.
Thelacklustre performance elsewherein Latin America
resulted from the reduced United States demand for
exports.



Review of Maritime Transport, 2002

Table 1
World output, 1990-2001
(percentage change)
Region/grouping Aver age 1990-2000 1999 2000 20012
World 2.2 2.6 38 13
Developed economies 2.0 24 34 1.0
of which:
United Sates 2.8 3.6 4.1 11
Japan 1.1 0.2 2.2 -0.3
European Union 1.7 24 34 16
of which:
Euroarea 1.7 24 35 14
Germany 1.6 15 3.2 0.6
France 14 2.9 35 19
Italy 1.2 14 29 1.8
United Kingdom 19 21 2.9 24
Developing economies 4.3 34 54 21
of which:
Africa 2.2 2.6 2.7 2.7
Latin America 29 -0.2 3.9 04
Asia 4.4 4.6 5.8 1.2
Economiesin transition -3.0 2.7 6.0 4.3
China 9.3 7.1 8.0 7.3

Source: Calculations by the UNCTAD secretariat based on data in 1995 dollars, as published in UNCTAD (2002), Trade
and Development Report 2002, United Nations publications, Sales No. E.02.11.D.2, New York and Geneva, table 1.1.

a Estimates.

The output of developing countries in Asia expanded
1.2 per cent, dightly below the world average and a
significant drop from the 5.8 per cent expansion of the
previous year. Slowing United States demand for Asian
exports together with the contraction of the Japanese
economy wasaheavy burden for these economies, notably
those which could not rely only on domestic marketsfor
expansion. The impact was particularly heavy in
traditional hubs of regional economic activity: Singapore
and Taiwan Province of Chinacontracted by 2.2 per cent,
while Hong Kong (China) and Maaysia expanded by a
meagre 0.2 and 0.1 per cent respectively. In spite of
depressed international commodity prices, strong
domestic demand and investment in less open economies
such as India, Indonesia, the Islamic Republic of Iran,
Pakistan and the Phili ppines contributed to expand output
by 5.4, 3.0, 4.1, 3.3 and 3.4 per cent respectively. The
Republic of Korea and Thailand managed to achieve
satisfactory output growth of 2.7 and 1.5 per cent
respectively.

The growth of economic output in countries with
economiesin transition was again encouraging, reaching
4.3 per cent. The expansion was outstanding in oil-
exporting countries such as Kazakhstan, which achieved
13 per cent growth. However, non-oil-exportersalso did
well, helped partly by increases in FDI flows. These
results confirm the renewal of economic growth for
countries with economies in transition, reversing their
protracted economic decline of -3 per cent during the
last decade.

The star global performer of the year was Ching; its
output growth in 2001 was 7.3 per cent, lower than that
of the previousyear but up from that of 1999. Domestic
demand and investment together with steady FDI
maintained high levels of economic growth. Since the
millennium, however, China s economic growth appears
to have been decel erating compared with the 9.3 per cent
growth achieved during the last decade.
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Prospects

Forecasts of world economic output growth for 2002 have
been cautioudly optimigticinlight of recent United States
economic indicators pointing to a rapid recovery. The
simultaneous economic downturn of themajor economies
seems to indicate that improvements, too, may occur
simultaneoudy. With the prices of commoditiesand crude
oil still at low levels, domestic demand in these economies
needs time to build up momentum for investments.
Current forecasts for output expansion for 2002 range
from 1.2to 2.4 per cent and, in any case, are contingent
on developments stemming from the events of
11 September 2001.

2. Merchandisetrade
Recent devel opments in international trade

During 2001 the volume of world exports contracted by
1.5 per cent (see table 2) after double-digit growth in
the previousyear. Thevolume of world importsexpanded
marginally by 0.9 per cent. Among devel oped countries,
export volume contracted most in North America and
Japan at arate of -5 per cent. Countries of the European
Union maintai ned amodest expansion of export volumes
of 1.1 per cent. Growthin export volumefor developing
countriesin Africaand Latin Americawas estimated at
2.5 and 2.7 per cent respectively. Developing countries

Table 2

Growth in thevolume of merchandisetrade by geographical region, 1999-2001
(annual percentage change)

Exports Imports
1999 2000 2001 Countries/regions 1999 2000 2001
5.0 11.9 -15 World 2 6.1 11.3 0.9
4.8 9.9 Developed economies® 7.6 9.6 0.3
of which:
5.8 9.9 -5.0 North America 11.2 11.3 -3.8
4.4 10.1 11 European Union (15) 9.5 10.9 0.3
21 9.2 -5.0 Japan 9.5 10.9 0.3
7.0 15.7 0.5 Developing economies? 4.4 154 0.8
of which:
5.0 7.3 25 Africa -0.9 54 4.6
7.1 10.3 2.7 Latin America -1.5 1.1 0.5
1.1 14.0 n.a. Middle East © 13 14.6 n.a
6.6 16.2 -3.7 Asia® 9.0 15.4 -1.9
-2.0 17.9 8.0 Economiesin transition @ -8.5 14.0 14.7
9.6 28.3 5.0 China 15.2 33.1 11.3

Source: From WTO (2002), WTO Annual Report, 2002, chapter 11, chart 11.4 in page 7, available on www.wto.org; and
UNCTAD (2002), Trade and Development Report 2002, United Nations publications, Sales No. E.02.11.D.2, New York and

Geneva, table 1.3.
a Excludes significant double counting.

b Includes Isragl.

c Includes Japan, China, Hong Kong (China), Taiwan Province of China and developing countries in the Pecific.
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in Asia recorded a drop of 3.7 per cent in their export
volume as a result of the reduced demand for office
equipment and automation by the United Stateseconomy.
In 2001 growth in export volumewas particularly strong
for countries with economies in transition (8 per cent)
and China (5 per cent).

Trends in imports and exports

Recent data support the view that world trade is poised
to recover modestly during 2002, perhapsreaching 1 per
cent growth in export volume. Increased consumer
confidence and the need to rebuild businessinventories
inthemaor economiescould lead to thisresult. However,
itislikely that in the future the expansion of world trade
will lag behind world output because of demand and
investment inthel T sector and increased transport costs
(notably inair transport) resulting from higher insurance
and security costsafter the eventsof 11 September 2001.
Moreover, thegructureof exportsfrom deve oping countries
is likely to continue the shift from commodities to
manufacturing exports, leading to greater use of containers.

3. OECD countries industrial output

Theindustria productionindex (1995 = 100) for OECD
countries, another fundamental indicator for the global
maritime transport sector, averaged 117.7 in 2001, a
decrease of 2.6 per cent from the averageindex for 2000
(see figure 1). This decrease contrasts with the 5.6 per
cent increase achieved in 2000, when the index reached
120.8.

The poor results for most of 2001 were attributable to
slowed economic activity inthe United States, wherethe
index reached 125.4 in the first quarter and declined
steadily to 120.0 by the fourth quarter, a decrease of
4.3 per cent over the year. The slowdown in Japan
was steep, witha 10.2 per cent decrease during thefourth
quarter, whentheindex reached 92.1. Economic activity
continued at a higher level in the 15 countries of the
European Union, with the industrial production index
reaching 113.5 in the fourth quarter, a decrease of only
3.3 per cent. The OECD outlook for the year 2002
indicated amild recovery, notably in the United States.

Figurel

Annual changein OECD industrial production and wor|d seabor netrade, 1998—2001

Percentage change

1999

=== OECD industrial production

2000 2001

=———— World seaborne trade

Source: OECD (2001), Main Economic Indicators, April .
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B. WORLD SEABORNE TRADE
1. Overall seabornetrade

After recording increasesfor 15 consecutive years, world
seaborne trade stalled in 2001 at 5.83 billion tons of
exported goods. Theannual growth rate, calculated with
the provisional dataavailablefor year 2001, wasnegative
at -1.0 per cent, asisshown intable 3 and figure 2.

The 2001 breakdown of seaborne exported goods
by continent was as follows: Africa's share of

world exports was 9.4 per cent, while that of
America reached 20.9 per cent. Asia was by far the
continent with the largest share of the total tonnage
of seaborne world exports — 36.8 per cent. Europe’s
share was the second largest at 25.5 per cent, while
Oceania's share was the smallest, only 7.4 per cent
of world seaborne exports. Forecasts for 2002
indicated that annual growth rates would probably
be positive but modest, while the distribution
of world tonnage by continent was expected to be
steadly.

Table 3

Development of inter national seabor netrade, selected year s
(goods |oaded)

Year Tanker cargo Dry cargo Total (all goods)
Total of which main bulk
commodities®
million % million % million % million %
tons change tons change tons change tons change
1970 1442 1124 448 2 566
1980 1871 1833 796 3704
1990 1755 2253 968 4008
1997 2172 2781 1157 4 953
1998 2072 3526 1170 5598
1999 2057 -0.7 3612 24 1196 2.2 5 668 1.3
2000 2115 2.8 3775 4.5 1288 7.7 5890 3.9
2001¢ 2128 0.6 3704 -19 1303 1.2 5832 -1.0
Source: Estimated by the UNCTAD secretariat on the basis of Annex Il and data supplied by specialized sources.
a Includes international cargoes loaded at ports of the Great Lakes and St. Lawrence system for unloading at ports of
the same system.
b Iron ore, grain, coal, bauxite/alumina and phosphate.
¢ Estimates.
2. Seabornetradeintankers Crude oil production

General developments

In 2001 world shipments of tanker cargoes reached
2.13 billion tons, growing 0.6 per cent during the year.
About 77.5 per cent of thistanker trade isin crude ail,
with the remainder in petroleum products. In 1992 the
percentage was 74.9. The share of overall tanker
shipmentsin world seaborne trade was 36.2 per cent.

Since 1999 crude oil production has expanded. Figures
released for 1999 and 2000 indicate that crude oil
productionincreased by 4 per cent to 74.5 million barrels
per day (mbpd) for 2000. Most of thisincrease resulted
from expanded production in OPEC countries, 5.6 per
cent on average, to 30.8 mbpd, while productionin OECD
countries (notably the United States, Mexico, Norway
and oil-producing countries within the European Union,
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Figure 2

International seabornetradefor selected years
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Source: Review of Maritime Transport, various issues.

notably the United Kingdom) expanded at a lower
rate of 2.4 per cent, to 21.5 mbpd. The remaining
oil-producing countries, including Russian Federation
members, China, Brazil and a number of small
producers, raised production by 3.2 per cent to
22.2 mbpd.

For 2000 crudeoil production, the market share of OPEC
countrieswas41.5 per cent, with major producersbeing
Saudi Arabiawith 12.3 per cent (equivalent to 9.1 mbpd),
the Islamic Republic of Iranwith 5.2 per cent (3.8 mbpd)
and Venezuelawith 4.6 per cent (3.2 mbpd). Market share
for OECD ail-producing countriesreached 28.1 per cent,
with magjor producers being the United Stateswith 9.8 per
cent (7.7 mbpd), Mexico with 4.8 per cent (3.4 mbpd)
and Norway and the European Union each with 4.4 per
cent (3.4 mbpd). Among European Union countries, the
United Kingdom had the largest market share, 3.4 per
cent (equivalent to 2.7 mbpd). Market share for the
remaining countries reached 30.4 per cent. Major
producers in this group were countries of the
Russian Federation, with 9 per cent (6.5 mbpd); China,

with 4.5 per cent (3.2 mbpd); and Brazil, with 1.8 per
cent (1.2 mbpd). Brazilian production comesmainly from
deepwater offshorewellslying 400 metresbel ow sealeve.
It has doubled over the last decade and uses modern
technology, whichisalso used in Angolaand the Gulf of
Mexico.

Estimates for 2001 crude oil production match levels
achieved in 2000. During 2001 OPEC producers agreed
to production cuts amounting to 3.5 mbpd in order to
support prices, which had slid during the year.
Neverthel ess, the three major crude oil prices (US West
Texas Intermediate, North Sea Brent and the OPEC
basket of seven crude oil prices) ended the year below
$20 per barrel, 25-30 per cent lower than the levels
prevailing at the beginning of the year. To avoid losing
market share to other producers, OPEC agreed to an
additional 1.5 mbpd production cut starting on
1 January 2002 only after major non-OPEC producers
(Angola, Mexico, Norway, Oman and the
Russian Federation) pledged to cut production by
0.46 mbpd.
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Refinery developments

The throughput of world refineries reached 69.5 mbpd
in 2000, anincrease of 2 per cent over the previousyear.
The major refining centres in the United States and
Europe, which together account for 43.1 per cent of world
throughput, increased outputs by 1.9 and 0.3 per cent
respectively. Early in 2002, the purchasing of refineries
in Eastern Europe by amajor Russian oil producer may
have an impact on world markets. Refineries in the Far
East, Asia and the Pacific, which together account for
24.8 per cent of world throughput, had a mixed output.
China? achieved a hefty increase of 14.4 per cent.
Refineries|ocated € sewherewithinthe AsiaPecificregion
raised throughputs by 6 per cent, but Japanese refineries
decreased output by 0.1 per cent.

Natural gas production

In 2000 production of natural gasreached 2,422.3 billion
cubic metres® (bcm), an increase of 4.2 per cent from
1999 levels and the greatest increase since 1995, when
production grew by 4.5 per cent. This production is
equivalent to 2,180.6 million tons of oil or 45.2 mbpd.
Major producers are the United States with 555.6 bcm
and the Russian Federation with 545 bcm, which together
account for 45.4 per cent of total production. Lesser
producers are Canada with 167.8 bcm, the
United Kingdom with 108.1 bcm, Algeriawith 89.3 bem,
Indonesiawith 63.9 bcm and the Idamic Republic of Iran
with 60.2 bcm. Other producers are scattered in the
Middle East, Latin America and Asia, often getting
natural gas as a result of oil production. Only about a
fifth of natural gas production is exported, mainly by
pipelines, which carry around three-quarters of all
exports.

Medium-term prospectsfor natural gas production seem
bright. The $25 billion Gas Initiative of Saudi Arabia
aims to convert power plants to use natural gas and
thereforewill free crude oil production for export. Qatar
has entered intojoint ventureswith foreign oil companies
to foster production and exports of natural gas. Also,
large new findings of gasin Trinidad and Tobago and
Boliviahave been announced.

Crude oil shipments

Seaborne shipments of crude oil increased during 2001
by 0.8 per cent, to 1.65 billion tons (see table 4). Mgjor
loading areas continued to be the devel oping countriesin
Western Asiawith 850.5 milliontons, in West Africawith

174.9 million tons, in North Africa with 133.8 million
tons and around the Caribbean with 203.6 million tons.
Main discharging areaswerelocated in devel oped market-
economy countriesin North Americawith 436.9 million
tons, in Europewith 426.8 million tonsand in Japan with
215 million tons. Devel oping countriesin South and East
Asiatook 306.8 million tons during 2001.

Crude oil trade flows will be affected by the influx of
crude oil from the Caspian Sea and Central Asia. The
pipeline and Supsa oil terminal in Georgia were
commissioned two years ago to export oil from
Azerbaidjanthrough the Black Sea. Next, the completion
of the pipeline to bring Kazakhstan's oil to the Russian
port of Novorossiysk led to the first shipment in
October 2001. Shipmentsfrom the Black Seaincreased
7.9 per cent to 64.3 million tonsin 2000 and will continue
to go up asthe 4.7 million tons of the Supsa pipelineis
supplemented by the 28 million tonsof the Novorossiysk
one. Environmental concernshave been voiced by Turkey
because this oil passes through the Bosphorus to reach
destinations in Western Europe, which takes about
50 million tons per year, with Italy taking about one-
third of this total. These oil shipments will require
Aframax and Suezmax tonnage and will reduce demand
for VLCCs. Also, the commissioning by Russia, in late
December 2001, of the Primorsk terminal in the Gulf of
Finland for crude oil shipments from western Siberia
through the 12-million-ton-capacity Baltic pipelinewill
add another important loading area.

The current level of importswill be affected in the near
future by the United States Government decision, in
November 2001, tofill to capacity itshillion-ton Strategic
Petroleum Reserve. Although Chinese imports of crude
oil contracted by 13.6 per cent from the peak of 2000,
importsof oil productssaw ahealthy 19 per centincrease
t0 21.5 milliontons. Inthemediumterm, therewill likely
be anincrease of imports by Chinato enlargeits current
one—month strategic oil reserve. Japanese importswere
steady and may rise to expand the current 116-days oil
stock to the 125-day average for countries belonging to
the International Energy Agency.

Petroleum product shipments

Theglobal tradein petroleum products held steady during
2001 at 479 million tons. The pattern and volume of
shipments were similar to those of past years, with
occasiond fluctuations caused by stoppagesinrefineries
because of maintenance or accidents. The scheduled
closure of Conoco’s 23,000 mbpd Killingholmerefinery
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Table 4

World seabornetrade?in 1970, 1980, 1990, 1997-2001,
by types of cargo and country groups®

Country group Year Goodsloaded Goodsunloaded
oil Dry Total all Oil Dry Total all
Crude Products’ cargo goods | Crude Products’ cargo  goods
Tradein millions of tons
World total
1970 1109 232 1162 2504 1101 298 1131 2 529
1980 1527 344 1833 3704 1530 326 1823 3679
1990 1287 468 2253 4008 1315 466 2 365 4126
1997 1627 527 2785 4952 1625 522 2890 5037
1998 1569 503 3526 5598 1533 540 3670 5743
1999 1564 493 3612 5 668 1541 547 3741 5829
2000 1636 478 3775 5890 1679 559 3925 6 163
2001 1649 479 3704 5832 1675 558 3874 6 107
Per centage share of trade by country groups
World total 1970 426 127 44.7 100.0 43.5 11.9 44.6 100.0
1980 412 9.3 49.5 100.0 41.6 8.9 49.5 100.0
1990 321 117 56.2 100.0 31.9 10.8 57.3 100.0
1998  28.0 9.0 63.0 100.0 26.7 9.4 63.9 100.0
1999 27.6 8.7 63.7 100.0 26.4 9.4 64.2 100.0
2000 27.8 8.1 64.1 100.0 27.2 9.1 63.7 100.0
2001 28.3 8.2 63.5 100.0 27.4 9.1 63.4 100.0
DMECs 1970 20 271 60.0 311 80.4 79.6 79.1 79.9
1980 6.3 255 64.7 37.0 72.0 79.5 67.8 70.5
1990 134 326 63.4 43.8 725 81.4 61.7 67.3
1998 54 220 61.9 42.4 721 51.1 64.9 65.5
1999 54 21.9 59.7 414 713 50.9 61.9 63.4
2000 52 227 59.2 41.2 66.9 52.0 61.2 61.9
2001 51 221 58.0 40.1 67.9 52.5 60.5 61.8
Central and Eastern Europe®
1970 3.4 8.0 6.9 5.6 1.2 1.0 3.8 2.3
1980 36 146 5.2 5.4 2.3 0.4 6.0 4.0
1990 46 118 3.8 5.0 2.6 0.3 5.8 4.1
1998 2.7 2.9 4.3 3.7 1.3 0.4 15 1.3
1999 3.8 4.0 4.8 45 1.6 0.4 13 1.3
2000 3.9 4.5 4.9 4.6 1.4 0.4 1.2 1.2
2001 4.0 45 51 4.7 15 0.4 1.3 12
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Table 4 (continued)

Country group Year Goodsloaded Goodsunloaded
Qil Dry Total all Oil Dry Total all
Crude Products’ car go goods | Crude Products © car go goods
Socialist countries inAsia®
1970 - - 12 0.5 0.5 0.1 2.0 1.2
1980 14 1.7 1.0 1.2 14 16 4.0 2.7
1990 2.7 0.9 2.0 2.0 0.3 0.3 34 2.1
1998 15 13 4.3 3.2 1.9 6.4 4.7 4.1
1999 11 1.2 55 39 2.4 4.7 5.8 4.8
2000 1.0 11 6.5 45 4.2 4.0 7.2 6.1
2001 1.0 1.2 6.7 4.6 3.6 4.8 7.6 6.2
Developing countries
1970 946 64.9 31.9 62.8 17.9 194 151 16.6
1980 88.7 582 29.0 56.3 24.3 185 22.3 22.8
1990 79.6 547 30.8 49.2 24.6 18.0 29.1 26.5
1998 904 738 29.5 50.6 24.7 42.1 28.9 29.1
1999 89.7 729 30.1 50.2 24.7 44.0 31.0 30.5
2000 89.9 717 29.4 49.6 275 43.6 30.4 30.8
2001 89.9 722 30.2 50.5 27.0 42.3 30.7 30.8
of which:
Africa 1970 255 2.4 9.1 15.2 1.7 4.7 3.6 2.9
1980 19.0 15 5.6 10.8 4.0 29 4.7 4.2
1990 24.1 7.6 4.3 11.2 5.6 2.3 4.3 45
1998 17.6 7.7 2.2 7.0 0.9 2.7 3.6 2.8
1999 17.7 7.9 2.2 7.0 1.0 31 3.8 3.0
2000 19.0 8.3 2.2 74 3.3 31 3.6 35
2001 18.7 79 1.7 7.0 2.7 2.2 3.0 2.9
Americas 1970 122 354 13.8 16.0 105 5.6 4.4 7.2
1980 124 284 13.2 14.3 13.3 4.9 5.4 8.7
1990 13.3 11.9 13.2 13.1 5.7 3.8 4.0 45
1998 160 184 11.0 13.1 5.9 11.8 4.9 5.8
1999 16.2 189 109 13.0 5.6 115 4.7 5.6
2000 155 19.5 10.7 12.7 52 11.0 54 5.8
2001 158 197 11.3 133 5.2 10.7 55 5.9
Asia 1970 56.9 27.0 8.1 31.3 55 8.5 6.7 6.4
1980 573 281 9.7 31.0 6.9 9.8 12.0 9.7
1990 422 349 12.6 24.7 12.6 10.9 199 16.6
1998 56.5 47.3 15.9 30.1 175 26.1 20.1 20.0
1999 554 456 16.5 29.8 17.7 28.0 221 215
2000 55.1 433 16.0 29.1 18.7 28.0 21.0 21.0
2001 552 441 16.7 29.8 18.7 28.0 21.8 215
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Table 4 (continued)

Country group Year Goodsloaded Goodsunloaded
Qil Dry Total all Qil Dry Total all
Crude Products’ cargo goods | Crude Products © car go goods
Europe® 1970 - - - - - 0.1 0.1 -
1980 - - - - - 0.2 - -
1990 - 0.2 0.3 0.2 0.7 0.5 0.8 0.7
1998 0.0 0.4 04 0.3 04 04 0.3 0.3
1999 0.0 0.4 04 0.3 04 04 0.3 0.3
2000 0.0 0.5 04 0.3 0.4 0.4 0.3 0.3
2001 0.0 0.5 04 0.3 04 04 0.3 0.3
Oceania® 1970 - 0.1 0.8 0.4 - 0.5 0.3 0.2
1980 - 0.2 0.5 0.2 0.1 0.7 0.2 0.2
1990 - 0.1 04 0.2 - 0.5 0.1 0.2
1998 0.2 0.0 0.1 0.1 0.0 1.1 0.1 0.2
1999 0.3 0.0 0.1 0.1 0.0 11 0.1 0.2
2000 0.2 0.0 0.1 0.1 0.0 11 0.1 0.2
2001 0.2 0.0 0.1 0.1 0.0 1.1 0.1 0.2

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

SOUrCes.

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

b See Annex | for the composition of these groups, and note ? thereto regarding the recording of trade of landlocked

countries. Since 1986, Yugoslavia, previously included among the “developed market-economy countries’, has
been included in the group of “developing countriesin Europe’.

c Includesliquefied natural gas (LNG), liquefied petroleum gas (L PG), naphtha, gasoline, jet fuel, kerosene, light oil,
heavy fuel oil and others.

d Includes the former Soviet Union in data for 1970 and 1980.

e Estimates.

in Humber (UK) was accelerated after a blast that put
the facility out of service from mid-April until August.
As a result gasoline prices shot up to $325 per
ton and US traders purchased from elsewhere. In
September 2001, the explosion of six crude oil pipelines
inthelargest Chineserefinery, Maoming, cut production
by 70,000 bpd for afortnight.

LNG shipments

LNG shipments rose by 10.3 per cent during 2000 to
reach 137 bcm of natural gas— about 5 per cent of world

production. Major importers continued to be Japan with
72.5 bcm, followed by the Republic of Korea with
19.7 bem. Exports came from Indonesia (35.7 bcm),
Malaysia(21 bcm) and Australia(10.1 bem). Acrossthe
Mediterranean, the majority of Algerian exports of
26.3 bcmwent to France (11.2 becm) and Spain (8.5 bcm).
Elsawhere, trading revolved around the Middle East Gulf,
where exports from Oman, Qatar and the United Arab
Emiratesreached 23.4 bcm; Nigeria, whose exportswere
5.6 bcm; and Trinidad and Tobago, which exported
3.5 bcm.
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3. Dry cargo shipments
General developments

In 2001, overall dry cargo shipments decreased by
1.9 per cent, reaching 3.70 billion tons (seetable 3). The
fivedry-bulk tradesnamely iron ore, coal, grains, bauxite/
aluminaand rock phosphate actually recorded a modest
1.2 per cent increase to reach 1.3 billion tons. The
remaining dry cargo trades, minor bulksand liner cargoes,
decreased by 3.4 per cent to 2.40 billion tons. The share
of dry cargo shipments in world seaborne trade was
58.5 per cent of total goods loaded during the year.

World crude steel production

World crude steel productionin 2001 was 839.9 million
tons, a decrease of 0.9 per cent from the 2000 figure of
847.2 million tons. The regional decreases were
significant for North America, where production fell
11.4 per cent to 119.9 million tons in contrast to the
135.4 million tons achieved in 2000. Production aso
decreased by 2.8 per cent in countries of the
European Union (to 158.8 million tons) and by 3.4 per
cent in Japan (to 102.9 million tons). Countriesin South
America reduced production by 3.9 per cent, to
37.6 million tons, but their performance was mixed:
Brazil reduced production by 4.1 per cent to 26.7 million
tons and Argentinadecreased production by 8.3 per cent
to 4.1 million tons but Venezuela increased production
by 3.3 per cent to4 milliontons. The 1.3 per cent decrease
in steel production in Oceaniawas mainly attributable to
Australia, which decreased production by 3.2 per cent
t0 6.9 million tons. Countries of the Russian Federation
raised their production by 1.8 per cent to reach
98.2 million tons in 2001. China achieved a major
expansion of steel production by 12.6 per cent, to
143.3 milliontons. Countriesin Africaraised production
by 9.5 per cent, to 15.1 million tons, notably Egypt (by
33.3 per cent to 3.8 million tons) and South Africa (by
4 per cent to 8.8 million tons). Countriesin the Middle
East also performed well, with a collective increase of
8.1 per cent to 11.7 million tons: among them,
Saudi Arabia achieved a 13.4 per cent increase to
3.4 million tons and Iran a 4.8 per cent increase to
6.9 million tons.

Inthesameyear, world pigiron production, another useful
indicator for predicting dry bulk trades, increased
marginally by 0.1 per cent to 571.4 million tons.
Production of direct reduced iron, which requires iron
ore and gas, fell by 12.2 per cent to 24.4 million tons.

Iron production from scrap increased slightly by 0.8 per
cent to 240.3 million tons.

World steel consumption

Estimated apparent steel consumption for 2001 was
773 milliontons, only 0.5 per cent abovethe 2000 level.
Themainincreasewasin China, by ahefty 13.3 per cent
to 160 million tons. In South America growth was
7.8 per cent to 29 million tons. Elsewhere, demand
contracted (asinthe NAFTA countries, whereit wasdown
8.2 per cent to 134 million tons) or stagnated (asin the
European Union, whereit stood at 142 million tons).

Iron ore trade

Thelackluster production output and consumption of stee!
were reflected in the 2 per cent decrease in iron ore
shipments during 2001 to a total of 445 million tons.
Brazil and Australia, which account for about two-thirds
of world exports, recorded no growth in the first
10 months of 2001. Sweden recorded a 14 per cent
reduction in volume shipped over the same period, while
South Africaincreased shipments by 11 per cent. Other
exporters such as Canada and India achieved mixed
results, with a28 per cent decreasefor theformer over a
seven-month period and a4 per cent increasefor thelatter
over a period of 11 months. Short-term forecasts are
gloomy and rest on the rebound of the United States
economy, theresultsof thetariffsimposed by thiscountry
on foreign steel and the willingness of Japanese
steelmakersto replenish stocks.

Coal trade

Coal shipments rose 7 per cent in 2001 to an al-time
record of 560 million tons. As in 2000, when thermal
coal shipments grew 11.3 per cent to reach 344 million
tons, the growth of coal shipmentsin 2001 resulted from
increasesin shipments of thistype of coal.

China registered the largest growth in exports, 58 per
cent over a10-month period to 72.2 million tons. During
the first half of 2001, Colombia recorded a 25 per cent
increaseto 21.8 milliontonsand Indonesiaa 17 per cent
increaseto 31.3milliontons. Austraia, by far thelargest
exporter and accounting for dightly more than one-third
of al shipments, increased exports by 4 per cent over a
10-month period to 161.9 million tons. Shipments by
North American exporters decreased by 15 per cent in
the United Statesand 7 per cent in Canada. Coa imports
to Japan, the largest importer, grew by 6.6 per cent in
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2000 to 144.4 million tons and again in 2001 by 9 per
cent. Mgjor suppliers are Australia and China. Exports
by Chinafollowingitsrecently concluded agreement with
Japan would increase the demand for small vesselsto the
detriment of Cape-sizetonnage.

Grain trade

World grain trade reached 220 million tons in 2001, a
decrease of 4.3 per cent from the previous year, when it
had reached 230 million tons, amost equal ly split between
wheat and coarse grains (mainly maize and sorghum).
The largest exporter, the United States, decreased
shipments over 10 months of 2001 to 66.7 million tons,
a decrease of 6 per cent from the same period of 2000,
when exports reached 70.8 million tons. Over the same
period of 2001, only Argentina recorded an increase of
2 per cent in shipments, while other exporters such as
the European Union, Australia and Canada reduced
shipments by 20, 17 and 12 per cent respectively. This
decrease in shipments contrasts with increases in the
growth ratefor al these countriesin 2000 and the growth
of shipmentsfrom the Black Seaduring 2001. Asusual,
imports were spread across many regions of the world.
In 2000, importsto Japan, the largest importer, contracted
by 1.6 per cent to 29.9 million tons. Imports to China
and Mexicoincreased by 81.9 and 6.8 per cent to 13 million
tons and 16.5 million tons respectively. Shipments are
expected to continueat thesamelevel in 2002 even though
stock islower in many importing countries.

Other bulk trade

During 2001 shipments of bauxite and alumina, the
primary inputsfor the aluminiumindustry, are estimated
to have decreased by 3.2 per cent to 51 million tons.
Bauxite shipments fell by 3.3 per cent to 29.0 million
tons, while alumina shipments decreased by 3.1 per cent
to 22.0 million tons. Final figuresfor 2000 indicate that
bauxite shipments from West Africa, about half of the
world total, decreased by 1.3 per cent, while alumina
shipments from Australia, also about half of the world
total, increased by 2.7 per cent. Bauxite shipmentsfrom
Jamaicawere down by 14.6 per cent and those of alumina
increased by 11.6 per cent. During 2001 production of
primary aluminium products dropped by 3 per cent to
20.6 million tons. The contraction in production wasacute
inNorthAmerica, by 13.6 per cent, and in Latin America,
by 8.1 per cent. Asia and Western Europe held steady,
whileincreaseswererecorded in South Africa(16.2 per
cent), Oceania (1.3 per cent) and Russia and Eastern
Europe (1 per cent).

Shipments of rock phosphate also increased by 2.6 per
cent during 2001, reaching 29.6 milliontonsin arecovery
from three consecutive yearsof declining trade. Morocco,
themajor exporter accounting for about one-third of world
exports, shipped 10.8 million tons, up 3.5 per cent from
2000 levels. Other traditional exporters also benefited:
exports from Jordan went up by 15.3 per cent to
3.6 million tons and those from Togo by 6.9 per cent to
1.3 million tons. The most impressive performance was
the 42.4 per cent increase in exports from China to a
total of 4.9 milliontons. Imports by the European Union
and other Asian countries accounted in equal sharesfor
theincreased exports.

Tradein the minor dry bulk goods, aheterogeneous mix
of merchandise, is believed to have reached 0.8 billion
tonsin 2001. Steel and forest products make up about
half of the tonnage involved in this trade, while the
remaining tonnageisamost equally split between metals
and minerals (coke, pig iron, cement, manganese ore,
etc.) and agriculture-related cargoes (sugar, rice, oilseeds,
potash, phosphates, etc.). Overall forecasts for these
cargoesindicate asimilar volume of shipmentsfor 2002,
with some products (e.g. sugar) showing more growth
than others (e.g. steel products).

4, Liner shipmentsof containerized cargo

Thebalanceof 1.6 billiontonsof dry cargoisincreasingly
being carried in containers along liner trade routes. In
some regions, specialized unitized services such as ro-
ro, reefer and cars coexist with traditional stand-alone
general cargo services, with some of thelatter serving to
back up the main container trades. However container
traffic continues to make inroads into other types of
traffic, such asrefrigerated cargo.

Shipmentsof containerized cargoes differ from the other
dry bulk cargoesin theincreased use of trans-shipment
by feeder vesselsto final destinations, a practice which
complementsthedirect callsof larger vessals. Preliminary
information available for 2001 provides the following
trade pattern for the three main containerized routes —
trans-Pacific, transatlantic and Europe-Asia— during the
past year.

On the trans-Pecific route, the imbalance widened as
flows in the dominant leg, Asia to North America,
increased by 1.7 per cent to 6.8 million TEUs, whilein
the oppositedirection trade flows decreased by 2 per cent
to 3.1 million TEUs. Eastbound flows were unevenly
distributed among lines: Hanjin increased lifting by
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11.2 per cent, probably by taking over some of thetrade
of another Korean line, the failed Cho Yang, while
Evergreen reduced lifting by 14.1 per cent. The poor
results in the westbound direction are attributable to
lackluster demand from Japan, which accountsfor upto
40 per cent of westbound trade, and the slowdown of the
United States economy, which exported during the first
half of the year its backlog of unsold goods. On the
AsaEuroperoute, theimbalanceincreased dightly, with
the dominant leg, Asiato Europe, growing 1.7 per cent
to 4.6 million TEUs and flows from Europe to Asia
increasing 1.1 per cent to 3.6 million TEUs. Reduced
economic activity at both ends of thetrade belied earlier
bold forecasts. On the transatlantic route, up to the third
quarter of 2001, the dominant leg from Europe to North
Americamaintained ahealthy 2.7 per cent growth while
modest 0.4 per cent growth was observed for the
eastbound direction. By the end of the year, however,
decreases in traffic of 15 and 10 per cent were seen.
Overadll traffic flows on these major routes reached
23.3 million TEUs.

Traffic from Europe to Africa was steady at
1.4 million TEUs southward and 1 million TEUs
northward. A small decrease of 1 per cent occurred in

routes from Europeto the Caribbean/South Americaand
Oceania— to 0.7 and 0.2 million TEUs respectively.
Northward trade from these regionsto Europeisbelieved
to haverisen by 1 per cent to 1.3 and 0.2 million TEUs
respectively. Overall traffic between Europe and the
Caribbean/South America decreased by 0.2 per cent,
with imbalances of empty boxes being a concern for
carriers. Cargo volumes between North America and
Central and South America were steady at about
1.4 million TEUsin both directions. Cargo flows between
Northeast Asia and Southeast Asia held steady at
1.67 million TEUs in the southward direction, with a
small increaseto 2 million TEUsin the oppositedirection.
Trade between Asia and Oceania was also steady at
0.5 million TEUs southward and 0.9 million TEUs
northward. Overall traffic flows along these North-South
routes amounted to 12.7 million TEUs, with modest
growth of 0.7 per cent.

5. Wor Id shipmentsby country group

The breakdown of the 5.88 hillion tons of world seaborne
trade by major cargo segment and country group isshown
in table 4 and figure 3. Developed market-economy
countries’ shares of goods|oaded and unloaded in 2001

Figure3

World seabornetradeby country groups
(percentage change in tonnage, 2001)
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Source: Compiled by the UNCTAD secretariat on the basis of data supplied by reporting countries and other specialized
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are 40.1 per cent and 61.8 per cent respectively of tota
world volume. For these countries, crude oil and
petroleum products account for 5.1 and 22.1 per cent of
total world exports respectively, while imports account
for 67.9 per cent for crude oil and 52.5 per cent for
petroleum products. A further breakdown by region
appearsinAnnex 11. Among market-economy countries,
Europe remainsthe most important exporter of crude ail
and petroleum products, with a total of 103.9 million
tons (4.9 per cent of the world total). North Americais
thelargest importer of crude oil and petroleum products,
with 593.0 million tons (26.6 per cent), closely followed
by Europe, with 531.6 million tons (23.8 per cent), and
Japan, with 264.2 million tons (11.8 per cent).

Inthedry bulk segment, the share of developed market-
economy countries remained at 58 per cent for exports
and 60.5 per cent for imports. Again, Annex |l gives
insight into the regional distribution of these cargoes.
Europeremainsthelargest dry cargo market for exports
and imports, with 29.3 per cent and 37.8 per cent
respectively. Two pairs of countries in North America
(the United States and Canada) and Oceania (Austraia
and New Zealand) were also large exporters of dry
shipments, with shares of 10.3 per cent and 11.0 per cent
respectively. This underlines their important role in
shipping the three major dry bulk commodities — iron
ore, coal and grain.

During 2001 the share of developing countriesin total
seaborne exportswas 50.5 per cent, while their share of
seaborne imports was 30.8 per cent. These percentages
have remained fairly stable since 1998, athough there
has been a dlight upward trend for imports. The trade
structure for these countries contrasts sharply with that
of devel oped market-economy countries. The devel oping
countries’ combined share of exports of crude oil and
petroleum products represented 89.9 per cent and
72.2 per cent respectively. For imports, the shares were
27 per cent for crude oil and 42.3 per cent for petroleum
products. Inthedry cargo sector, the share of developing
countries’ exportsreached 30.2 per cent of world exports,
while their imports maintained last year’'s share of
30.4 per cent of world imports.

There were regional variations among groups of
developing countries. Developing countries in
Asia claimed the largest share of exports and
imports—29.8 per cent and 21.5 per cent of world exports
and imports respectively. The share of developing
countriesin Americawas 13.3 per cent of world exports
and 5.9 of worldimports. The sharesfor African countries

were about half of thosefor America: 7 per cent of world
exportsand 2.9 of world imports. Considerably smaller
were the shares for developing countries in Europe
(0.3 per cent of world exportsand imports) and Oceania
(0.1 per cent of world exports and 0.2 per cent of
imports).

In specific trades, the sametrend wasevident. The share
of Asian developing countriesin world exports of crude
oil was 55.2 per cent, and their share in exports of
petroleum products was 44.1 per cent. These figures
reflect the role of Middle Eastern oil producers and the
refining activity in the Far East. The share of developing
countries of Africain exports of crude oil was higher
than that of thosein America—thefigureswere 18.7 and
15.8 per cent respectively. For exports of petroleum
products, however, the opposite was true — the figures
were 7.9 per cent for devel oping countriesin Africaand
19.7 per cent for thosein America. Again, for exports of
dry cargoes, Asian developing countries claimed the
largest share (16.7 per cent), followed by American
developing countries (11.3 per cent) and African
devel oping countries (2.2 per cent).

For imports of crude oil, the share of developing
countries in Asia was 18.7 percent of world imports
of this commodity. The shares for developing
countries in America and Africawere 5.2 per cent and
2.7 per cent respectively. For imports of petroleum
products, the corresponding shares for developing
countriesin Asia, Americaand Africawere 28 per cent,
10.7 per cent and 2.2 per cent. Imports of crude ail into
developing countries in Europe reached 0.4 per cent
of world imports, similar to the percentage for
importsof petroleum products. Devel oping countriesin
Oceania showed negligible imports of crude oil,
compatible with the scant refining capacity intheregion,
whiletheir share of world petroleum product importswas
1.1 per cent.

The share of socialist countriesin Asiain world exports
for 2001 was4.6 per cent, and their share of world imports
was 6.2 per cent. In recent years imports have risen in
line with the increased role of trade in the economic
development of China and the high rates of economic
growth achieved by this country. The largest share for
countries of Central and Eastern Europe (formerly part
of the USSR) isfor exports, 4.7 per cent, dueto shipments
of crudeoil anditsproductsfrom the Black Sea. Seaborne
imports by these countries reached 1.2 per cent of the
world total and were complemented by imports carried
overland from other European countries.
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6. Demand for shipping services

Table 5 provides data on total demand for
shipping servicesin terms of ton-miles. World seaborne
trade for 2001 reached 22,682 billion ton-miles, a
decrease of 1.5 per cent from the 2000 figure. This
decreaseislarger than the 1 per cent contraction recorded
for cargo volumes and indicates a reduction in average
transport distance for world seaborne cargoes. Haulage
for crude oil and oil products resulted in ton-miles
decreasing by 4.6 per cent, which, when compared
to the modest 0.6 per cent increase for cargo volume,
reflects increased shipments of crude oil from nearby
sources (e.g. from the west coast of Africa to
North America and from the Black Sea to Europe)

as well as the intensive use of trans-shipment and
the Sumed pipeline from the Red Sea to the
Mediterranean.

For all dry cargoes, ton-milesincreased by 1.2 per cent,
while tonnage transported decreased by 1.9 per cent.
Haulage of thefivemain dry bulksin ton-milesincreased
by amodest 0.9 per cent, slightly lower than the 1.2 per
cent increase in cargo volume, indicating that these
cargoes were transported more or less along the same
routes as before. However, ton-miles for the remaining
dry cargoes, minor bulks and liner cargo, increased by
1.2 per cent, whilethe cargo volumestransported shrank
by 1.5 per cent, indicating that these cargoes moved over
larger distances during 2001.

Table5

World seabornetradein ton-miles, selected years

(billions of ton-miles)

Year Oil Ironore Coal Grain® Fivemain  Other World
Crude Products Crudeplus dry bulks dry cargoes total
products

1970 5597 890 6 487 1093 481 475 2 049 2118 10654
1975 8882 845 9727 1471 621 734 2826 2810 15363
1980 8385 1020 9 405 1613 952 1087 3652 3720 16 777
1985 4007 1150 5 157 1675 1479 1004 4 480 3428 13 065
1990 6261 1560 7821 1978 1849 1073 5259 4041 17121
1995 7225 1945 9170 2 287 2176 1160 5953 5065 20188
1998 7889 1970 9 859 2 306 2419 1064 6129 5600 21588
1999 7980 2055 10035 2317 2363 1186 6 203 5752 21990
2000 8180 2085 10 265 2 545 2509 1244 6 638 6113 23016
2001 7725 2070 9 795 2 520 2650 1200 6 697 6190 22682

Source: Fearnleys, Review 2001.

a Includes wheat, maize, barley, oats, rye, sorghum and soya beans.



Chapter 2

STRUCTURE AND OWNERSHIP
OF THE WORLD FLEET

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

A. STRUCTURE OFTHEWORLDFLEET  a2.1 per centincrease over 2001, when the world fleet
had expanded at arate of 1.2 per cent from the tonnage

1. Principal typesof vessel in 2000. Theincreaseisthe highest since 1997, whenthe

fleet expanded by 2.3 per cent, and d most doublethat of
Comparativetime-seriesdataontheworld fleet for 2000, the previous year. Newbuilding deliveries were
2001 and 2002 are provided infigure 4 and table 6. The  45.2 million dwt, while 27.9 million dwt of tonnagewas
world merchant fleet amounted to 825.7 million broken up and lost. The result was a net gain of
deadweight tons (dwt) on 1 January 2002. Thisrepresents  17.3 million dwt in 2001.

Figure 4

World fleet by principal typesof vessdl, selected years
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Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.
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Table 6

World fleet size by principal types of vessel, 2000-20022
(beginning-of-year figures, in thousands of dwt)

Principal types 2000 2001 2002 Per centage change
2001/2002
Oil tankers 282 458 285 441 285519 0.0
354 35.3 34.6
Bulk carriers 276 091 281 654 294 588 4.6
34.6 34.8 35.7
Ore/bulk/oil 16 723 11 391 14 456 26.9
2.1 14 18
Ore/bulk 259 368 270 263 280 132 3.7
325 334 33.9
General cargo ships 101 481 102 653 99 872 -2.7
12.7 12.7 12.1
Container ships 63 637 69 216 77 095 1.4
8.0 8.6 9.3
Other typesof ships 75 328 69 412 68 578 -1.2
9.4 8.6 8.3
Liquefied gascarriers 17334 18 525 19074 3.0
2.2 2.3 23
Chemical tankers 7813 8044 7974 -0.9
1.0 1.0 1.0
Miscellaneoustankers 849 768 785 2.2
0.1 0.1 0.1
Ferriesand passengersships 4944 5038 5319 5.6
0.6 0.6 0.6
Others 44 388 37 037 35426 -4.3
5.6 4.6 4.3
World total 798 995 808 376 825 652 21
100.0 100.0 100.0

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd’s Register — Fairplay.

a Percentage shares are shown in italics.

The tonnage of oil tankers stagnated, but the number
of dry bulk carriers increased in 2001 by a healthy
4.6 per cent. These two types of ships represented
70.3 per cent of total tonnage in 2001, a dight increase
from 70.1 per cent in the previous year. The fleet of
genera cargo ships decreased in 2001 by 2.7 per cent
and represented 12.1 per cent of the total world fleet.
In terms of deadweight tonnage, the fleet of container
ships increased by 7.9 million dwt or 11.4 per cent,
which now represents 9.3 per cent of the total world
Ofleet. Thisrelatively high rate of increase reflects the

growing portion of manufactured goods being traded
which are generally moving in containers. Deadweight
tonnage of liquid gas carriers (mainly LNG and LPG
carriers) and ferries/passenger ships has been steadily
increasing.

2. World container ship fleet

Theworldfleet of fully cellular container shipscontinued
to expand substantially in 2001 in terms of both number
of ships and their TEU capacity, reaching 2,755 ships
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with atotal capacity of 5,356,650 TEUsby the beginning
of 2002, an increase of 6.2 per cent in the number of
shipsand 13.2 per centin TEU capacity over the previous
year (seetable 7). Ship sizes also continued to increase,
with average carrying capacity per ship growing from
1,824 TEUs in 2000 to 1,944 TEUs in 2001, reflecting

the building of larger vessels to achieve economies of
scale. By end-2001, thewel|-defined trend towardslarge
container vessels continued unabated. Vessels over
3,000 TEU capacity made up 71 per cent of total
deliveries of cellular tonnage for the year and 72.2 per
cent of the orderbook.

Table 7

Distribution of theworld fleet and TEU capacity of fully cellular container ships, by country groups, in
2000, 2001 and 20022
(beginning-of-year figures)

Flags of registration by groups of Number of ships TEU capacity and percentage
countries sharest
2000 2001 2002 2000 2001 2002

World total 2433 2595 2755 | 4297874 4734079 5356650
100.0 100.0 100.0 100.0 100.0
Developed mar ket-economy countries 693 724 759 | 1530655 1665709 1785 609
279 275 35.6 35.2 33.3
Major open-registry countries 944 1003 1117 | 1698576 1919117 2317543
38.7 405 39.5 40.5 43.3
Total developed mar ket-economy 1637 1727 1876 | 3229231 3584826 4103152
and major open-registry countries 66.6 68.1 75.1 75.7 76.6
Countries of Central and Eastern A 32 30 26699 25457 24590
Europe (including former USSR) 1.2 11 0.6 0.5 0.5
Socialist countriesof Asia 89 106 98 96 450 105 344 105 344
41 36 2.2 2.2 2.0
Developing countries 587 644 674 803 135 883 883 994 024
248 245 18.7 18.7 18.6

of which:
Africa 10 1 10 10 719 10 841 10674
04 04 0.2 0.2 0.2
Americas 192 214 231 214153 253 822 273893
8.2 8.4 5.0 54 51
Asia 380 416 432 572 212 617 768 708 883
16.0 157 13.3 13 13.2
Europe 5 3 1 6 051 1452 574
0.1 0 0.1 0 0
Oceania 0 0 0 0 0 0

0 0 0 0 0

Other, unallocated 86 86 77 142 359 134 569 129 540
33 28 3.3 2.8 2.4

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.

a Percentage shares are shown in italics.
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3. Agedistribution of thewor Id merchant fleet

Table 8 provides data on the average age distribution of
theworld merchant fleet by typesof vesselsand by groups
of countries and territories. The average age of thetotal
world fleet was unchanged in 2001 at 13.9 years. By
type of vessel, the average age of tankers decreased by
amost oneyear to 13.2 yearsin 2001. The share of tanker
tonnage 15 yearsand older decreased to 42.7 per centin
2001 from 47.8 per cent in 2000, reflecting acceleration
in scrapping activities, which in 2001 reached
15.7 million dwt (compared to 13.5 million dwt in 2000).
The average age of the dry bulk carrier fleet increased
dightly to 13.7 yearsfrom 13.2 yearsin 2000. Container
ships continued to be the youngest fleet in 2001, with an
average age of 11 years, up from 10.4 years. Thistrend
isreflected in the share of tonnage between 0 and 4 years
of age, 30.1 per cent —the highest among all categories
of vessels.

By country grouping, the major open-registry countries
continued to have the lowest average age of al ships
(13.3 years in 2001 versus 13.4 years in 2000), as the
tendency to register newbuildings under open-registry
flags was maintained. However, developed market-
economy countries continued their steady trend of
lowering the average age of their fleet and reached an
average ageof 13.3 yearsin 2001 compared to 13.6 years
in 2000. Inthisgroup, the average age of container ships
moved up dlightly to 10.3 years in 2001, as compared
with 10.2 years in 2000. The average age of all ships
registered in devel oping countries (excluding major open-
registry countries) increased dightly in 2001 to 14.3 years
ascompared with 14.2 yearsin 2000. For thisgroup, the
average age of general cargo vessels was reduced by
0.5 years to 18.5 years, while that of container ships
increased by 1.2 years, to 11.2 years. The average age
of tonnage registered in the socialist countries of Asia
fel dightly to 17.9 yearsin 2001. The countriesof Centra
and Eastern Europe continued to have the oldest fleet
(18.9 years in 2001 versus 18.6 years in 2000), with
vessels built more than 15 years ago representing about
three quartersof thetotal fleet and tankersbeing the ol dest
class of shipsat 20.1 years.

4, Delivery of newbuildings

Newbuilding activities attained the highest level ever
recorded in terms of deadweight tons, with deliveries
totalling 45.2 million dwt in 2001 (see table 9), an
increase of 1.8 per cent from deliveriesin 2000. Thetotal
number of vessalsdelivered decreased to 1,470 unitsfrom
1,544 unitsin 2000 and reflected the steady trend towards

larger vessels. Thishigh level of delivery was sustained
primarily by bulk carrier deliveries of 21 million dwt,
animpressive61.5 per cent increase from the 2000 level.
The number of newbuildingsalso increased to 314 units
in 2001 from 186 unitsin 2000. The average deadweight
tons per vessel was at 66,800, slightly lower than the
previous year’s figure of 69,800. Deliveries of tankers
weredown by 5.2 million dwt, about 25.1 per cent, from
the 2000 level. Another feature was the slightly smaller
size of tankers delivered in 2001. In the previous year,
the average deadweight tonnage had been 135,300,
whereasin 2001 the sizewas 132,500. Newbuildingsfor
other types of vessels, including general cargo shipsand
container ships, decreased both in number and in
deadweight tonnage to 1,039 units and 8.7 million dwt
in 2001.

5. Demoalition of ships

Trendsin tonnage, types and average age of broken-up
vesselsare shownintables 10, 11 and 12. In 2001, total
tonnage sold for demoalition increased substantially by
25.2 per cent from the tonnage of the previous year to
27.8 million dwt, equivalent to 3.4 per cent of theworld
total deadweight tons, as compared to 2.7 per cent in
2000. Break-up of tankers made up the largest share of
total demolition. Sales of tankersfor break-up increased
significantly by 16.3 per cent to 15.7 million dwt as a
result of depressed tanker freight rates during most of
the year. ULCC/VLCC demolition sales went up from
25 unitsin 2000to 29 unitsin 2001. Salesof Suezmaxes
alsoincreased from 17 unitsin 2000 to 29 unitsin 2001,
whilethose of Aframaxeswere almost steady at 18 units
in 2000 and 19 unitsin 2001. In the smaller category of
crude oil tankers, the reverse was true: 58 ships were
sold for scrap in 2000, while 35 unitswere sold in 2001.
The average age of tankers sold for demolition was up
dightly from 26.9 years in 2000 to 28 years in 2001.
The number of dry bulk carriers sold for scrap amost
doubled to 8.1 million dwt in 2001, up from 4.6 million
dwt in 2000. There was an increase of scrapping of all
sizes of bulk carriers. Demolition sales of vessels over
120,000 dwt went up from 3 units in 2000 to 9 unitsin
2001. For vesselsinthe range of 60,000 to 120,000 dwt,
sales jumped from 8 units in 2000 to 37 units in 2001.
For Handymax tonnage there was a slight decrease in
demoalition salesfrom 19 unitsin 2000to 16 unitsin 2001.
The average age of al dry bulk carriers broken up was
26.7 yearsin 2001, dightly higher than the previousyear.
Other ship types had asimilar trading life in 2001, with
container ships being sold to breakers with an average
ageof 26.9 yearsand general cargo shipswith an average
age of 27.4 years.
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Agedistribution of theworld merchant fleet, by typesof vessel, asof 1 January 2002

Table 8

(percentage of total dwt)

Country Types of 04 59 10-14 1519 20years Average Average
grouping vessel years years years Yyears andover age(years) age(years)
20012 20002
Worldtotal  All ships 19.1 18.6 125 15.7 34.1 13.9 13.9
Tankers 194 23.3 14.5 8.7 34.0 13.2 14.1
Bulk carriers 17.6 189 11.9 22.9 28.7 13.7 13.2
General cargo 14.1 10.5 10.6 20.9 44.0 16.2 17.0
Container ships 30.1 23.8 114 11.6 23.0 11.0 104
All others 18.3 14.4 12.6 12.6 421 14.9 15.0
Developed All ships 21.7 18.3 13.2 14.9 319 13.3 13.6
market- Tankers 224 21.2 11.0 9.4 36.0 13.3 14.5
economy Bulk carriers 12.6 19.2 11.5 26.7 30.1 14.6 135
countries General cargo 215 13.7 114 19.9 33.5 14.0 14.3
Container ships 35.0 19.3 16.8 9.1 19.8 10.3 10.2
All others 20.2 16.3 15.8 13.0 34.8 13.8 13.6
Major open-  All ships 20.4 20.6 12.8 15.2 310 133 134
registry Tankers 17.9 25.8 15.8 7.0 335 131 13.9
countries Bulk carriers 194 19.3 12.8 21.8 26.8 133 12.8
General cargo 179 12.6 12.3 23.7 335 14.6 15.6
Container ships 29.4 24.2 9.2 11.9 25.4 114 10.3
All others 24.6 16.9 9.0 9.2 40.2 13.8 15.1
Subtotal All ships 20.9 19.7 12.9 15.1 313 13.3 135
DMECs & Tankers 194 24.2 14.2 7.8 34.4 13.2 14.1
Major open- Bulk carriers 17.8 19.3 12.5 229 27.5 13.6 13.0
registry General cargo 19.2 13.0 12.0 224 33.5 14.4 15.2
countries Container ships 318 221 12.4 10.7 23.0 10.9 10.2
All others 22.1 16.6 12.8 11.3 37.1 13.8 14.3
Countriesof  All ships 18 49 17.4 211 54.8 18.9 18.6
Central and Tankers 2.6 18 12.1 18.2 65.4 20.1 19.8
Eastern Bulk carriers 0.0 2.8 149 24.7 57.7 19.7 18.7
Europe General cargo 17 55 15.9 19.9 57.1 19.1 18.7
Container ships 14.5 8.3 12.7 31.3 33.3 155 14.2
All others 16 5.7 216 214 49.7 18.3 17.9
Socialist All ships 6.4 14.1 6.8 16.5 56.2 17.9 18.1
countries Tankers 7.8 21.8 8.4 11.8 50.1 16.5 16.8
of Asia Bulk carriers 6.5 16.2 49 17.1 55.2 17.7 17.5
General cargo 4.7 49 6.3 154 68.7 20.0 20.2
Container ships 12.3 29.2 13.3 29.3 16.0 12.6 14.1
All others 4.4 12.8 74 14.1 61.2 18.7 19.4
Developing  All ships 17.8 17.7 114 174 35.7 14.3 14.2
countries Tankers 21.5 21.4 16.7 11.2 29.2 12.7 13.6
(excluding  Bulk cariers 20.0 19.6 11.4 24.1 24.9 131 12.7
open- General cargo 7.8 75 7.3 19.7 57.7 18.5 19.0
registry Container ships 26.6 29.4 8.2 125 23.3 11.2 10.0
countries)  All others 11.3 10.0 9.2 14.6 55.0 17.4 16.4
Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.
a To calculate the average age, it has been assumed that the ages of vessels are distributed evenly between the lower

and upper limits of each age group. For the 20-years-and-over age group, the mid-point has been assumed to be 23.5 years.



22 Review of Maritime Transport, 2002

Table 9

Deliveriesof newbuildings, selected year s

Year Oil tankers Combined Dry bulk carriers® Otherg® Total
carriers®

No.of Million No.of Million No.of Million No.of Million No.of Million
vessels dwt vessels  dwt vessels dwt vessels dwt vessels  dwt

1980 99 7.0 4 0.4 135 4.7 548 6.2 786 184
1985 72 3.9 10 0.7 339 14.7 529 53 950 24.6
1990 81 8.7 0 0.0 119 9.6 523 4.4 723 22.8
1995 83 10.9 0 0.0 254 154 672 7.4 1009 33.7
1996 98 11.6 3 0.3 268 175 713 8.7 1082 38.2
1997 69 7.5 3 0.3 299 18.8 696 10.2 1067 36.8
1998 120 12.6 0 0.0 217 11.6 704 111 1041 35.3
1999 161 19.1 4 0.4 195 13.0 585 8.4 940 40.5
2000 156 21.0 0 0.0 193 134 1195 10.0 1544 44.4
2001° 117 155 0 0.0 314 21.0 1039 8.7 1470 45.2

Source: Compiled by the UNCTAD secretariat on the basis of data from Fearnleys, Review 2001.
a Vessels over 10,000 dwt.
b Sea-going, cargo-carrying vessels of over 1,000 gross registered tons (grt).

¢ Provisional.

Table 10

Broken-up tonnagetrends, 1990 and 1997-2001

Broken-up tonnage 1990 1997 1998 1999 2000 2001
Tonnagesold for breaking (million dwt) 16.9 14.8 25.2 30.7 22.2 27.8
Broken-up tonnage asa per centage

of thetotal world fleet 24 19 3.2 3.9 2.7 34

Sources: Compiled by the UNCTAD secretariat on the basis of data supplied by Fearnleys, Review, various issues, and
Lloyd's Register — Fairplay.
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Table 11

Tonnagereported sold for breaking, by types of vessel, 1997-2001
(millions of dwt and percentage shares)

Years Million dwt Percentage share
Tankers Combined Bulk Othes Total World | Total Tankers Combined Bulk Others Total
carriers carriers flest carriers carriers

1997 3.6 0.4 8.2 2.6 148 7759 19 242 29 551 179 100.0
1998 7.4 14 12.8 35 252 7887 32 294 5.7 509 140 1000
1999 16.7 11 9.7 33 30.7 799.0 38 542 3.7 315 10.6 100.0
2000 135 1.0 4.6 31 222 8084 2.7 60.9 4.3 20.8 140 100.0
2001 157 0.8 8.1 32 278 8257 34 56.5 2.7 291 11.7 100.0

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Fearnleys, Review, various issues.

Table 12

Average age of broken-up ships, by type, from 1997 to 20012

(years)
Year Tankers Drybulk carriers Container ships General cargo ships
1997 28.2 25.3 22.8 26.9
1998 28.2 25.2 255 26.7
1999 26.2 25.0 24.8 26.7
2000 26.9 259 25.7 27.3
2001 28.0 26.7 26.9 274

Source: Compiled by the UNCTAD secretariat on the basis of datain Institute of Shipping Economics and L ogistics (2002),
Shipping Satistics and Market Review, Jan./Feb., table 1.3.2.

a Ships of 300 grt and over.
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B. OWNERSHIPOFTHEWORLD FLEET
1. Didribution of wor ld tonnageby country groups

The total world fleet continued to expand in 2001 by
2.1 per cent to 825.7 million dwt (see figure 5 and
table 13). Tonnage of developed market-economy
countries increased at about the same rate (4.1 million
dwt to 207.5 million dwt). Major open-registry countries
in 2001 expanded their tonnage abovetheworld average
by 10.2 million dwt (2.6 per cent) to a record high of
402.4 million dwt. Approximately two-thirds of these
beneficialy owned fleetsare owned by devel oped market-
economy countries and the rest by devel oping countries.
The share owned by devel oping countries has continued
to increase. Tonnage registered in devel oping countries
in 2001 increased by 2 million dwt (1.3 per cent) to
159.0 million dwt. This increase resulted from
investments made by shipowners in Asian developing
countries, whose fleets expanded by 1.3 million dwt
(1.1 per cent) to 117 million dwt, accounting for 73.6 per
cent of the developing countries' total fleet. Thefleet of
developing countries of Americaincreased by 0.5 million
dwt to 34.6 million dwt, whilethat of African developing
countriesdecreased by 0.3 milliondwt to 5.7 million dwt.
A marginal increase of 0.1 million dwt was seen in the

fleet of devel oping countriesin Europe, while the small
fleet of developing countries in Oceania trebled to
0.6 million dwt. The shares of the socialist countriesin
Asiaand the countries of Central and Eastern Europein
total world tonnage moved in oppositedirectionsin 2001,
with the former increasing by 0.4 million dwt and the
|atter decreasing by 0.1 million dwt.

2. Distribution of world tonnages by types of
vessel by country groups

Table 14 providesmore detailed dataon fleet distribution
by types of vessel and country groups for 1970, 1980,
1990, 1999, 2000 and 2001. The share of oil tankersin
the total world fleet decreased by 0.7 per cent
in 2001 compared to 2000. Thiswas morethan twicethe
percentage decrease experienced in 2000 and reflected
the high level of broken-up tanker tonnage during 2001.
Therewasa0.9 per cent increase in the share of bulkers
in the total world fleet, which reached 35.7 per cent —
dightly abovethelevel reached inthe 1990s. The share
of general cargo vesselsintheworld fleet fell to 12.1 per
cent, whilethat of container vesselsroseto 9.3 per cent.
The share of other types of vessels decreased to 8.3 per
cent. In the oil tanker sector, the share of developed
market-economy countries increased marginally to

Figure5

World tonnage by country groups, asof 1 January 2002
(percentage distribution of dwt)

Socialist Asia
3.2%

DMECs
25.1%

Major open-
registry Central and
48.7%

Eastern Europe 7
1.9%

3 Oceania - 0.1%
7 —Africa - 3.9%
- Europe - 0.8%

Americas - 22.1%

Developing
19.3%

Asia - 73.1%

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.
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Distribution of world tonnage (dwt) by groupsof countriesof registration,

Table 13

1980, 1990, 2000, 2001 and 20022

(beginning-of-year figures)

Flag of registration by group of

Tonnage and percentage shares® in millions of dwt

countries 1980¢ 1990¢ 2000 2001 2002
World total 682.8 658.4 799.0 808.4 825.7
100.0 100.0 100.0 100.0 100.0
Developed mar ket-economy 350.1 219.0 203.2 203.4 207.5
countries 51.3 333 25.4 25.2 25.1
M ajor open-registry countries 212.6 224.6 384.7 392.2 402.4
311 34.1 48.1 48.5 48.7
Countriesof Central and Eastern 37.8 44.3 18.3 16.3 154
Europe (including former USSR) 55 6.7 2.3 2.0 1.9
Socialist countriesof Asia 10.9 22.1 25.8 26.1 26.5
16 34 3.2 3.2 3.2
Developing countries 68.4 139.7 153.6 157.0 159.0
10.0 21.2 19.2 194 19.3

of which:
Africa 7.2 7.3 6.1 6.0 5.7
Americas 21.8 25.5 339 34.1 34.6
Asia 39.1 89.5 112.2 115.7 117.0
Europe 0.2 13.8 12 1.0 11
Oceania 0.1 3.6 0.2 0.2 0.6
Other, unallocated 3.0 8.7 134 134 14.8
0.4 13 1.7 1.7 1.8

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.

a

Excludes the United States Reserve Fleet and the United States and Canadian Great Lakes fleets, which in 2001
amounted respectively to 4.2, 1.9 and 1.8 million dwt.

Percentage shares are shown in italics.

Mid-year figure.

End-of-year figure.
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Table 14

Per centage shares of world tonnage, by types of vessel and country groups, in 1970,
1980, 1990, 1999, 2000 and 2001 &b

Year Total dwt oil Bulk  General Container Other
tankers carrierss cargo ships ships
Million Percentage of
dwt  world total Per centage share by vessel typée

World total 1970 326.1 100.0 39.4 20.2 30.2 0.9 9.3
1980 682.8 100.0 49.7 27.2 17.0 1.6 45
1990 658.4 100.0 374 35.6 15.6 39 75
1999 799.0 100.0 355 345 13.0 8.0 9.0
2000 808.4 100.0 35.3 34.8 12.7 8.6 8.6
2001 825.7 100.0 34.6 35.7 121 9.3 8.3
Developed 1970 211.9 65.0 63.9 69.2 65.6 99.0 61.3
market- 1980 350.1 51.3 52.5 52.7 43.4 74.3 50.4
economy 1990 219.0 333 37.3 29.5 231 46.5 45.2
countries 1999 203.2 25.4 30.5 17.0 19.2 34.6 38.6
2000 203.4 25.2 30.0 16.9 19.6 34.4 37.6
2001 207.5 25.1 30.6 16.9 20.1 32.8 36.3
Open-registry 1970 70.3 21.6 26.4 241 7.6 10 3.6
countries 1980 212.5 311 36.2 317 20.8 135 17.0
1990 224.6 34.1 41.6 33.2 26.2 211 24.2
1999 384.7 48.1 50.2 54.9 37.7 39.8 36.6
2000 392.2 48.5 50.8 55.0 36.5 40.6 38.2
2001 402.4 48.7 50.1 55.5 35.7 43.1 39.0
Central and 1970 20.5 6.2 4.6 2.1 12.0 - 28.8
Eastern 1980 37.8 55 2.8 4.2 12.3 29 19.2
Europe 1990 44.3 6.7 3.2 6.1 155 3.2 10.9
1999 18.3 2.3 1.0 1.8 6.7 0.7 4.4
2000 16.3 2.0 1.0 1.4 6.3 0.6 37
2001 154 19 1.0 11 6.2 0.5 4.3
Socialist 1970 1.2 0.4 0.1 - 11 - 0.3
countries 1980 10.9 16 0.6 16 4.7 0.1 13
inAsia 1990 22.1 34 11 3.6 8.5 4.2 2.2
1999 18.3 3.2 13 4.1 7.5 2.6 2.0
2000 26.1 3.2 14 4.0 7.6 2.6 1.8

2001 26.5 3.2 14 3.9 7.9 2.3 2.0
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Table 14 (continued)

Year Total dwt oil Bulk General Container Other
tankers carriers® cargo ships ships
Million Percentage of
dwt world total Per centage share by vessel typée

Developing 1970 20.5 6.3 4.7 43 12.6 - 59
countries 1980 68.4 10.0 7.7 9.2 17.6 7.6 12.0
1990 139.7 21.2 16.3 25.6 26.2 16.0 174

1999 153.6 19.2 16.2 20.1 26.5 18.8 175

2000 157.0 194 16.1 20.7 27.1 18.7 17.3

2001 159.0 19.3 16.0 20.8 26.0 18.6 17.0

of which: 1970 11 0.3 0.2 - 13 - 0.7
Africa 1980 7.1 1.0 1.1 0.1 2.3 . 2.1
1990 7.3 11 1.0 0.5 2.3 0.2 2.9

1999 6.0 0.8 0.6 0.5 16 0.3 1.7

2000 6.0 0.7 0.5 0.4 1.7 0.2 1.8

2001 5.7 0.7 0.5 0.5 1.6 0.2 1.8

America 1970 8.7 2.7 2.8 14 4.3 - 2.5
1980 21.8 3.2 2.3 33 5.6 0.1 37

1990 255 39 3.0 3.8 6.2 1.4 4.7

1999 33.9 4.2 2.7 35 9.5 4.7 4.8

2000 34.1 4.2 2.7 35 9.6 5.1 45

2001 34.6 4.2 29 3.6 9.0 4.9 45

Asia 1970 10.7 33 1.7 2.9 6.9 - 2.6
1980 39.1 57 4.3 5.7 9.8 2.7 5.7

1990 89.5 13.6 10.7 17.6 13.7 135 9.1

1999 112.2 14.0 12.9 15.7 15.2 13.6 10.9

2000 115.7 14.3 12.9 16.5 15.5 13.3 10.9

2001 117.0 14.2 12.7 16.4 14.9 135 10.5

Europe 1970 - - - - - - -
1980 0.2 - - - 0.1 - -

1990 138 2.1 14 2.8 3.2 0.6 04

1999 12 0.2 - 0.3 0.2 0.2 -

2000 1.0 0.1 0.0 0.3 0.2 0.0 0.0

2001 11 0.1 0.0 0.3 0.1 0.0 0.0

Oceania 1970 - - - - - - -
1980 0.2 - - - 0.1 - -

1990 3.6 0.5 0.2 0.9 0.8 0.3 0.3

1999 0.2 - - . 0.1 . 0.1

2000 0.2 0.0 0.0 0.0 0.1 0.0 0.1

2001 0.6 0.1 0.0 0.0 04 0.0 0.2
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Table 14 (continued)

Year Total dwt Oil Bulk General Container Other
tankers carrierss cargo ships ships
Million Percentage of
dwt world total Per centage share by vessel type?
Unallocated 1970 1.7 05 0.3 0.3 11 - 0.1
1980 3.0 0.4 0.2 0.6 0.9 16 0.1
1990 8.7 13 0.5 2.0 0.5 9.0 0.1
1999 134 17 0.8 21 24 3.5 0.9
2000 134 17 0.7 19 2.9 3.1 13
2001 14.8 1.8 0.8 1.8 4.0 2.6 15
Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay. See Annex 111(b)
for details.
a Excludes the United States Reserve Fleet and the United States and Canadian Great L akes fleets.
b Data up to 1990 were as at 1 July and from 1991 onwards are as of 31 December.
c Ore and bulk carriers, including combined ore/oil and ore/bulk/oil carriers.
d Percentages for 1970 were calculated on the basis of grt.

30.6 per cent in 2001 from 30 per cent in 2000.
Conversely, the open-registry countries' share decreased
dlightly to 50.1 per cent, ascompared to 50.8 per centin
the previousyear. Thesevery small fluctuationsfor both
country groups contrast with thetraditional tendency for
ownersin devel oped market-economy countriesto register
tanker tonnage under open registry. The share of
developing countrieswasalmost stablein 2001 at 16 per
cent, avery small decrease from the previousyear. The
share of Asian devel oping countriesdecreased by 0.2 per
cent in 2001 to 12.7 per cent of the world tanker fleet,
while that of the developing countries of America
increased by the same percentage to 2.9 per cent.

In the dry bulk carrier sector, the tonnage share of
devel oped market-economy countriesin thetotal world
fleet was steady in 2001 at 16.9 per cent, one-third of its
share in 1980 (52.7 per cent). Major open-registry
countries continued to expand their shareto 55.5 per cent
in 2001, as compared to 55.0 per cent in 2001 (31.7 per
cent in 1980). The developing countries’ share expanded
marginally in 2001 to 20.8 per cent. The shares of
countries in Central and Eastern Europe and socialist
countries in Asia decreased marginally to 1.1 per cent
and 3.9 per cent of the world fleet respectively.

Inthesector of general cargo ships, thefleet developments
of the three major country groups diverge from those of
thedry bulk carrier sector. Devel oped market-economy

countriesincreased their share marginally to 20.1 per cent
while open-registry countriesrecorded adrop to 35.7 per
cent of the world fleet in connection with this type of
vessel. Developing countries reduced their share by
1.1 per cent to 26 per cent, with reductions being most
pronounced in America and Asia. Nevertheless, the
developing countries’ share in the general cargo ship
sector continued to bethe highest of thiscountry group’s
sharesin thefive principal types of vessel.

Developed market-economy countries decreased their
share of container ship deadweight tonnage by 1.6 per
cent to 32.8 per cent in 2001. On the other hand, the
major open-registry countries share expanded by 2.5 per
cent, reaching 43.1 per cent, approximately two-thirds
of which represented container shipsbeneficially owned
by ownersin devel oped market-economy countries. The
share of developing countries decreased slightly to
18.6 per cent, with the share of Asian devel oping countries
increasing to 13.5 per cent while developing countriesin
Americareduced their shareto 4.9 per cent.

3. Fleet structureof main country groups

Table 15 provides data on the structure of the merchant
fleet of the main country groups as of 1 January 2002.
Developed market-economy countries’ tonnagein tankers
decreased in 2001 by 0.2 million dwt and maintained its
42.1 per cent share of thegroup’stotal fleet. Their share
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Table 15
Sructureof themerchant fleets of the main country groupsasof 1 January 20022
(millions of dwt and percentage shares)

World fleet Developed Open- Developing Centraland  Socialist
mar ket- registry countries Eastern countriesof
economy countries Europe Asa
countries

Million % Million % Million % Million % Million % Million %
dwt dwt dwt dwt dwt dwt

Total fleet 825.7 100.0 207.5 100.0 4024 100.0 159.0 100.0 154 100.0 26.5 100.0
Oil tankers 2855 346 875 421 1432 356 457 287 27 176 41 154
Bulk carriers 2946 357 498 240 1635 406 61.3 386 32 205 114 430
General cargo

ships 99 121 201 97 37 89 260 163 62 401 79 298
Container ships 771 93 253 122 332 83 144 90 0.4 2.6 18 6.8
Other ships 686 83 249 120 267 66 116 7.3 30 192 13 51
Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.
a Ships of 100 grt and over, excluding the United States Reserve Fleet and the United States and Canadian Great

Lakesfleets.

of dry bulk carriersincreased by 2.2 million dwt, to 24 per
cent from 23.4 per cent in 2000. Genera cargo ships
and container ships share of their fleet registered opposite
movements, down to 9.7 per cent for the former and up
to 12.2 per cent for the latter, as compared to 9.9 per
cent and 11.7 per cent in 2000. Mgjor open-registry
countries increased their total fleets substantially by
10.2 million dwt. A greater proportion of their fleetswas
in the oil tanker and dry bulk carrier sectors, with both
ship types accounting for 76.2 per cent of their fleet in
2001. Their proportion of oil tankers decreased in 2001
by 1.8 million dwt to 35.6 per cent of the group’s total
fleet, while the share of dry bulk carriers increased in
2001 by 8.5 million dwt to 40.6 per cent ascompared to
39.5 per cent in the previous year. The share of general
cargo ships decreased in 2001 by 1.8 million dwt,
accounting for 8.9 per cent of the group’ stotal fleet, down
from 9.6 per cent in 2000. These countries’ container ship
fleet expanded in 2001 by 5.1 million dwt to 8.3 per cent
of their total fleet (from 7.2 per cent in 2000).

In developing countries, tonnage distribution was
characterized by acomparatively high proportion of dry
bulk carriersand oil tankers, which represented 38.6 per
cent and 28.7 per cent respectively in 2001. In absolute

terms, these countries' 2001 tonnagein dry bulk carriers
and oil tankersstood at 61.3 million dwt and 45.7 million
dwt as compared to 49.8 million dwt and 87.5 million
dwt for devel oped market-economy countries. The share
of general cargo shipsinthisgroup decreased in 2001 to
26 million dwt compared to 27.8 million dwt in 2000,
while the proportion of container ships increased by
1.5 million dwt to 9 per centin 2001 from 8.2 per centin
the previousyear. Inthe countries of Central and Eastern
Europe, general cargo ships were relatively dominant,
accounting for 40.1 per cent in 2001, as compared to
39.8 per cent in 2000. On the other hand, container ships
have remained unchanged at 0.4 million dwt, representing
around 2 per cent, since the early 1990s. The socialist
countries of Asiacontinued to have apredominant share
of both dry bulk carriers and general cargo ships.
However, the absolute tonnage and proportion of these
types of vessel saw virtually no changes in 2001,
remaining at 11.4 million dwt or 43 per cent (43.5 per
cent in 2000) for dry bulk carriers and increasing to
7.9 million dwt or 29.8 per cent (the same percentage as
in 2000) for general cargo ships. The absolute tonnage
of container shipswas steady in 2001 at 1.8 million dwt
or 6.8 per cent (compared to 6.9 per cent in 2000).
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C. REGISTRY OF VESSEL S

1. The35most important maritimecountries
andterritories

Rankings in terms of deadweight for the 35 most
important maritime countries and territories are provided
in table 16. In 2001, these 35 countries and territories
controlled 95 per cent of the world merchant fleet (as
compared to 94.8 per cent in 2000). Thailand, which had
been 35"in 2000, wasreplaced in 2001 by anew entrant,
Croatia. Croatia had a total tonnage of 2.4 million dwt
in 2001 and represented 0.32 per cent of the world total
fleet. Ukraine, which had been 32™in 2000, wasreplaced
by another new entrant, Cyprus, which was 34" in 2001
with 2.5 million dwt, representing 0.35 per cent of the
world total fleet. The five largest countries controlled
52 per cent (compared to 51.7 per cent in 2000) and the
top 10 countries controlled 70.6 per cent (compared to
69.6 per cent in 2000) of the world total fleet.

Among these most important maritime countries and
territories, the trend to register under a foreign flag
continued in 2001. The total tonnage registered under
foreign flags in 2001 increased to 462.5 million dwt,
representing 64.1 per cent of the 35 countries’ total fleet,
as compared with 450.1 million dwt or 63.3 per cent in
2000. For developing countries and territories the trend
for continuing to register their tonnage under foreign flags
isarecent one. In 2001, the 13 devel oping countriesand
territorieslistedin thetable (including Hong Kong, China,
but excluding Taiwan Province of China) had half of
their total tonnageregistered under foreign flags. In spite
of the continuous trend towards flagging out among
developing countries, there are significant differences
among these countries. The foreign registries of
Saudi Arabia and Hong Kong (China) amounted to
90.2 per cent and 68.9 per cent respectively, while the
Islamic Republic of Iran, Kuwait and the Philippines
made significantly lessuse of the benefits of foreignflag
facilities, which represented 1.3, 7.5 and 13.6 per cent
respectively of their fleets. For developed market-
economy countries, the share of foreign-registered
tonnage stood at 71.8 per cent in 2001.

2. Major openregistries

The share of theworld merchant fleetinforeign registers
continued to expand at almost the same rate as in the
previousyear. Thetonnage distribution of the seven major
open-registry countries by principal types of vessd is
shown in table 17. Thetotal tonnage registered in 2001

increased marginally by 1 per cent to 375.1 million dwt
from 371.3 million dwt in the previous year, when the
tonnage had expanded by 2.5 per cent. Panamacontinued
tolead thelist, enlarging itsfleet in 2001 by 8.9 million
dwt or 5.5 per cent, in spite of allegationsof illegal trade
of certificatesfor seafarers. Liberia'sfleet contracted by
2.6 per cent as a result of changes in the registration
authority and subsequent litigation and findings by a
United Nations panedl of misuse of fundsfromtheregistry
to bypassthe United Nationsarmsembargo to the country.
The combined tonnage of these two countries amounts
to 65.3 per cent of the total tonnage of the seven major
open-registry countries. In 2001, Maltadecreased itsfleet
by 5.3 per cent to 42.1 million dwt, while the Bahamas

tonnageincreased marginally by 1 per cent to 45.3 million
dwt. The fleets of the other two major open registries
also contracted.

Analysis by type of vessel indicated that dry bulk
increasedto 40.7 per cent of thetotal deadweight in 2001
as compared with 39.2 per cent in 2000, followed by ail
tankers, whose share fell to 35.3 per cent in 2001 from
37.2 per cent inthe previousyear. The combined tonnage
of these two types of vesselsaccountsfor 76 per cent of
the total deadweight. General cargo ships (2,968 ships)
accounted for 30.6 per cent of the total number of ships
(32.3 per centin 2000), reflecting thetrend inthemaritime
industry towardsflagging out in this sector, followed by
dry bulk carriers (2,706 ships or 27.9 per cent of the
total).

3. Nationality of vessels

Table 18 indicates the participation of nationals in the
registry of the most important open and international
registers. The data compare the total tonnage registered
in selected countries of registry with the tonnage owned
by nationalsof, and registered in, the countries of registry.
The share of tonnage owned by national s of open-registry
countriesisminimal or zero, while ownership by nationals
of the two international registries was nearly 85.5 and
97.8 per cent. These two countries (Norway and
Denmark) were ranked third and twelfth of the 35 most
important maritime countriesin 2001.

The true nationalities of the vessels registered in the
seven major open registries are analysed in table 19. In
2001, 22 countriesor territoriesaccounted for 92 per cent
of thetotal tonnage of the saven major open-registry fleets.
This percentage was dightly lower than in 2000. There
was no change in the countries included in this year’'s
table, but some moved up and down within the list.
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Table 16

The 35 most important maritime countriesand territoriesasof 1 January 20022

Country of domicile®

Number of vessels

Deadweight tonnage
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Greece 789 2374 3163 45707599 100084 762 145 792 361 68.65 19.20
Japan 793 2201 2994 14243067 88505212 102748 279 86.14 13.53
Norway 904 815 1719 27983264 34638082 62 621 346 55.31 8.25
United Sates 542 886 1428 10198991 31971694 42 170 685 75.81 5.55
China 1584 652 2236 21673682 20 250 807 41 924 489 48.30 5.52
Germany 422 1798 2220 7172889 30746 578 37 919 467 81.08 4.99
Hong Kong (China) 197 360 557 11305695 25055645 36361 340 48.91 4.79
Republic of Korea 467 405 872 7760866 17928 141 25 689 007 49.79 3.38
Taiwan Province of
China 144 38 542 6697751 14995465 21693216 4913 2.86
United Kingdom 24 420 8 8330039 10857257 19187296 56.56 253
Singapore 455 262 717 11828401 6131682 17960083 3414 237
Denmark 336 A3 729 8048977 8993460 17042437 5277 224
Russian Federation 2156 39 2525 8323628 7106843 15430471 46.06 203
Italy 518 128 646 8601392 4432127 13033519 3401 172
India 3363 43 411 10202571 1577447 11780018 1339 155
SaudiArabia 3 67 994200 9150583 10144783 90.20 134
Turkey 47 116 7762415 1516449 9278864 16.34 122
Brazil 153 2 5384908 2684919 8069827 3327 106
Sweden 166 180 346 1376337 6620120 7996457 82.79 105
Belgium 2% 145 171 155155 7397224 7552379 97.95 099
Netherlands 604 220 84 3995888 2804334 6800222 4124 090
Malaysia 24 78 312 5169704 1529591 6699295 283 0.88
Iran, Idamic

Republic of 161 2 163 6 219 557 82 087 6 301 644 1.30 0.83

Switzerland 12 223 235 576192 5629 968 6 206 160 90.72 0.82
France 176 102 278 2986 225 3122524 6 108 749 51.12 0.80
Philippines 307 27 334 4169 994 657 895 4 827 889 13.63 0.64
Indonesia 513 93 606 3 251 026 1167 330 4 418 356 26.42 0.58
Canada 159 76 235 1052475 2940937 3993 412 73.64 0.53
Spain 67 255 322 118049 3776299 3894 348 96.97 0.51
Kuwait 32 3 35 3384 404 275 446 3659 850 7.53 0.48
United Arab Emirates 40 148 188 455 107 2638 330 3093 437 85.29 0.41
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Table 16 (continued)

Country of domicile® Number of vessels

Deadweight tonnage
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Australia 54 36 90 1618 721 1337 051 2955772 45.24 0.39
M onaco 0 104 104 0 2672083 2672083 100.00 0.35
Cyprus 39 36 75 770 399 1863 877 2634 276 70.75 0.35
Croatia 65 44 109 1087 965 1324 544 2 412 509 54.90 0.32
Subtotal 13457 13442 26899 258 607 533 462 466 793 721 074 326 64.13 94.96
World total 16044 14421 30465 279375666 479926099 759 298 765 63.21 100.00

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.

a

Lakesfleets.

Vessels of 1,000 grt and above, excluding the United States Reserve Fleet and the United States and Canadian Great

The country of domicile indicates where the controlling interest (i.e. parent company) of the fleet is located. In

several cases, determining this has required certain judgements to be made. Thus, for instance, Greece is shown as
the country of domicile for vessels owned by a Greek owner with representative officesin New York, London and
Piraeus, although the owner may be domiciled in the United States.

Includes vessels flying the national flag but registered in territorial dependencies or associated self-governing

territories. For the United Kingdom, British flag vessels are included under the national flag, except for Bermuda

(listed in table 17 as an open-registry country).

Ownership isconcentrated in 10 countriesor territories,
which control 81.3 per cent of the deadweight of vessels
registered in the seven major open-registry countries, as
compared with 80.6 per cent in the previous year.
Similarly, the top five countries or territories control
63.1 per cent (the same percentage as in 2000). Greece
was ranked first in 2001 for the eighth consecutive year
withthelargest share (23.6 per cent) of the seven major

open-registry fleets. In 2001, this country also had the
largest foreign-flag ownership, representing 100 million
dwt or 19.2 per cent of the total world foreign-flag
tonnage, followed by Japan with 88.5 million dwt or
17 per cent of thetotal tonnage. Both countries’ combined
foreign-flag tonnage accounted for 36.2 per cent of the
total world tonnage under foreign flags, same asin the
previousyear.
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Table 17
Tonnagedistribution of major open-registry fleets? asof 1 January 2002

Flag Oil tankers Bulk carriers  General Container Others Total Total as of
cargo ships 1.1.2001
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Panama 434 49644 1351 82419 1318 12384 495 15539 821 11888 4419 171874 162951
Liberia 279 31192 310 19363 234 4165 283 9329 330 9130 1436 73179 75008
Bahamas 168 24999 153 9023 459 6590 55 1656 278 3059 1113 45327 44871
Malta 257 17556 424 17922 461 4220 55 1087 90 1344 1287 42129 44497
Cyprus 117 5839 419 19402 452 4275 110 2504 93 921 1191 32941 33312
Bermuda 12 3152 27 363 22 258 16 459 34 579 111 8 083 9121

Vanuatu 1 5 22 851 22 274 2 35 85 368 132 1533 1445
Total 1268 132387 2706 152615 2968 32166 1016 306091731 27289 9689 375066 371315
Total as of

1.1.2001 1332 138064 2644 145400 3148 34254 938 267471685 26850 9747 371315

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.
a Ships of 1,000 grt and above. This table is not fully comparable with tables 13 and 15, which list ships of 100 grt
and above as the base.

Table 18
Tonnage owned by nationalsof, and registered in, the country or territory of registry in thetotal fleet of
themost important open and international registers, asof 1 January 20022
(thousands of dwit)

Country Total tonnage Tonnage owned by Shareof tonnage owned
or territory registeredin nationalsof, and by nationalsin total
of registry country of registeredin, registered fleet (%)
registry country of registry

Panama 171 874 0 0.0
Liberia 73180 0 0.0
Bahamas 45 327 366 0.8
Malta 42130 36 0.1
Cyprus 32 940 756 2.3
Bermuda 8082 0 0.0
Vanuatu 1534 0 0.0
Norwegian I nter national

Ship Registry (NIS) 28 709 24 532 85.5
Danish International

Ship Registry (DIS) 8 167 7 986 97.8

Source Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.
Ships of 1,000 grt and above. Thistable is not fully comparable with tables 13 and 15, which list ships of 100 grt
and above as the base.
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Table 19

True nationality of major open-registry fleets as of 1 January 2002

Country or territory Panama Liberia Bahamas Malta Cyprus
of domicile

No.of 000 % No.of 000 % No.of 000 % No. of 000 % No. of 000 %

vessels  dwt vessels dwt vessels dwt vessels dwt vessels dwt

Greece 526 19864 12 149 9621 13 175 9467 21 584 26524 63 615 23190 70
Japan 1797 74706 43 115 5026 7 33 59 1 4 503 1 23 372 1
Norway 83 3801 2 134 8044 11 243 10278 23 60 2938 7 32 358 1
United States 148 3068 2 130 6095 8 171 10220 23 10 598 1 0 0 0
Germany 21 627 0 433 13196 18 19 500 1 4 707 2 220 4219 13
Hong Kong, China 212 16399 10 39 2215 3 5 393 1 9 592 1 2 37 0
China 248 8603 5 58 2922 4 0 0 0 14 328 1 15 209 1
Republic of Korea 316 15335 9 10 1304 2 1 4 0 3 35 0 4 115 0
Denmark 18 403 0 10 251 0 43 491 1 5 17 0 0 0 0
Taiwan Province of

China 302 10504 6 26 954 1 0 0 O 0 0 O 0 0 0
United Kingdom 49 931 1 26 824 1 113 1543 3 5 66 0 0 0 0
Saudi Arabia 8 670 0 19 5564 8 11 2518 6 0 0 0 0 0 0
Belgium 4 545 0 9 1510 2 13 137 0 3 8% 0 4 65 0
Russian Federation 13 76 0 65 4229 6 5 11 0 102 973 2 79 1361 4
Sweden 0 0 0 15 1264 2 17 789 2 0 0 O 0 0 0
Singapore &4 2591 2 11 803 1 592 1 0 0 O 1 30 0
Switzerland 101 3009 2 10 316 0 3 22 0 4 1373 3 4 53 0
Italy 9 34 0 8 659 1 16 28 2 43 1304 3 0 0 0
Spain 51 347 0 1 A 0 7 720 2 0 0 0 3 124 0
France 7 725 0 0 0 0 23 510 1 0 0 0 0 0 0
Monaco 16 752 0 11 579 1 29 559 1 12 257 1 0 0 0
Australia 9 478 0 2 355 0 0 0 0 2 4 0 0 0 0
Subtotal 4022 163798 95 1281 65825 90 936 40328 8 964 36365 8 1002 30133 91
Others 397 8076 5 155 7354 10 177 4999 11 323 5764 14 189 2808 9
Total 4419 171874 100 1436 73179 100 1113 45327 100 1287 42129 100 1191 32941 100

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd’s Register — Fairplay.
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Table 19 (continued)

Bermuda Vanuatu Subtotal Total foreign flag Country of territory
fleet of domicile
No.of 000 % No.of 000 % No.of 000 %  No. of 000
vessels dwt vessels dwt vessels  dwt vessels dwt

0 0 0 0 0 0 2049 88666 24 2374 100084 Greece

0 0 0 28 722 47 2000 81925 22 2201 88505 Japan

3 41 1 3 135 9 558 25595 7 815 34638 Norway
20 617 8 60 186 12 539 20784 6 886 31972 United States
1 2 0 0 0 0 738 19271 5 1798 30747 Germany

4 593 7 0 0 0 271 20229 5 360 25056 Hong Kong, China

0 0 0 0 0 0 335 12062 3 652 20251 China

0 0 0 0 0 0 334 16843 4 405 17928 Republic of Korea

4 71 1 0 0 0 80 1233 0 343 17042 Denmark
Taiwan Province of

0 0 0 0 0 0 328 11458 3 398 14 995 China

45 3243 40 0 0 0 238 6607 2 420 10857 United Kingdom
4 47 1 0 0 0 (9} 8799 2 67 9151 Saudi Arabia

0 0 0 0 0 0 33 2343 1 145 7397 Belgium

0 0 0 14 77 5 278 6727 2 369 7107 Russian Federation
11 2645 33 0 0 0 43 4698 1 180 6620 Sweden
0 0 0 0 0 0 105 4016 1 262 6132 Singapore

0 0 0 0 0 0 182 4973 1 223 5630 Switzerland

0 0 0 0 0 0 76 3055 1 128 4432 Italy

0 0 0 0 0 0 62 1285 0 255 3776 Spain

0 0 0 0 0 0 30 1235 0 102 3123 France

0 0 0 0 0 0 68 2147 1 104 2672 Monaco

2 134 2 0 0 0 15 1031 0 36 1337 Australia
A 7413 2 105 1120 73 8404 344982 R 12523 449452 Subtotal
17 670 8 27 413 27 1285 30084 8 2180 70442 Others
111 8083 100 132 1533 100 9689 375066 100 14703 519894 Total
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D. SHIPBUILDING AND THE SECOND-
HAND MARKET

1. Newbuildingorders

In 2001, newbuilding contractstotalling 51.6 million dwt
were placed for the six major ship types— adecrease of
35.6 per cent in comparison with the contracts in 2000
(seetable 20). Inthe tanker sector, pessimism prevailed,
with 550 unitstotalling 34.3 million dwt orderedin 2001,
ascompared with 446 unitstotalling 41.9 million dwtin
2000. The 2001 newbuilding ordersfor dry bulk carriers
were even scarcer at 165 unitsof 9.5 million dwt, fewer
thanwereordered theyear before (344 unitsof 20 milliondwt).

Even newbuilding ordersfor container shipswent down
substantially to less than half of past years' levels—
180 unitstotalling 6.6 million dwt in 2001 as compared
to 373 units and 15 million dwt in 2000. These
newbuilding tonnages continued to reflect the recent trend
for post-Panamax container ships. The newbuilding
ordersfor general cargo shipsalso went downin 2001 to
142 units of 1.2 million dwt from 255 units totalling
2.5 million dwt in 2000. On the other hand, orders for
passenger ferries decreased lessthan thosefor other types
of vessels, to atotal of 101 vessels, but tonnage decreased
to 80 million dwt in 2001 from 308 million dwt in the
previousyear.

2. Tonnage on or der

World tonnage on order, by groupsof countries of registry
and by principa types of vessd, is shown in table 21.
World tonnage on order at the beginning of 2002 stood
at 107.9 million dwt, representing a healthy increase
of 7.9 per cent over the previous year. Tonnage on
order by devel oped market-economy countriesamounted
to 34 million dwt, accounting for 31.5 per cent of the
world total tonnage on order, as compared with
36.8 million dwt or 36.6 per cent at the beginning of
2001. Magjor open-registry countries had 57.4 million
dwt or 53.2 per cent of world tonnage on order,
as compared with 48.1 million dwt or 47.8 per cent
at the beginning of last year. The share of the
countries of Central and Eastern Europe increased

dlightly in 2001 to 0.6 million dwt or 0.5 per cent of the
world total on order, while the share of the socialist
countries in Asia was steady in 2001, ending the year
with 5.5 milliondwt or 5.1 per cent of theworld total on
order.

Developing countries’ tonnage was also steady
at 8.6 million dwt or 8 per cent of the world
total tonnage on order at the beginning of 2002.
Tonnage on order by Asian developing countries
rose slightly to 7.7 million dwt at the beginning of
2002, which accounted for 88.7 per cent of
the developing countries' total tonnage on order.
There was also a decrease in the African
newbuilding orders to 79 thousand dwt on order at
the beginning of 2002, while the Americas’
developing countries orders also decreased marginally
to 894 thousand dwt.

In 2001, oil tanker orders rose by 28.7 per cent
to 51.9 million dwt, accounting for 48.1 per cent
of the world total on order. Developing countries had
5.7 million dwt on order, representing 11.1 per cent
of the total, with Asian developing countries
represented 5.5 million dwt or 94.8 per cent of
the developing countries’ total. The number of dry
bulk carriers on order at the beginning of 2002
decreased substantially from 2001 by 28.9 per cent
to 22.2 million dwt, accounting for 20.5 per cent
of the world total on order. For this type of vessel,
developed market-economy countries and major
open-registry countries accounted for 13.5 per cent
and 69.5 per cent, representing a combined share of
83 per cent. The volume of container ships on order
increased marginally in 2001 by 2.5 per cent to
16.5 million dwt at year’s end, representing 15.3 per
cent of the world total on order. For container ships
on order, developed market-economy countries
accounted for 35.4 per cent and major open-registry
countries accounted for over 50.5 per cent. At the
beginning of 2002 developing countries container ship
orders were steady at 1 million dwt, or 5.9 per cent
of thetotal. Asian developing countries had 0.8 million
dwt or 85.3 per cent of the developing countries’ total on
order.



Il - Structure and ownership of the world fleet 37

Table 20

Newbuilding contractsplaced for the main typesof ship? during 1991-2001
(number of ships, thousands of dwt)

Year Tankers Bulk carriers Combined General cargo Container Passenger Total ®
carriers ships vessels ferries
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1991 308 19871 148 11836 4 322 167 877 66 1796 84 90 777 34793
1992 206 10050 126 7261 O 0 225 1402 127 3227 114 91 798 22031
1993 267 17327 299 18303 1 83 261 2102 182 5057 122 163 1132 43035
1994 256 13833 339 198% 2 220 227 1493 242 6497 118 159 1184 42098
1995 243 9143 381 22418 4 440 345 2449 345 8562 144 224 1462 43236
1996 274 13875 271 14250 - - 257 2107 292 6978 144 155 1238 37365
1997 428 32516 282 17983 2 220 299 2701 166 3618 96 149 1273 57187
1998 280 21922 166 11835 O 0O 333 2488 178 5975 117 231 1074 42451

1999 206 16822 346 23934
2000 446 41865 344 20081

2001

- 162 1323 170 7183 116 348 1000 49610
255 2534 373 15025 136 308 1554 80121

Jan 40 2878 16 430 = = 9 131 29 890 4 2 98 4331
Feb 27 2034 4 202 - - 5 75 15 647 1 5 52 2963
Mar 43 2852 3 395 - - 6 60 19 464 7 9 81 3780
Apr 35 2228 22 1281 = = 9 92 29 1299 7 1 102 4901
May 49 4292 6 653 = = 8 65 14 648 10 6 87 5667
Jun 50 389% 16 863 - - 8 80 17 705 12 2 112 5546
Jul 68 4730 35 2378 - - 28 272 9 175 7 8 147 7563
Aug 53 3718 14 787 = = 11 92 18 365 6 1 102 4963
Sep 33 2672 2 65 = = 7 35 6 90 15 10 63 2872
Oct 55 2430 12 628 - - 13 87 8 251 18 10 106 3406
Nov 31 676 7 440 - - 18 104 3 111 5 1 64 1332
Dec 57 181 25 1374 = = 20 129 13 919 9 25 124 4298
Total 550 34260 165 9496 = - 142 1222 180 6564 101 80 1138 51622

Source: Compiled by the UNCTAD secretariat on the basis of data from Institute of Shipping Economics and Logistics
(2002), Shipping Satistics and Market Review, Jan./Feb., table 1.1.1.

a Ships of 300 grt and over.

b Total does not include data on newbuilding contracts for other types of ship.
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Table 21
World tonnage on order asof 1 January 2002
(thousands of dwt)
Country groupsof registry Total Qil Bulk General Container Other
tankers carriers cargo ships ships
World total 107 955 51 894 22184 3826 16 550 13501
Developed mar ket-economy
countries 34 026 15954 3007 1546 5861 7 658
M ajor open-registry
countries 59 393 27 633 15411 1657 8 362 4330
Countriesof Central and
Eastern Europe 557 195 111 178 = 73
Socialist countriesof Asia 5507 1529 2320 44 1342 273
Developing countries, total 8 657 5778 430 335 986 1127
of which:
Africa 79 3 8 - - 68
Americas 894 296 171 85 145 196
Asia 7 683 5479 251 250 840 863
Europe? 0 - - - - -
Oceania 0 - - - - -
Unallocated 1815 804 905 66 - 41

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay.

a Not reported.
3. Pricesof newbuildingsand second-hand
tonnage

Table 22 indicates newbuilding pricesfor the main types
of vessal. In 2001, pricesfor all the main typesand sizes
of newbuildings decreased significantly from those of the
previous year. Price reductions were more pronounced
for tankersand bulk carriers and refl ected the depressed
cargo demand. By mid-year, mgjor shipbuilding countries
were discussing measuresto align shipbuilding capacity
with forecasted demand. Analysis shows that oil tanker
newbuilding prices for al sizes went down by about
10 per cent in 2001 from their 2000 level. Newbuilding
prices for dry bulk carriers up to 74,000 dwt were also
down by about 10 per cent in 2001 from the previous
year's level, while for Cape-sizes prices decreased by
14 per cent. Pricesof 2,500 TEU cellular container ships
declined by 1.2 per cent, while the decline for general

cargo vessels was 3.2 per cent. A modest increase of
3.3 per cent was observed for 75,000 LPG ships. In
general, the downward trend of shipbuilding prices
continued for all types and sizes of vessel as demand
remained weak.

As table 23 indicates, average second-hand prices
for tankers and bulk carriers were also down. In
particular, lower prices were obtained for the small dry
bulk carriers. The number of transactionswasalso down
to 182 from the 2000 level of 229, with Panamax and
Cape-size being most popular and the small Handy-size
vessels accounting for 74 transactions. In the tanker
sector, two-digit price reductions were seen during the
year. In spite of lower prices, an increased number of
transactions were reported for 2001. During the year,
201 units changed hands, with 123 units being over
50,000 dwt.
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Table 22

Representative newbuilding pricesin selected year s
(millions of dollars)

Typeand size of vessels 1980 1985 1990 1995 1999 2000 2001 % change
2000/2001
30-50,000 dwt bulk carrier 17 11 24 25 20 20 18 -10.0
32-45,000 dwt tanker 19 18 29 34 25 29 27 -7.0
70-74,000 dwt bulk carrier 24 14 32 29 22 23 20 -11.1
80-105,000 dwt tanker 28 22 42 43 33 41 37 -9.8
120,000 dwt bulk carrier 32 27 45 40 34 40 34 -14.0
250-280,000 dwt tanker 75 47 90 85 68 76 72 -5.3
125-138,000 m3 LNG 200 200 225 245 150 165 162 -1.8
75,0003 LPG 77 44 78 68 58 60 58 =l
15,000 dwt general cargo 14 12 24 21 19 19 18 -3.2
2,500 TEU full container ship - 26 52 50 35 35 34 -1.2

Source: Compiled by the UNCTAD secretariat on the basis of data from Lloyd’'s Shipping Economist, various iSsues.

a From 1995 on, prices correspond to the large vessel size.

Second-hand pricesfor five-year-old vessals, 19962001

Table 23

(as of year’s end, in millions of dollars)

Vessel 1996 1997 1998 1999 2000 2001 % change
2000/2001
40,000 dwt tanker s* 26 28 20 20 27 26 -3.8
80-95,000 dwt tanker st 37 38 25 26 39 33 -15.4
130-150,000 dwt tankers* 40 47 37 36 50 43 -13.1
250-280,000 dwt tanker s* 67 70 50 50 71 60 -15.5
45,000 dwt dry bulk carrier 19 18 13 16 15 12 -20.0
70,000 dwt dry bulk carrier 21 21 15 17 16 14 -12.9
150,000 dwt dry bulk carrier 27 30 24 28 25 22 -12.0

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by Fearnleys, Review 2001.

a From 1996 on, prices correspond to the larger vessels.



Chapter 3

PRODUCTIVITY OF THE WORLD FLEET AND SUPPLY
AND DEMAND INWORLD SHIPPING

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

A. OPERATIONAL PRODUCTIVITY

The main indicators of operational productivity for the
world fleet in tons and ton-miles per dwt are shown in
figure 6 and table 24. Tons of cargo carried per
deadweight ton (dwt) in 2001 maintained alevel similar
to that of 1999 at 7.06, while thousands of ton-miles

performed per deadweight ton decreased to 29.48. The
decreasein productivity measured intonsof cargo carried
per deadweight ton (dwt) reflects the reduction of cargo
carried relative to the fleet expansion. The decrease in
productivity measured in ton-miles per deadweight ton
results from the slowdown of seaborne trade from the
pesk reached in 2000 and the expansion of theworld fleet.

Figure 6

Index of ton-miles performed per deadweight ton of total world fleet, 1991-2001
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Source: UNCTAD calculations.

41



42 Review of Maritime Transport, 2002
Table 24
Cargocarried and ton-miles performed per deadweight ton (dwt) of thetotal world fleet,
19902001
Year Worldfleet  Totalcargo  Total ton-milesperformed Tonscarried  Thousandsof ton-

(milliondwt) (milliontons)  (thousandsof millionsof per dwt milesperformed per
ton-miles) dwt
1990 658.4 4008 17121 6.1 26.0
1991 683.5 4120 17 873 6.0 26.1
1992 694.7 4220 18 235 6.1 26.2
1993 710.6 4330 18 854 6.1 26.5
1994 719.8 4 485 19 461 6.2 27.0
1995 734.9 4651 20 188 6.3 275
1996 758.2 4758 20810 6.3 274
1997 775.9 4953 21 825 6.4 28.1
1998 788.7 5598 23822 7.1 30.2
1999 799.0 5 668 24 114 7.1 30.2
2000 808.4 5890 22 947 7.3 30.9
2001 825.7 5832 24 338 7.1 29.5

Sources:  World fleet: Lloyd's Register — Fairplay (mid-year data for 1990, year-end data for 1992—2000); total cargo
carried: UNCTAD secretariat; ton-miles: Fearnley’s, Review,various issues. Data compiled by the UNCTAD secretariat.

Table 25 provides supplementary data on operational
productivity in terms of cargo carried per deadweight
ton by type of vessel. The cargo volumesintons carried
per deadweight ton of oil tankers and dry bulk carriers
weresteady at 7.1 and 4.6 tons per dwt respectively. The
cargo volumes carried per deadweight ton of combined
carriers increased marginally to 7.9 tons per dwt, and
those of theresidual fleet decreased to 9.8 tons per dwit.

Indicative data on ton-miles performed by oil tankers,
dry bulk carriers, combined carriersand theresidual fleet
are provided in table 26. The ton-miles per deadweight
ton of oil tankers decreased in 2001 by 4.9 per cent to
32.8, whiletheton-miles per deadweight ton of dry bulk
carriers, combined carriers and the residual fleet
decreased by 1.2, 3.9 and 4.5 per cent to reach 23.6, 37
and 31.9 respectively.

B. SUPPLY AND DEMAND IN WORLD
SHIPPING

1. Surplustonnage

A summary of the balance of tonnage supply and demand
for the period 1995-2001 is provided in table 27. The

total surplustonnagein 2001 reversed the trend observed
over thelast few yearsand increased by 3.1 million dwt
to reach 21.5 million dwt or 2.6 per cent of the world
merchant fleet, up from 2.3 per cent in 2000. Thisbalance
was largely attributable to the slowdown in cargo
volumes, the first after 15 years of steady growth, and
theinflux of newbuildingsinto theworld fleet.

2. Thesupply and demand mechanism by type
of vessel

Tonnage supply intheoil tanker sector increased in 2001
by 0.8 million dwt to 280.2 million dwt as newbuildings
delivered outweighed tonnage scrapped or lost (see
table 28 and figure 7). This, combined with reduced
shipments, increased overcapacity to 17.9 million dwt
or 6.4 per cent of the total world tanker fleet. In 2001,
the total dry bulk fleet supply increased by 7.6 million
dwt to 255.3 million dwt. The steady increase in
shipmentsof the main dry cargoes mentioned in chapter |
helped to reduce overtonnage to only 2.9 million dwt,
equivalent to 1.1 per cent of the dry bulk fleet. For the
conventional general cargo fleet, overcapacity was
reduced in 2001, with supply exceeding demand by only
0.7 million dwt or 1.2 per cent for the world fleet of this
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sector. The surplustonnage of general cargo vessels has
continued to follow a downward trend since the early
1990s. In the unitized fleet sector, 7.6 million dwt of
container ships were added in 2001, an amount similar

to that of the previous year, with this fleet reaching
91.2 million dwt. Asin previousyears, expanding trade
for liner shipping have been ableto absorb these tonnages,
resulting in full employment of theworld unitized fleet.

Table 25

Estimated productivity of tankers, bulk carriers, combined carriers* and theresidual fleet,”selected years
(tons carried per dwt)

Year Tons of oil Tons | Tonsof dry Tons Tons of il and Tons Tons Tons
carried by carried| cargo carried | carried | dry bulk cargo | carried | carried by |carried per
tankers of per by bulk per dwt carried by per dwt of | theresidual | dwt of the

over dwt of | carriersof | of bulk combined carriers|combined fleet? residual
50,000 dwt tankers| over 18,000 | carriers |of over 18,000 dwt| carriers | (millions) fleet
(millions) dwt (millions) (millions)

1970 1182 8.6 403 8.4 97 6.8 800 6.3

1980 1564 4.8 396 2.9 282 5.8 1406 8.3

1990 1427 6.0 667 33 203 6.3 1680 9.1

1995 1738 6.6 770 3.2 177 7.38 1993 9.5

1998 1985 7.1 1137 4.4 130 7.3 2 379 10.2

1999 1995 7.1 1167 4.5 131 7.8 2375 9.9

2000 2027 7.1 1255 4.6 120 7.8 2487 10.3

2001 2032 7.1 1285 4.6 114 7.9 2402 9.8

Sources: Compiled by the UNCTAD secretariat on the basis of data from Fearnley’s Review, various issues, World Bulk
Trades and World Bulk Fleet, various issues; and other specialized sources.

a

b

Tankers, bulk carriers and combined carriers indicated in table 6.

The residual fleet refers to general cargo, container and other vessels included in table 6.
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Table 26

Estimated productivity of tankers, bulk carriers, combined carriers*and theresidual fleet,?
selected years

(thousands of ton-miles performed per dwt)

Year | Ton-miles Ton- Ton-miles of Ton- Ton-milesof oil | Ton-miles| Ton-milesof| Ton-miles
of oil by miles dry bulk cargo | miles |and dry bulk cargo|per dwt of| theresidual | per dwt of
tankers | per dwt by dry bulk per dwt by combined combined fleet the

(thousands of carriers of bulk carriers carriers | (thousands | residual
of millions) | tankers | (thousandsof | carriers| (thousandsof of millions) fleet
millions) millions)

1970 6 039 43.8 1891 394 745 52.5 1979 15.7

1980 9 007 27.6 2009 145 1569 324 4192 24.8

1990 7376 30.8 3804 18.8 1164 36.0 4777 26.0

1995 8980 34.4 4 500 18.7 925 38.5 5785 277

1998 9 465 33.9 5988 23.2 535 30.2 7834 335

1999 9 600 34.0 6 055 23.3 583 34.9 7 876 32.8

2000 9840 34.5 6470 239 503 38.5 8044 334

2001 9354 32.8 6 605 23.6 533 37.0 7 846 319

Source: Compiled by the UNCTAD secretariat on the basis of data from Fearnley’s Review, various issues; World Bulk
Trades and World Bulk Fleet, various issues; and other specialized sources.

a Tankers, bulk carriers and combined carriers indicated in table 6.
b The residual fleet refers to general cargo, container and other vessels included in table 6.
Table 27

Tonnage over supply in theworld merchant fleet, 1990 and 1997—2001
(end-of-year figures)

1990 1997 1998 1999 2000 2001
Million dwt
World merchant fleet 658.4 775.9 788.7 799.0 808.4 825.6
Surplustonnage? 63.7 29.0 24.7 237 184 215
Activefleet® 594.7 746.9 764.0 775.3 790.0 804.1
Percentages
Surplustonnageas per centage of
wor ld merchant fleet 9.7 3.7 31 3.0 2.3 2.6

Sources: Compiled by the UNCTAD secretariat on the basis of data supplied by Lloyd's Register — Fairplay and Lloyd's
Shipping Economist, various issues.

a Estimates of average year figures. Surplus tonnage is defined as tonnage that is not fully utilized because of slow
steaming or lay-up status, or because it islying idle for other reasons.

b World fleet minus surplus tonnage.
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Table 28

Analysisof tonnage sur plusby main type of vessel, 1995-20012
(average annual figuresin millions of dwt)

1995 1996 1997 1998 1999 2000 2001¢

World tanker fleet 2770 2851 290.6 291.0 2818 2794 280.2
Total tanker fleet surplus® 288 288 170 173 140 135 179
Share of surplusfleet in world tanker fleet (%) 104 101 5.8 5.9 5.0 4.8 6.4
World dry bulk fleet 2529 2572 2609 257.1 2457 247.7 255.3
Dry bulk fleet surplus® 179 172 103 58 7.9 3.8 29
Share of surplusin world dry bulk fleet (%) 7.1 6.7 3.9 2.3 3.2 15 11
World conventional general cargo fleet 620 627 620 605 599 593 578
Conventional general cargo fleet surplus 2.0 14 1.7 16 18 11 0.7
Share of surplusinworld conventional

general cargo fleet (%) 3.2 2.2 2.7 2.6 3.0 18 12
Wor Id unitized fleet® 53.4 593 657 731 761 836 912
Surplus of unitized fleet 0.7 0.0 0.0 0.0 0.0 0.0 0.0
Share of surplusinworld unitized fleet (%) 13 0.0 0.0 0.0 0.0 0.0 0.0

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

a Aggregatesfor all sectors shown in thistable are averages for the yearsindicated and therefore differ from the world
figures in table 27. This table excludes tankers and dry bulk carriers of less than 10,000 dwt and conventional
general cargo/unitized vessels of less than 5,000 dwt.

b Including 50 per cent of combined ore/bulk/oil carriers.
c Unitized fleet includes here fully cellular container ships, partly cellular container ships, ro-ro ships and barge
carriers.

d Data for 2001 correspond to figures up to October 2001 as compiled in December 2001.
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Source: Compiled by the UNCTAD secretariat on the basis of data from Lloyd's Shipping Economist, various issues.

The correlation between cargo volume generated by
different country groups and their fleet ownership is
summarized in table 29. Developed market-economy
countries generated nearly 51.2 per cent of world
seaborne trade in 2001, compared with 53.7 per cent in
1980. Thetonnage share of thefleet of developed market-
economy countries fell by half, from about 51 per cent
in 1980 to 25 per cent in 2001. However, to the tonnage
under nationa flags must be added thetonnage of vessels
owned by national s of aparticular country, but registered
under foreign flags, which brings the share to 66.9 per
cent. The share of developing countries in world cargo
turnover hasremained at about 40 per cent. Their tonnage
owned and registered under national flagsincreased from
10 per cent of the world fleet in 1980 to nearly 20 per
cent at the beginning of 2002. Tonnage beneficially owned
by devel oping countries has expanded to nearly one-third
of thetotal beneficially registered tonnage, bringing the
total tonnage owned by developing countries to about
36 per cent of the world fleet. The share of world cargo
turnover generated by the countries of Central and Eastern
Europe remained at about 3 per cent in 2001, unchanged
from the levels of previous years, but significantly less
thanthe4.7 per cent level of 1980. These countries' fleet
position also declined from 5.5 per cent to about 2 per
cent in 2001. The socidist countriesin A aincreased their

share in world trade to 5.5 per cent in 2001, while they
improved their share in world tonnage from 1.6 per centin
198010 3.2 per cent in 2001. Inaddition, thesecountrieshave
asmal shareof their fleet registered inthe open regidtries.

Information on the fleet ownership of the major trading
nationsis provided in table 30. It may be noted that the
major trading nations are al so major owners of tonnage,
which reflects an aspect of trade-supporting policiesfor
exploiting maritime transport as a complement to trade.
It is generally considered that maritime capabilities,
specifically the ownership of substantial tonnage, are
essential for a country’s trade support and promotion.
Thetablealso highlightsthe similaritiesand differences
in the shipping services of the leading trading nations.
Major trading countries such as Japan, China (including
Hong Kong), the Republic of Korea, Denmark, Sweden
and Norway are outstanding among the nations with
maritime services for cross trades. Other major trading
nations are major importersor usersof shipping services
while maintaining arelevant ownership position and, to
alesser extent, anational flag position. The United States
and France come into this group. In 2001 the
United Statesgenerated about 15.2 per cent of world trade
whileit owned 5.1 per cent of world tonnage, with only
about one fourth of such tonnageflying the national flag.
Similarly, France generated 5.1 per cent of world trade
as compared to atonnage ownership position of 0.8 per
cent, and with the national flag having a share of one-
half of this percentage.
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Table 29

Comparison between total cargo turnover and fleet owner ship, by country groups,
in 1970, 1980, 1990 and 1999-2001

Country grouping Year Total of goodsloaded Percentageof Merchantfleet Percentageof
and unloaded world total (million dwt) world total
(million tons)
Developed market- 1970 2832.0 55.1 211.9 65.0
economy countries 1980 3965.0 53.7 350.1 51.3
1990 45747 56.2 219.0 333
1999 6042.9 52.6 203.2 25.4
2000 6 240.9 51.8 203.4 25.2
2001 6 109.7 51.2 207.5 25.1
M ajor open-registry 1970 a a 70.3 21.6
countries 1980 a a 212.6 311
1990 a a 224.6 34.1
1999 2 2 376.8 47.8
2000 a a 384.7 48.1
2001 a a 402.4 48.7
Developing 1970 2 056.0 40.0 20.5 6.3
countries 1980 2926.0 39.6 68.4 10.0
1990 3095.0 38.0 139.7 21.2
1999 4 626.6 40.2 153.6 19.2
2000 48219 40.0 157.0 194
2001 4826.4 40.4 159.0 19.3
Countriesof Central 1970 204.0 4.0 20.5 6.2
and Eastern 1980 346.0 4.7 37.8 55
Europe(including 1990 275.9 3.4 44.3 6.7
former USSR) 1999 328.0 2.9 18.3 2.3
2000 346.7 29 16.3 2.0
2001 351.9 2.9 154 1.9
Socialist countries 1970 43.0 0.8 12 0.4
of Asia 1980 146.0 2.0 10.9 16
1990 187.7 2.4 221 34
1999 500.3 4.4 25.8 3.2
2000 643.3 53 26.1 3.2
2001 650.9 55 26.5 3.2
World total® 1970 5135.0 100.0 326.1 100.0
1980 7 383.0 100.0 682.8 100.0
1990 8133.3 100.0 658.4 100.0
1999 11 498.8 100.0 799.0 100.0
2000 12 052.8 100.0 808.4 100.0
2001 11 938.9 100.0 825.6 100.0
Source: As per Annexes |1 and I11(b).
a All goods loaded and unloaded are included in the volume of developing countries.

b Including unallocated tonnage indicated in annex |11 (b).
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Table 30
Maritimeengagement of 25major trading nations
(as of the end of 2001)
Country/territory Per centage shar e of Per centage shar e of
world tradegenerated, world fleet in terms of
in termsof value dwt

United Sates 15.2 511
Germany 8.4 4.63
Japan 6.0 12.89
United Kingdom 4.8 2.32
France 51 0.76
Italy 3.8 1.78
Canada 39 0.51
Hong Kong (China) 31 4.40
Netherlands 35 0.91
Belgium-L uxembourg 2.8 1.18
China 4.0 5.08
Republicof Korea 2.3 311
Singapore 19 2.37
Spain 20 0.47
Taiwan Provinceof China 1.8 2.86
Malaysa 13 0.88
Sweden 11 0.97
Switzerland 13 0.82
Thailand 1.0 0.33
Augtralia 1.0 0.44
Brazil 0.9 0.98
Russian Federation 12 1.87
Saudi Arabia 0.8 1.23
Denmark 0.8 213
Norway 0.7 7.91
Total 78.8 65.94

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by the World Trade

Organization.



Chapter 4

TRADE AND FREIGHT MARKETS

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

A. THE CRUDE OIL AND PETROLEUM
PRODUCTSSEABORNE FREIGHT
MARKET

1. Seabornetradein crudeoil and petroleum

products

The production cuts agreed to by OPEC countriesduring
2001 depressed tanker freight rates, even though quota
compliance was weak during most of the year.
Overproduction was estimated to run about 1 mbpd
and came down to 0.6 mbpd by the fourth quarter. This
overproduction was used to replenish the oil
stockpiles of OECD countries. Overproduction also
occurred for Irag, the OPEC member that continued
legal exports under the oil-for-food programme
mandated by the United Nations. By the end of
the year there were allegations of Iraqgi oil being
smuggled by sea (in November a vessel was captured
by the United States Navy and sank with loss of life)
and a so through adormant pipelineto the Mediterranean
Sea.

In 2002 crude oil shipments are likely to continue to
be affected by overproduction and thus to slightly
alleviate the depressed freight market. Real OPEC
production cuts are expected to be at |east two-thirds of
those agreed to, and, even if pledgesfor production cuts
by non-OPEC countries are not fully enforced, the
resulting supply is expected to closely match demand
for theyear. Crude oil shipmentsduring thefirst quarter
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of 2002 were 2.3 per cent down from the average of
35.6 mbpd reached in the fourth quarter of 2001.

2. Tanker freight rates

The year 2001 was a bad one for tanker owners. As
table 31 indicates, all freight indices for the five groups
of vesselsengaged intrangporting crude oil and petroleum
products went down during the year. Decreases for
VLCC/ULCC and small crude and product carrierswere
most pronounced: freight indices for these two groups
ended theyear at 39 and 128, with decreasesfrom January
levelsof 74.3 and 63 per cent respectively. Medium-size
crude carriers and clean carriers of all sizes ended the
year at 94 and 149, with reductions of 56.7 and
59.8 per cent respectively. Thefall wasscarcely smaller
for Handy-size dirty carriers, which ended the year at
141, down 49 per cent.

Comparing the annual average freight indices for the
year 2001 with those of the previous year, which was a
good one for tanker owners, indicates that the good
times were over for owners of vessels falling into
the three following groups: VLCC/ULCC (76 in 2001
vs. 96 in the previous year), medium-size crude
carriers (140 vs. 153) and small crude and product
carriers (191 vs. 208). For the remaining two groups,
the annual average indices actually improved: Handy-
size dirty carriers went up to 242 from 207 and clean
carriers of allsizes reached 258 from the 218 level
achieved in 2000.
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\ery large crude carriers (VLCC)

The spot rates from the Middle East Gulf to Japan and
the Republic of Korea started the year at WS 116 and
WS 100 respectively. Vessel sheading westward to Europe
and to the Caribbean and the eastern coast of North
Americafetched WS 96 and WS 95 respectively. Rates
weakened during the following months, and by June 2001
they were only WS 42 to Japan, WS 39 to the Republic
of Korea, WS 36 to Europe and WS 39 to the Caribbean
and the eastern coast of North America. The reductions
in time-charter earnings per day were severe: from
$72,700to $18,200 for the route to Japan, from $55,300
to $14,000 for the route to the Republic of Korea, and
from $62,900 to $17,200 towards north-western Europe.

During the summer months and following the resumption
of Iraqi oil shipmentsin July, thereratesrecovered dightly
for major routesfromthe Middle East Gulf. Rates pesked
in late August and early September, when they reached
WS 84 to Japan, WS 69 to the Republic of Korea, WS 75
to Europe and WS 69 to the Caribbean and the eastern
coast of North America. However, therecovery was short-
lived; OPEC continued to announce further production
cuts, and by the end of the year the rateswere WS 39 to
Japan, WS 36 to the Republic of Koreaand Europe and
WS 37totheCaribbean and theeastern coast of NorthAmerica

Fixtures from the Middle East Gulf to the Red Seaand
South Africafollowed asimilar trend but had afirm first
guarter. Royal Dutch Shell secured the 270,000 dwt
New Vistain April at WS 110 for the Red Sea, agreeing
to WS 157 for an option to the Far East. Texaco chartered
the 270,000 dwt British Pioneer, also for April, at
WS 100. These rates were the same ones prevailing at
the beginning of theyear. Thefollowing months, however,
saw rates sliding fast, reaching WS 40 by June and from
then on resembling those for the main routes originating
inthe Middle East Gulf.

During the year, rates fell by more than 60 per cent for
routes from the Middle East Gulf. Steeper rate
deterioration wasfound in the route from West Africato
the Far East, which started the year at WS 118 and ended
at WS 34. A similar drop occurred in the route from the
M editerranean to northwestern Europe, which started at
WS 147 and by December reached alow of WS40 —a
decrease of 73 per cent. For vessels over 300,000 dwt,
namely UL CC, trading from the Middle East Gulf tothe
eastern coast of North America, ratesdeteriorated inline
with the rates for the main routes — about a 57 per cent
decrease from the WS 82 achieved in January 2001.

During 2002, freight rates continued to come down until
May, when a brief recovery was apparent. Rates for
tankersin the range 200 to 300,000 dwt sailing from the
Middle East, increased fromWS 28 in April toWS56in
May in the route to Japan and from WS 29to WS 39in
the route to the East Coast of North America.

Medium-size crude carriers

During the year, the deterioration in freight rates for
Suezmax and Aframax tonnage was similar to that found
inVLCC tonnage. During thefirst quarter, spot ratesfor
Suezmax vessels trading from the Middle East Gulf to
the Far East were steady around WS 157, but by August
they decreased to WS 84. After a brief recovery in
September, rates slid down to WS 70 by December.
Typical fixturesin this route between the end of March
and mid-April were those of Shipping Corporation of
India (SCI), which secured the 125,000 dwt Lofoten at
the end of March at WS 112 for a trip to India, and
Sinochem, which chartered the 110,000 dwt Alinain mid-
April a WS 112 for atrip to China. SCI chartered the
125,000 dwt Sea Victory in October at WS 116 for
discharge in Chennai, while China Oil engaged the
130,000 dwt Knock Allan at WS 80 for discharge in
China.

Suezmax ratesfor vesselsoriginating in West Africawere,
at the beginning of the year, at the WS 200 level for
destinations in the Caribbean, on the eastern coast of
North America and in northwestern Europe. By June,
rate deterioration vis-a-vis the former destinations was
less acute; rates reached WS 84, while to northwestern
Europe they reached WS 80. The opposite occurred
during the second half of the year, when rates to the
Caribbean declined faster to WS 72, while those to
northwestern Europe did only to WS 73.

For routes originating in the Black Sea and the
Mediterranean, theratesfor destinationsin northwestern
Europe and the Mediterranean at the beginning of the
year were WS 180 and WS 190 respectively, with the
spread closing during the year, and by December rates
were WS 78 and WS 77. Representative fixtures were
that of Tamoil, which secured the 130,000 dwt Matilda
at WS 179 for delivery inApril in Libyafor atrip to the
United Kingdom and continental Europe. Two fixtures
from Karran illustrate the considerable drop in rates for
a135,000 dwt vessel from Novorossiysk (Black Sea) to
the United Kingdom and continental Europe. In April
Karrantook delivery of the Sea Soriteat WS 175andin
November the Sea Voyager at WS 80. The latter amount
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isnot very different from the WS 90 paid by Repsol for
the delivery of the 130,000 dwt Iran Saveh, chartered
for atrip from Sidi Kerir, the offshore loading point of
the SUMED pipeline that bypasses the Suez Canal, to

Spain.

Thetrend for Aframax ratesfor routesoriginating in the
Black Sea and the Mediterranean was similar. At the
beginning of the year, destinationsin the Mediterranean
and northwestern Europe reached rates of WS 218, while
for Caribbean destinations the rates were slightly lower
at WS 216. By December the former were WS 93 while
the latter were WS 89. Again, two fixturesfrom Lukoil,
which chartered 80,000 dwt vessels for delivery in the
Black Seafor trips to the Mediterranean, illustrate the
level of rates. InApril Lukoil paid WS 170for theNiiris,
whilein October it paid WS 135 for the Minerva Libra.

Other routes covered by Aframax tonnage werefromthe
Caribbean to the eastern coast of North America, which
saw rates fall from WS 197 in January to WS 135 in
November, with abrief recovery toWS 146in December.
This corresponds to atime charter reduction equivalent
to $9,700 per day to reach $23,000 per day at the end of
theyear. In theactive northwestern Europe market, which
revolves around North Sea oil, Aframax tonnage went
fromWS 214 in January to WS 102 in December, adrop
in time charter equivalent for a 80,000 dwt vessel of
$37,700 to $21,300 per day at the end of the year.

Some fixtures of Aframax tonnage at the end of the
first quarter of 2001 are as follows: for the short haul
from the Middle East Gulf to India, SCI chartered
two 80,000 dwt vessels, Ocean Hope and Ocean Success,
for atrip to Bombay and Cochin for delivery at the end
of March at WS 125 and 120 respectively; further east,
Mitsui chartered the 80,000 dwt Agate for a trip from
Balikpapan (Indonesia) to Singapore at WS 220, while
SKS chartered Silver Iris for a trip from Bintulu
(Maaysia) to Ulsan (Republic of Korea) at WS 230.

There was some dlight recovery of freight rates for
Suezmax tonnage in 2002. Across the Mediterranean
Seq, ratesincreased from WS 72 in January toWS86in
April andthen, downtoWS82in May. Ratesheld steady
at WS 65 in the routes from West Africa to North
America. The rate recovery was more pronounced for
Aframax tonnage. Intheroutesfromthe Mediterranean
Seato the East Coast of North America, ratesincreased
fromWS95in January toWS 112 in May. For thesame
months and destinations sailing from the Caribbean, the
rates went up from WS 113 to WS 127.

Small crude and product carriers

Thesevesselsalso suffered abad year. In the Caribbean,
dirty spot rates for vesselsin the 40,000-to-70,000-dwt
rangetrading to North America seastern coast went down
from WS 285 in January to WS 100 in December. For
vesselstrading within the M editerranean, rates decreased
fromWS 245in January to WS 120 in December. At the
beginning of theyear and for destinationsin the Caribbean
and on the eastern coast of North America, rates were
WS 309 from the Mediterranean and WS 296 from
northwestern Europe; by December, the rates had come
downto WS 107 and 104 respectively.

In al these routes mild recoveries were recorded by
May 2002. Ratesfrom the Caribbean to the East Coast
of North America went up to WS 162; within the
Mediterranean, rates reached WS 158, and for the other
two routesrateswere WS 165 and WS 154 respectively.

Handy-size dirty carriers

Handy-sizedirty carrierstrading in short-haul routesclose
to major producing and refining areas also had a bad
year. Rates for representative fixtures in the Black Sea
and the Mediterranean indicate a downward trend: in
March the 32,000 dwt Isola Verde, chartered by Total
Fina EIf, fetched WS 320, while Agip chartered the
30,000 dwt Venus at WS 180 in October. Elsewhere,
similar conditions prevailed, asis shown by fixturesfor
two 30,000 dwt vessels sailing from Kerteh Terminal
(Maaysia): in March, BPAmoco chartered Arbat for a
single voyage to Singapore for $250,000, while in
November Petco chartered Hellas Constellation for
$160,000 for a voyage to Thailand.

Rates for this category of tankers were steady in 2002.
In May, AGIP chartered the 30,000-dwt | sola Magenta
and Celtica for voyages from the Black Sea to the
Mediterranean Seaat WS 180.

All clean carriers

Theratesfor large clean tankersin the range 70,000-to-
80,000-dwt range trading from the Middle East Gulf to
Japan peaked at WS 387 in January 2001 after rising
continually during 2000. A downward trend established
itself during 2001: in July rates reached WS 208 and in
December WS 102. A similar trend was observed for
tankers with an average size of 55,000 dwt, for which
time-charter-equivalent earnings fell from $58,500 in
January to $13,200, a decrease of 77 per cent. Smaller
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tankersin therange 25,000-35,000 dwt trading out from
Singapore to Southeast Asian destinations fetched
WS 464 at the beginning of theyear but only WS 165 by
year's end —adrop of 64 per cent.

Clean trades from Caribbean refineries to destinations
on theeastern coast of North Americacame down during
theyear fromWS 333to WS 136 for tankersin therange
35,000-50,000 dwt and from WS 419 to WS 171 for
tankersin the range 25,000-35,000 dwt.

During 2002, there was a minor improvement in rates.
Large tankers trading from the Middle East to Japan
fetched WS 119 by May, while smaller tankers sailing
from Singapore reached WS 168 in the same month.
Tankersin therange 35,000-50,000 dwt sailing from the
Caribbean fetched rates of WS 160 by May while the
smaller onesin the 25,000-35,000 dwt category sailing
from the same origin reached WS 198.

The tanker period charter market

The recovery of activity started in November 2000 and
peaked in February 2001, when 3.7 million dwt, mostly
Aframax and VLCC tonnage, were chartered for two-
year periods. Estimated period ratesfor one-year charter
and prompt delivery for five-year-old 80,000-t0-95,000-
dwt and 280,000 dwt VL CC vessels were $25,500 and
$44,000 per day respectively. Thefollowing months saw
reduced activity, and in May activity matched thelow of
October of the previousyear, when only 0.8 million dwt
weretraded.

Therewasabrief recovery in June, when 2.7 million dwt,
mainly VLCC; were chartered, mostly for periodsup to
six months. However, the estimated period ratefor afive-
year-old 280,000 dwt vessel was $40,000 per day,
10 per cent lower than that estimated in February. By
August, when 2.2 million dwt were chartered, the
preferences were for ULCC, vessels over 320,000 dwt,
and also for six months, and this preference continuedin
the months of November and December when 2.4 million
dwt and 1.1 million dwt were traded respectively.
However, the estimated period ratesfor one-year charter
and prompt delivery were very depressed —in therange
of $27,500 per day for a 280,000 dwt vessel. This rate
was 50 per cent above the one for a 10-year old
60,000 dwt tanker.

During 2002 chartering activity increased substantially
from 1.0 million dwt in January to 4.0 million dwt in
May. There was a clear preference for VLCCs in the

range of 200,000-300,000 dwt, with chartering periods
of over two years being more than one third of charters
committed during May. Nevertheless, period rates for
one-year charter and prompt delivery continued to be
depressed. A five-year-old 280,000 dwt tanker fetched
only $23,000 per day in May 2002.

B. THE DRY BULK SHIPPING MARKET
1 Dry bulk trade

The main activity in this market was along the iron ore
routes from Australiato the Far East and from Brazil to
the Far East and Europe, over which mostly Cape-size
tonnage was deployed. The coal routesfromAustraliato
the Far East and from South Africato the Far East and
Europe attracted the same tonnage. Panamax tonnage
wasdeployed on severd routes, including thetransatlantic
coal and iron ore routes from the eastern coast of the
United States and Canadarespectively and in ore exports
from West Africato Europe. Panamax tonnage was al so
used on iron ore and coal routeswithin Asia, such those
originatingin India, Chinaand Indonesia, and thosewithin
Europe originating in Sweden.

Panamax tonnage, together with other smaller vessels
such as Handymax, was deployed along the grain routes
from North America Gulf and the eastern coast of South
America. Handy-si ze tonnage was employed for several
grain destinations, notably those having ports with
restricted drafts. Thistonnage was also used on bauxite,
auminaand rock phosphate routes.

2. Dry bulk freight rates

Freight ratesfor all sectorsand sizesof dry bulk carriers
finished theyear 2001 at level sbel ow those prevailing at
the beginning of theyear. The Baltic Dry Index decreased
by 12.5 per cent during the first half of the year and
accel erated its downward trend during the third quarter,
when it decreased by 28.6 per cent. After abrief recovery
in October, the index fell again to end the year 45 per
cent below itslevel at the beginning of the year.

Astable 32 shows, dry cargo tramp time charter decreased
steadily during the year to 68 — a 35.2 per cent decline
over theyear. Dry cargo tramp trip charter went over the
200 mark briefly during the second and third quarter and
thenfell back to 195 —till 1 per cent up from that of the
beginning of theyear. The averagetime charter index for
2001 was lower than that of the previousyear, whilethe
averagetrip charter index was steady. Ownersof tankers
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Table 32
Dry cargo freight indices, 199920022
(monthly figures)
Period Dry cargotramp time-charter® Dry cargotramp trip-charterc
(1995 = 100) (July 1965 to June 1966 = 100)
1999 2000 2001 2002 1999 2000 2001 2002
January 46 86 105 72 166 190 193 194
February 49 89 103 74 170 191 198 199
March 60 101 108 80 169 190 195 199
April 59 107 108 82 172 191 200 199
May 68 108 109 77 173 193 206 199
June 64 106 106 71 176 202 205 207
July 63 108 93 179 202 205 202
August 66 113 72 178 203 192
September 70 122 68 185 206 193
October 79 121 67 185 207 195
November 80 122 67 195 206 194
December 82 107 68 192 208 195
Annual
aver age 66 108 90 178 199 198

a All indices have been rounded to the nearest whole number

b Compiled by the German Ministry of Transport.

c Compiled and published by Lloyd’s Ship Manager.

and dry cargo vessdl sbenefited from reductionsin bunker
prices. The average posted prices for intermediate fuel
oil 180 at nine ports collected by Lloyd's Ship Manager
went down from $175 to $115.

Decreasesin freight rateswere more apparent for Cape-
sizetonnageto the extent that latein theyear alarge new
pool having 75-80 vessels, Capelnternational Inc., was
announced asthe result of an agreement between Bocimar
and Zodiac, but thedownward trend wasinexorable. The
establishment of another pool, Bergessen and General
Ore, with about 20 vessels, represented efforts by
shipownersto closeranksto survivein depressed markets.
Rates for Panamax tonnage weakened less than those
for Cape-size tonnage, with Handymax and Handy-size
tonnage behaving still better. Chartering activity was
concentrated in the Far East, with about one-third of
deliveriesbeing in that region and one-fifth in Europe.

Dry bulk time charters (trips)

Representativefixtures concluded for vessalsof different
sizesintypical routesillustrate the extent of the depressed

markets. At the beginning of 2001, Cape-size tonnage
was chartered for round trips via the transatlantic
and Singapore-Japan to Australia routes at daily
rates of about $19,300. In December the corresponding
rates were about $7,600 per day — a decrease of
61 per cent. Again, Panamax tonnage chartered
at the beginning of the year for round trips between
Northern Europe and the eastern coast of South America
and between the Far East and the eastern coast of
Australiafetched $10,900 and $12,850 aday respectively,
while in December, the rates were $5,530 and $6,020
a day respectively with the latter rebounding from a
low of $4,645 per day in November.) The picture
for smaller vessels (Handymax and Handy-size) was
similar. Over the Far East to Australiaroute, aHandymax
rate for a round trip went down from $8,750 per
day in January to $5,940 per day in December —a32.1 per
cent drop. For a round trip from the European
continent to West Africa, the rate for a Handy-size
vessel decreased from $6,350 per day in January to
$5,000 per day in November and then rose to $6,000 in
December.



IV - Trade and Freight Markets

55

Inthefollowing monthsall these rates showed recovery,
athough somewere modest. Ratesfor Capesizetonnage
intheroutesAustraliato Singapore and Japan, registered
a24.4 per cent increase to reach $9,455 per day in May
2002. Panamax vesselsin the trade Northern Europeto
East Coast of South Americaand Far East to East Coast
of Australia saw rates rising by 43.8 per cent and only
1.7 per cent to reach $7,950 and $6,125 per day
respectively. Ratesincreases for smaller tonnage were
lessimpressive with 5.3 per cent for Handymax vessels
trading between the Far East and Australiaand 10.0 per
cent for Handy tonnage engaged in the North-West
Europe-West Africatrade.

Dry bulk time charters (periods)

Estimates of rates for chartering vessels for a
12-month period and prompt delivery indicate that rate
decreaseswereless pronounced for Handymax tonnage.
Capesizevesselslessthan fiveyearsold and intherange
of 150,000-160,000 dwt were getting $18,000 per day
in January 2001 but only $10,000 per day in December,
a 41.7 per cent decrease. Rates for a five-year-old
Panamax started at $11,000 in January and decreased
by 36.4 per cent during the year, with the drop being
larger for 15-year-old vessels— 47.5 per cent. Rate
deterioration for 15-year-old Handy-size tonnage was
similar: from $6,750 in January, rates fell 42.2 per cent
by December. Less battered was the Handymax
tonnage: ratesfor afive-year-old vessel started the year
at $9,250 per day and dropped 32.4 per cent by
December.

Therebound camein 2002. Freight ratesfor five-year-
old Capesizevessdlsin therange of 150,000-160,000 dwt
increased by 27.5 per cent to $12,750 per day in
May 2002. Rate increases for Panamax vessels were
dightly higher at 28.6 per cent to $9,000 per day. Handy-
sized vessels also had a good recovery over the same
period (+21.8 per cent) to reach $4,750 per day. The
least impressive recovery was that of Handymax
vessels(approximately 16 per cent) to reach freight rates
of $7,250 per day.

Dry bulk trip charters

Over the year, Capesize tonnage suffered badly. Coal
freight ratesfrom Richards Bay (South Africa) to Western
Europe started the year at $9.20 per ton; by the end of
July rates had come down to $6.55 per ton; and worse
followed whenin November and December they bottomed
at $4.90 per ton, a decrease of 46.7 per cent from the

beginning of the year. A similar trend was found in the
iron ore sector. The freight rate from Brazil to China
went down from $11.25 per ton in January to $8.65 per
ton by July and $6.15 per ton by November, and
decreased further in December to $6.05— a drop of
46.2 per cent.

In the Panamax sector the trend was also downhill but
less pronounced. Grain freight ratesfrom the US Gulf to
Western Europe went down from $14.5 per tonto $13.90
in July and $9.60 by December, a decrease of 33.8 per
cent. Firmer rates were found in the Handy-size sector:
freight rates for scrap from the United States' western
coast to the Republic of Koreastarted the year at $26.80
per ton and decreased only 20.3 per cent by the end of
theyear.

All ratesrecovered in 2002. Thosefor Capesizevessels
carrying coal from Richards Bay to Northern Europe
increased by 17.3 per cent to reach $5.75 per tonin May
while those for carrying iron ore from Brazil to China
increased by 20.7 per cent to reach $7.30 per ton in the
same month. Panamax vessels transporting grain from
the US Gulf to Northern Europe saw an even higher
recovery of 29.2 per cent to $12.40 per ton. Less
impressive was the increase in rates for carrying scrap
from the US West Coast to the Republic of Korea
(15.3 per cent) to $26.40 per ton.

C. THE LINER SHIPPING MARKET
1 Developmentsin liner markets
General devel opments

Theimpact of containerization ontheliner tradeislarger
than that implied by the size and growth of the container
ship fleet as analysed in table 7 of chapter 2. Total
seaborne container carrying capacity during 2001 rose
by 0.63 million TEUsto 7.41 million TEUs—anincrease
of 9.2 per cent. Container shipsincreased their share of
this total from 68.9 to 71.4 per cent at the beginning of
2002, for atota of 5.3 million TEUs. Theshareof genera
cargo ships reached almost 20 per cent. Single-deck
vessels accounted for 0.81 million TEUs (about 11 per
cent) while multi-deck ships added 0.66 million TEUs
(about 8.9 per cent). During theyear, single-deck tonnage
increased 4 per cent while multi-deck tonnage actually
decreased 5.4 per cent.

Ro-ro cargo and ro-ro passenger ships accounted for
0.33 million TEUs and their share of total container
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carrying capacity increased by 1.3 per cent during the
year to 4.5 per cent. Bulk carrierswith container carrying
capacity added 0.21 million TEUs, with tonnage
decreasing by 1.9 per cent. The share of thiscategory of
vessal stood at 2.8 per cent. The balance of about 1.4 per
cent was TEU carrying capacity available in reefer,
tanker, specialized and passenger vessels.

Moreover, the accelerated growth of the fully
cellular container ship fleet mentioned in chapter 2
was accompanied by an expansion in the share of
larger vessels. During 2001, 180 shipbuilding contracts
were reported, of which 55.5 per cent were for vessels
with TEU capacity of more than 2,000 and, for the
first time, six vessels had capacity of more than
8,000 TEUs.

Astable 33 indicates, 241 container shipswere delivered
during 2001, while only 23 wereretired from operations
and broken up. More significantly, 27.4 per cent of the
ships added were above the 4,000 TEU size and
represented 57.7 per cent of thetotal TEU capacity added
(639,000 TEUS). Theaddition of larger vesselsisassured
for the future: 41 of the 180 vessels on order had asize
above 4,000 TEU, and these represented 52.3 per cent
of the total TEU capacity on order (213,000 TEUS).
Therefore, the number of vessels above the 4,000 TEU
sizeincreased from 264, or 10.3 per cent of the container
ship fleet, to 330, or 11.9 per cent of the container ship
fleet. The TEU capacity deployed in vessels above
4,000 TEU, currently 1,667,000 TEUs and equivalent
to 31.5 per cent of thetotal TEU capacity, will continue
toincrease.

Table 33

Growth of theworld cellular container fleet
(ships and thousand of TEU)

TEU Brokenupin 2001  Additionsin 2001 Fleet asof Ordersasof

1 January 2002 1 January 2002

Ships TEU Ships TEU Ships TEU Ships TEU

Unknown 23 29 - - 14 - 7 -
<999 - - 65 35 888 451 59 32
1,000-1,999 = = 49 69 852 1202 33 47
2,000-2,999 = = 45 111 451 1112 23 57
3,000-3,999 - - 16 55 247 853 17 59
4,0004,999 - - 9 40 174 767 17 75
> 5,000 = = 57 329 156 900 24 138
Total 2002 23 29 241 639 2782 5285 180 407
Total 2001 11 10 151 420 2564 4674 396 1266
Source:  Compiled by the UNCTAD secretariat on the basis of Containerisation International (2002), February, 19.

Seacarriersproviding servicesthat encompassthe major
routesarethemain usersof thelarge vesselsand gradually
redeploy their smaller shipson secondary or feeder routes.
Fleetsdominated by shipsof 4,000 TEUsor morerestrict
the ports of call of these carriers, leaving openings for
enterprising smaller operatorsto pioneer different routes
using smaller, often chartered tonnage to serve regional
ports bypassed by the big ships.

During 2001, the number of vesselsengaged inthe North-
South trades increased from 549 to 579. These trades
link Africa, Australia—New Zealand and Latin America
with themagjor east-west routesrunning along the northern

hemisphere. More significant is the fact that the size of
these vessel swasincreasing. The number of vesselswith
capacity of morethan 2,500 TEUsincreased from 50to
83 and the number of those in the range 1,500—
2,499 TEUsincreased from 320 to 344. Conversely, the
number of vessels in the range 1,000-1,499 TEUs
decreased from 179 to 152.

The complex operation and management of container
systems encompassing different types and sizes of ships
and their containers, seaand inland terminalsand inland
transport networks require considerable skill and
flexibility. The constant adaptation of transport activities
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to serve the large number of customers making use of
liner shipping services having different and changing
trading needsis transforming sea carriers and transport
operators into logistics operators better attuned to the
needs of thetrade. In April 2002, China Shipping set up
a logistics subsidiary, following a similar decision by
Cosco the previous January.

Concentration in liner shipping

The concentration process of recent yearshasresulted in
increased carrying capacity being deployed by thebiggest
liner operators. Astable 34 indicates, over the one-year
period ending 30 September 2001, the top 10 liner
operators increased their carrying capacity by 12.5 per

centto 3 million TEUs—amost 42.5 per cent of theworld
total container carrying capacity. Similarly, the share of
the top 20 liner operators increased by 12.1 per cent to
4.2 million TEUs — 60.1 per cent of the world total
container carrying capacity. A clear reflection of the
momentum being gained by industry consolidationisthe
permanence of the same operatorsin the list of the top
20. Among thetop 10 operators, only CMA-CGM group
moved up two places. Most of the shifting isfound among
operators positioned from 11 to 20™: three kept their
places(Yang Ming, CSAV and Hamburg Sud), four went
up (K Line by one place, OOCL and China Shipping by
two places each, and Hyundai by four places) and three
went down (MOL by two places, Hapag Lloyd by
three places and Zim by four places).

Table 34

L eading 20 container service operator s (asof end September 2001) on the basis of
number of shipsand total shipboard capacity (TEUSs)?

No. of TEU TEU
Ranking Operator Country/Territory shipsin  capacityin capacityin
2001 2001 2000°

1 Maersk Sea-Land Denmark 293 693 237 682 411

2 P& O Nedlloyd UK/Netherlands 147 380 009 301 686

3 Evergreen Group Taiwan Province of China 131 348 650 317 940

4 Hanjin/DSR-Senator  Republic of Korea/Germany 87 299 490 246 397

5 MSC Switzerland 150 296 064 229 074

6 NOL/APL Singapore 85 244 848 213790

7 COSCO China 130 228 060 210 289

8 CMA-CGM Group  France 72 176 278 141 652

9 NYK Japan 78 169 921 170 907

10 CP Ships Group Canada 81 160 206 148 745

Total 1-10 1254 2996763 2662891

1 K Line Japan 63 151 945 124 655

12 OOCL Hong Kong (China) 49 144 450 120 096

13 MOL Japan 56 144 014 137 379

14 Hyundai Republic of Korea 74 140 979 109 303

15 China Shipping China 71 128 387 103 876

16 YangMing Taiwan Province of China 44 125 207 103 358

17 Zim Israel 56 117 293 135199

18 Hapag LIoyd Germany 30 114 827 108 156

19 CSAV Chile 47 91 803 105 035

20 Hamburg-Sid Germany 45 90 757 76 614

Total 1-20 1789 4246425 3786562

World fleet - 7 057915 6 411947
Source:  Compiled by the UNCTAD secretariat on the basis of data from Containerisation International (2001), November,

65, and Ingtitute for Shipping Economics and Logistics (2001), Shipping Satistics and Market Review, November/December.

a All subsidiaries are consolidated.
b As of September 2000.
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2. Freight level of containerized liner services
Chartering of container ships

Global liner shipping market developments are best
reflected in the movements of the container ship charter
market. This market is largely dominated by German
owners, particularly by members of the Hamburg
Shipbrokers' Association (VHSS), which control some
75 per cent of al container ship charter tonnage available
in the free market. Since 1998 the association* has
published the* Hamburg Index”, which providesamarket
analysis of container ship time charter rates. Rates on
14-ton slot (TEU) per day were published monthly for
three gearless and six geared size groups and compared
to average rates obtained in 1997. The year 1997 was
chosen asthereference year becauseit wasthelast year
when aremunerativeratelevel could be achieved. Since
July 2002, rates are published for two types of gearless
vessels up to 500 TEU capacity, two types of gearless/
geared vessels over 2,000 TEU capacity and six types
of geared vessels up to 1,999 TEU capacity. The
development of time charter ratesisreflected intable 35.

In 2001 the average time charter rates for al types of
container ship having capacity of 500 TEUsor lesswere

glightly higher than the corresponding averages for
2000. The reverse was true for all groups of larger
vessels, which recorded yearly averagesfor 2001 bel ow
the levels of the year before. The steepest
declines were for larger vessels: the average rate
for gearless vessels over 2,000 TEUs went down
25.1 per cent to $7.97 per 14-ton slot day, while
that for the largest geared vessels declined
22.9 per cent. Interestingly, rates for geared container
ships in the range 1,600-1,999 TEUs are similar to
those applied to gearless ships with capacity of over
2,000 TEUs.

Time charter rates for container ships larger than
2,000 TEUs were compressed downwards by the
attractive newbuilding prices quoted by shipyards in
recent years and the significant capacity still on order,
about 400,000 TEUSs per year over the next two years.
Reported representativefixturesfor March 2002 indicate
that two 2,950 TEU gearlessvesselsengaged for trading
over the trans-Pacific and over the Southeast Asia—
Australia—=New Zealand route for 12 months fetched
$4.06 and $3.56 per 14-ton slot day. Depressed freight
rates even caused a41 per cent drop in traffic along the
Trans-Siberian land bridge as the cost of the maritime
routefell.

Table 35

Container ship timecharter rates
($ per 14-ton dot/day)

Ship type Year ly aver ages Monthly aver agesfor 2002
1997 2000 2001 January February March April
Gearless
200-299 TEU 21.80 15.71 16.04 15.26 15.68 15.73 15.83
300-500 TEU 16.79 14.52 14.72 13.78 14.28 15.28 14.81
2,000-2,299 TEU? 9.31 10.65 7.97 3.37 3.45 4.55 4.55
Geared
200-299 TEU 22.00 17.77 17.81 16.26 16.32 16.97 17.04
300-500TEU 17.24 14.60 14.90 12.31 13.26 13.47 13.05
600-799 TEUP 13.87 12.21 11.30 8.13 8.70 8.47 8.88
600-799 TEU® 14.08 11.90 11.04 8.15 8.04 8.09 8.83
1,000-1,299 TEU 12.47 11.87 8.78 511 552 5.65 6.07
1,600-1,999 TEU 10.50 10.35 7.97 4.29 4.29 4.27 4.99
2 This category was created in 2002. Data for the period January to June 2002 correspond to cellular vesselsin the

size range 2,300-3,900 TEU sailing at 22 knots minimum. Since July 2002 cellular vessels size range 2,300-3,400

TEU sailing at 22.5 knots minimum.

b Until June 2002, minimum speed 16-18 knot range; and from July 2002, onwards minimum speed 17-17.9 knots.
c Until June 2002, vessels size range 600-799 TEU over 18 knots; and from July 2002 onwards, vessel size range

700-999 TEU - minimum speed 18 knots.
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During thefirst half of 2002, the upward trend for time
charter rates was clearly established for all groups of
vessels with the exception of gearless shipsin the 300-
to-500-TEU range.

Freight ratesin main routes

By the end of 2001 freight rateson the main containerized
routes — trans-Pacific, transatlantic and Asia—Europe —
were all below levels prevailing at the end of 2000 (see
table 36). Amidthegeneral collapse of rates, those across
the Atlantic fared better than Pacific and Asia—Europe
ones. Rateson the westbound transatlantic leg connecting
Europe with North America fell by 2.1 per cent, while
rates on the eastbound leg decreased by 8.9 per cent. On
trans-Pacific routes the freight rates prevailing in the
eastbound and westbound directions decreased by
16.8 per cent. TheAsia—Europeroute suffered most, with
ratesdecreasing by 17.1 per cent westward and 28.7 per
cent eastward.

Onthetransatlantic route, freight ratesfor the eastbound
leg decreased by about 5 per cent during thefirst quarter
and again during the third quarter; modest gains were
madein the second and especially thefourth quarter. As
aresult, freight rates started at $938 and ended the year
at $899 per TEU. Opposite rate movements were
registered on the westbound leg, where gains of 2.8 and
1.4 per cent wererecorded in thefirst and third quarters
while rates slid by 4.2 and 2 per cent during the second
and fourth quarters. Therefore, rates for the westbound
leg came down to $1,236 per TEU during the second
quarter, rebounded to $1,253 per TEU in the following
quarter and receded to $1,228 per TEU by the end of the
year. Therelatively good performance on thisroute was
helped by the carriers' decision to impose eguipment
repositioning surcharges and the deployment of larger
newbuildingsin other routes because of theinsufficient
draftin portsalong the eastern coast of the United States.

A clear downward trend prevailed in the trans-Pacific
trade. In the more dominant eastbound direction, thetrend
had started during the fourth quarter of 2000 when rates
decreased by 5.3 per cent and prevailed until
September 2001, with ratesfalling 3, 5.8 and 8 per cent
inthe following quarters. This situation was caused by
the deployment of larger container ships that added
tonnage at a time of slack demand resulting from the
dowdowninthe United Stateseconomy. The modest 1 per
cent fall in freight rates during the fourth quarter of 2001
reflectscarriers decision toimplement reduction capacity
programmes to align demand and supply. Rates started

the year at $1,874 per TEU and ended at $1,608, a
significant 14.2 per cent decrease. Westbound rates
actually rose by a modest 1.1 per cent during the first
quarter of 2001 to $877 per TEU. Then the downward
trend imposed itself and accelerated towards the end of
the year — the 1 per cent decline of the second quarter
wasfollowed by a7.8 per cent decreasein thefollowing
quarter and afurther 10 per cent decline that | eft freight
ratesat only $721 per TEU at theend of 2001. Apparently
the measures undertaken by carrierswere not enough to
aign supply and demand in the westward direction.

Duringthefirst haf of 2001, freight ratesfor the eastward
and westward legs of the Asia—Europe route moved in
oppositedirections. The 3.6 per cent gainin freight rates
for the eastward leg was almost mirrored by the 3.2 per
cent drop for the westbound leg during the first quarter.
The following quarter saw wider and opposite
fluctuations: the 7.9 per cent drop for the eastbound leg
coincided with a6.2 per cent gain for thewestbound leg.
Nevertheless, by mid-year freight rateswerelower than
thosefor the end of 2000. Worsewasto follow, and rates
for the eastbound and westbound legsfell simultaneously
by 9.5 and 11.7 per cent in the following quarter and a
further 11 and 4 per cent during the fourth quarter.
Carriersimplemented capacity withdrawal programmes
to align supply and demand and announced freight
increasesfor 2002. Also, carrierswithin the Far Eastern
Freight Conferencedecided to introduceterminal handling
charges for calls in Chinese ports and to redefine the
origin and receiving charge applied in some parts of
southern Chinaas terminal handling charges beginning
in early 2002.

Astable 36 indicates, with the exception of thewestward
trans-Pacific route, which registered increases of 4.2 per
cent, the downward trend for freight rates in the three
main contai nerized routes continued unabated during the
first quarter of 2002. Thetrend continuedinthefollowing
month in spite of significant increasesin cargo volumes.
Carriersstarted to announce freight increasesin July for
those shipments not covered by service contractsin an
attempt to boost revenues. According to the Shanghai

Shipping Exchange, thefreight rateindex for servicesto
Europeincreased by 7.8 per cent to 1,103 in July while
theindex for servicesto theWest Coast of North America
went up by 5.1 per cent to 1,034.

During 2001, the downward pressure on freight rates
felt by shipowners was compounded by increases in
marineinsuranceand led to surchargesthat were promptly
opposed by shippers (see box 2).
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Table 36

Freight rates (market aver ages) on thethreemajor liner traderoutes 2000-20012
(USdollars per TEU)

Trans—Pacific Europe-Asia Transatlantic
Asia—USA USA-Asia  Europe- Asia— USA- Europe-
Asia Europe Europe USA
2000
First quarter 2125 751 664 1594 939 1148
Change (%) -3.0 2.0 -14.0 -1.0 -9.0 2.0
Second quarter 1953 852 710 1597 958 1148
Change (%) -8.0 13.0 7.0 0.0 2.0 4.0
Third quarter 2041 939 793 1673 1022 1264
Change (%) 5.0 10.0 12.0 5.0 7.0 6.0
Fourth quarter 1932 867 797 1618 987 1255
Change (%) -5.3 -7.7 0.5 -3.3 -3.4 -0.1
2001
First quarter 1874 877 826 1 566 938 1290
Change (%) -3.0 11 3.6 -3.2 -5.0 2.8
Second quarter 1765 869 760 1468 943 1236
Change (%) -5.8 -1.0 -7.9 6.2 0.5 -4.2
Third quarter 1624 801 688 1296 890 1253
Change (%) -8.0 -7.8 -95 -11.7 -5.6 14
Fourth quarter 1608 721 660 1153 899 1228
Change (%) -1.0 -10.0 -4.0 -11.0 1.0 -2.0
2002
First quarter 1540 751 601 1073 866 1180
Change (%) -4.2 4.2 -8.9 -6.9 -3.7 -3.9
a Information from six of the trades’ major liner companies. All rates are all-in, including the inland intermodal

portion, if relevant. All rates are average rates of all commodities carried by major carriers. Rates to and from the
United Statesrefer to the average for all three coasts. Rates to and from Europe refer to the average for Northern and
Mediterranean Europe. Rates to and from Asia refer to the whole of Southeast Asia, East Asia and
Japan/Republic of Korea.
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Box 2

After the Tamil Tiger attack on the Colombo airport on 24 July 2001, marine underwriters imposed additional
hull and machinery premiums for vessels calling at Colombo, hurting trans-shipment activity and Sri Lanka
exporters. As a result of this, container carriers applied surcharges of $350 per TEU on import and export
cargoes and of $150 on transhipment cargoes. After representations made by Sri Lankan shippersto commercial
underwriters and shipowners, those surcharges were considerably reduced over a period of about two months.

The terrorist attacks of 11 September 2001 in the United States, along with the subsequent military action in
Afghanistan, severely affected global marine insurance markets. By early October it was clear to shipowners
that hull and machinery premiums were going up not only in South Asia, where most of the military activity
concentrated, but also in awide geographical area extending to Algeriain the Mediterranean Sea. Additional
premiums of up to 0.4 per cent of the hull and machinery valuefor aseven-day period were quoted by commercial
marine underwritersfor vessel s going to Pakistan, with premiums of 0.25 per cent imposed to those heading to
Iran and 0.175 per cent for destinationsin the United Arab Emirates and Saudi Arabia. Theratefor Irag continued
to be the highest one at 0.5 per cent, with the rate for vessels crossing the Suez Canal quoted at 0.1 per cent.
Four State-owned Indian insurersfollowed the trend and quoted additional premiums of 0.5 per cent of hull and
machinery value.

Conferences, consortiaand agreements started to charge emergency war surchargesto shippers. These surcharges
were in the range of $125 to $250 per TEU, with $10 per TEU being charged for transiting through the Suez
Canal. Lesser surcharges of $50 per TEU were applied to Damiettaand Port Said (Egypt) and $60 per TEU to
Jeddah (Saudi Arabia). Shippers and associations opposed the surcharges and questioned the method used to
calculate them, with the European Shippers Council expressing disappointment regarding war risk premium
increases.

Negotiationsinvolved underwriters, shipownersand shippers. By the end of the year and during thefirst quarter
of 2002, many of the premiumsand surcharges were coming down. For instance, additional hull and machinery
premiums for vessels going to Pakistan stood at 0.25 per cent, while the India Pakistan Bangladesh Ceylon
Conference reduced the surcharge for cargoes going to the same country from $120 in mid-January to $82 by
mid-February.

Asfor the other main insurance supported by shipowners, several protection and indemnity clubs announced a
steep risein premiums, between 25 and 30 per cent, starting in February 2002. Two reasons given by the clubs
were their inability to offset losses with financia revenues as a result of the weakened state of the financial
markets and the increase in reinsurance after the terrorist attacks of 11 September. However, other structural
trends seem also to be at work, such as the increased reluctance of cargo owners and their insurers to accept
shortfalls of cargo at delivery and the increased value of each claim, athough the frequency has diminished.

Moreover, by the end of January 2002, the United States Maritime Administration decided to accept requestsfor
war risk insurance for U.S. and foreign vesselstrading in the Middle East Gulf, the Arabian and Red Seas and
Israel and L ebanon in cases where commercial insurance was not available on reasonable terms.

Source: Containerisation International (2001), November: 77; Containerisation International (2002), January:
18; Fairplay (2002), 17 January: 23, 33; Fairplay (2002), 24 January: 12; www.shipowner sclub.convlibrary/
circulars/pages/war_risks_cancellations.htm; www.blazer.lanka.net/upali/island/2001/08/21/news12.html.
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3. Supply and demand with respect to main
liner services

During 2001 there were clear indicationsthat supply and
demand weregtarting to diverge. Theincreasesintonnage,
the addition of servicestringsby several carriersand the
weakening of economic activity in North Americacould
not overcome the optimism created by the accession of
China to the WTO. By year's end it was clear that
oversupply was aproblem to contend with.

The estimates of cargo flows on the three major
containerized routes for the first nine months of 2001
show only modest increases. In fact, these aggregates
mask somefast-growing intraregional trade such asthat
between Chinaand Japan, which grew 18 per cent during
the same period.

In trans-Pacific trade, the year 2001 witnessed reduced
carrier expectations for increases in cargo flows from

10 per cent at the beginning of the year to about
4 per cent by the third quarter. Actual cargo flows
were much less. As table 37 indicates, the 3 per
cent increase in the eastbound direction was balanced
by zero growth in the opposite direction. Other
indicators point to the same lacklustre result. Estimates
of net dot utilization in the eastbound direction went
down from 83.7 per cent in 1999 to 79.9 per cent in
2000 and 78.4 in the first half of 2001. A similar
trend was apparent westbound: net slot utilization went
from 57.8 per cent in 1999 to 53.1 in 2000 and 51.6 per
cent by mid-2001. Anecdotal evidence from K Line
supports this view: according to this information,
eastbound glot utilization fell 1 per cent to 92 per cent
during the second and third quarters of 2001, while
westbound slot utilization decreased 7 per cent to 62 per
cent. Deteriorating slot utilization was expected to
continue in 2002. Excess supply across the Pacific led
toreductionsin capacity by major operatorsasindicated
intable 38.

Table 37

Estimated cargo flowsin major traderoutes
(millions of TEU)

Year Trans—Pacific Asia—Europe Transatlantic
Asia—USA USA-Asia Asia— Europe- USA-Europe Europe-USA
Europe Asa
2000 5.59 3.25 4.53 3.59 2.19 2.94
2001 5.76 3.25 4.61 3.63 2.20 3.02
% change 3.0 0.0 1.7 1.1 0.4 2.7

Source: Compiled by the UNCTAD secretariat based on data from Containerisation International, various issues.

Table 38
Capacity sharefor trans-Pacifictrade
(percentages)
Operator mid-2001 mid-2000
New WorldAlliance 174 19.9
GrandAlliance 15.3 144
Cosco/K LinelYanming 14.2 14.7
United Alliance (Hanjin, Senator Lines, Cho Yang) 12.4 125
Maersk Sealand 115 115
Hanjin/Yangming (U.S. east coast all-water service) 2.0 2.3
Total 72.9 75.3

Source: Compiled by the UNCTAD secretariat.
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On the transatlantic route, the dominant westward leg
grew by 2.7 per cent while the eastward leg grew only
marginally by 0.4 per cent. Nevertheless, anecdotal
evidencefor the fourth quarter of the year indicates that
tradefor thewholeyear was static if not worse: CP Ships
reported a7 per cent drop involume, while ACL believed
that volume slumped by 10 to 15 per cent and called for
capacity reduction. As slot capacity is believed to have
increased by 2.8 per cent in 2000 and by 5.3 per cent
during 2001, excess supply has developed. For 2002
another 2 per cent growth in slot capacity is expected.

On the Asia—Europe trade routes, the modest increases
in both directionsindicated in table 37 need to be taken
together with statements from the Far Eastern Freight
Conference (FEFC), whichisresponsiblefor about 65 per
cent of volume moving on these routes. Optimistic
projections of 7 to 8 per cent growth in volume proved
unrealistic, and by the end of 2001 FEFC expected
westbound volume to growth by 0.25 per cent and
eastbound volume to decrease by the same percentage.
In North-South trade, the situation was similar.

4. Liner freight index

Table 39 shows movements in liner freight rates for
cargoes loaded or discharged by liners at ports in the
Antwerp/Hamburg rangefor the period 1999-2001. The
overal index for 2001 went down by 3 points from the
2000 level to 114 points (1995 = 100), reflecting weak
growth in both homebound and outbound trade. In
homebound trade, the averagelevel decreased by 9 points
to 106 points in 2001. The decline was evident
during the last four months of the year, when the index
went below the 100 mark. This downward trend
occurred despite repeated calls for implementing
rate restoration programmes. The outbound
index was steady at 121 points—only one point up from
the average level of the previous year, and easing

only from September onwards. All three indices
went down during the first semester of 2002.

5. Liner freight ratesas percentage of prices
for selected commodities

Table40 providesdataon thefreight ratesof liner services
asapercentage of market pricesfor selected commodities
and trade routes on certain years between 1970 and 2001.
For rubber sheet, the average f.o0.b price decreased less
than the freight rates and BAF surcharges and resulted
in a decreased freight ratio of 13.9 per cent for 2001.
Thef.o.b pricefor jute rose 18.3 per cent, while freight
ratesfell 50.3 per cent. Thisexplainsthe drop in freight
ratioto 15.5 per cent for 2001. Thefreight ratio for cocoa
beans shipped from Ghanadecreased dightly from 4.8 per
centto4.1 per centin 2001, mainly because of a22.7 per
centincreasein prices. 2001 wasthe second year inwhich
no cocoabeanswere shipped from Brazil. Thec.i.f. price
of coconut oil, lowest among the commoditieslisted in
table 40, decreased in 2001 by around 30 per cent, while
the freight rate decreased substantially to 57.7 per cent,
resultinginafreight ratio of 15.5 per cent for 2001, much
less than the 25.9 per cent reached the previous year.
The ratio of liner freight rate to f.o.b. price for tea
decreased from 5.9t0 5.3 per cent asaresult of a27.5 per
cent decreasein freight ratesand a 20 per cent reduction
in price during 2001. The pricefor coffee shipped from
Brazil to Europe decreased dramatically in one year by
36.7 per cent, whilethefreight rate decreased moderately
by 1.4 per cent. Theresult was an increase of thefreight
ratio from 4.4 to 6.9 per cent in 2001. Coffee exports
from Colombiato Europe suffered a substantial drop in
prices, about 30 per cent during 2001, while
freight rates rose by 25 per cent. These changes
resulted in substantial increases of the freight
ratio to 5.9 per cent for coffee shipped from
Atlantic ports and 6.2 per cent for shipments from
Pacific ones.
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Table 39

Liner freight indices, 1999-2002
(monthly figures: 1995 = 100)

Month Overall index Homebound index Outbound index
1999 2000 2001 2002 1999 2000 2001 2002 1999 2000 2001 2002
January 77 104 119 93 86 106 113 81 69 101 125 104
February 79 103 121 93 88 102 115 81 70 104 126 103
March 80 105 121 95 90 104 116 80 71 105 127 109
April 83 113 122 95 91 110 118 82 74 116 126 108
May 83 119 121 94 92 114 116 82 74 125 126 106
June 84 116 119 94 94 110 112 81 76 121 125 106
July 86 115 117 94 111 111 78 118 123
August 87 122 112 98 122 107 77 122 117
September 90 127 105 99 125 97 82 128 113
October 92 130 103 99 128 91 86 133 115
November 96 130 104 102 126 92 89 133 116
December 98 125 102 105 122 89 92 129 114
Annual average 86 117 114 95 115 106 78 120 121

Source: Compiled by the UNCTAD secretariat on the basis of the Liner Index of the German Ministry of Transport. Monthly
weighted assessments of freight rates on cargoes |oaded or discharged by liners of all flags at ports of the Antwerp/Hamburg
range.

Table 40

Ratio of liner freight ratesto pricesof selected commodities

Commaodity Route Freight rate as per centage of price?
1970 1975 1980 1985 1990 2000 2001

Rubber Singapore/Ma aysia—Europe 105 185 8.9 na 155 15 139
Jute Bangladesh—Europe 121 195 198 64 21.2 37 155
Cocoabeans Ghana—Europe 24 34 2.7 19 6.7 48 4.1
Cocoabeans Brazil-Europe 7.4 8.2 8.6 6.9 110 na na
Coconut oil Sri Lanka—Europe 8.9 91 126 126 n.a 259 155
Tea Sri Lanka—Europe 95 104 9.9 6.9 100 59 53
Coffee Brazil-Europe 5.2 9.7 6.0 50 100 4.4 6.9
Coffee Columbia(Atlantic)—Europe 4.2 4.7 33 6.7 6.8 33 59
Coffee Columbia (Pacific)—Europe 45 6.3 4.4 6.1 7.4 35 6.2

Source: Compiled by the UNCTAD secretariat on the basis of data supplied by the Royal Netherlands Shipowners
Association (data for 1970-1989) and conferences engaged in the respective trades (data for 1990-2001).

a C.i.f (cost, insurance and freight) prices are quoted for coffee (Brazil-Europe and Colombia-Europe) and coconut
oil. For cocoa beans (Ghana-Europe and Brazil-Europe) the average daily price in London is quoted. For tea, the
Kenya auction prices are quoted. The prices of the remaining commaodities are quoted in f.0.b terms. The freight
rates include, where applicable, bunker surcharges and currency adjustment factors, and a tank cleaning surcharge
(for coconut ail only). Conversion of rates to other currencies is based on parities given in the Monthly Commodity
Price Bulletin, published by UNCTAD. Annual freight rates were calculated by taking a weighted average of
various freight quotes during the year, weighted by their period of duration. For the period 1990-2001, the prices of
the commodities were taken from the January 2002 issue of the Monthly Commodity Price Bulletin.
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D. ESTIMATESOF TOTAL FREIGHT
COSTSIN WORLD TRADE

1. Trendsin global import valueand freight
costs

International trade involves various services such as
sourcing, production, marketing, transaction and
transport and therelated flow of information thereof. For
the transport sector, table 41 provides estimates of total
freight paymentsfor imports and the percentage of total
import value by country groups. In 2000 the world total
value of import (c.i.f) increased by 13 per cent, while
total freight paid for transport services increased by an
impressive 27.1 per cent, reflecting the high level of
freight rates that prevailed during the year (see also
figure 8) The share of global freight paymentsinimport
valueincreased to 6.2 per cent from 5.5 per centin 1999.
In 1980 the share of freight costs in import value stood
at 6.6 per cent, nearly 30 per cent higher thanthe average
ratio in the 1990s. The regional comparison indicates
that the share of freight costsin theimports of developed
market-economy countries continuesto belower than that
for devel oping countries, with the difference between the
two groupsfluctuating slightly. For 2000 the total value
of imports by developed market-economy countries
increased by 10.7 per cent while total freight costs
increased by 27.4 per cent; thus freight cost as a
percentage of import value stood at 5.2 per cent (4.5 per
cent in 1999) as compared to 8.8 per cent (8.4 per cent
in 1999) for developing countries. This difference is
mainly attributable to global trade structures, regional
infrastructure facilities, logistics systems, and the more
influential distribution strategies of shippersin devel oped
market-economy countries.

2. Regional trends

Thetotal freight costs of devel oping countriesincreased
from 8.4 per cent in 1999 to 8.8 per cent in 2000. Within
thisgroup, freight costsfor African devel oping countries
rose slowly but steadily from 12.1 per cent in 1999 to
13 per cent in 2000. Thistrend mainly reflectsinsufficient
infrastructure facilities and inadequate management
practices, specifically for transit transport, aswell asthe
low productivity of inland transport and terminal
equipment.

The subregional breakdown showsthat the freight costs
of West Africa increased dlightly from 1999 to almost
14 per cent in 2000, while those of East and Southern
Africa, including the Indian Ocean region, roseto 15.2 per

cent from 14.1 per centin 1999. Theratio of North Africa
roseto 11.6 per cent, reflecting arelatively more efficient
transport system compared to those of other African
subregions. Imports to African landlocked countries
continued to suffer from high freight costs, between 16.2
and 27.6 per cent in 2000, which primarily reflect
inefficient transport organization and facilities, poor
utilization of assets and weak managerial, procedural,
regulatory and institutional systems, apart from overall
inadequate infrastructure conditions.

Developing countriesin Asia accounted for 68 per cent
of import value and 65.5 per cent of freight payments
among all developing countriesin 2000 as compared to
61.3 and 58.2 per cent respectively for 1999. Thefreight
factor of thisregion fluctuated above 8 per cent between
1990 and 2000, from 8.21in 1990 t0 8.5 per cent in 2000.
Thefreight factor in the Middle East remainded constant
at 9.7 per cent in 2000 (9.67 per cent in 1999). The
remainder of Asia saw its ratio increase from 7.9 per
cent in 1999 to 8.3 per cent in 2000.

For developing countries in America, the freight cost
ratio increased to 8.6 per centin 2000 from 7.7 per centin
1999.

Within thisregion, Central Americaand Mexico had the
lowest freight factor — 7.8 per cent —in 2000. This low
freight ratioislargely attributable to Mexico, the biggest
trading nation in the region, which had afreight factor of
7.3 per cent in 2000. Mexico accounted for 87 per cent
of thetotal c.i.f. value of importsof the subregion (48 per
cent of American developing countries). The countries
of South America swestern seaboard paid relatively high
freight costs of 9.2 per cent in 2000 as compared to
10.2 per cent in 1999. The countries of SouthAmerica's
eastern seaboard registered a rate of 8.5 per cent.
Developing countries in the Caribbean recorded high
freight costs with a ratio of 11.9 per cent in 2000,
compared to 10.5 per cent in 1999. Among landlocked
countries in the Americas, Paraguay continued to pay
high freight rates of 11.3 per cent while Bolivia's rate
was 12.8 per cent.

Freight ratesfor devel oping countriesin Europe decreased
dlightly in 2000 to 8.9 per cent, down from 9.2 per cent
in 1999. Small idand developing countries in Oceania
also had reduced freight rates of 11.9 per cent, lessthan
the previousyear's 12.1 per cent. For island devel oping
countries, long distances from major trading partners,
low cargo volumes and high trans-shipment and feeder
costs contribute to high freight costs.
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Table 41

Estimatesof total freight costsfor importsin world trade? by country groups
(millions of dollars)

Year  Country group Estimate of Value of Freight costs
total freight imports as % of
costsof imports (c.i.f) import value
1980 Worldtotal 123 264 1 856 834 6.64
Developed market-economy countries 78 286 1425979 5.49
Developing countries-total 44 978 430 855 10.44
of which:
Africa 10432 77 757 13.42
America 10929 123 495 8.85
Asia 21979 211 089 1041
Europe 1320 16 037 8.23
Oceania 318 2477 12.84
1990 Worldtotal 173102 3314 298 5.22
Developed market-economy countries 117 004 2 661 650 4.40
Developing countries—total 56 098 652 648 8.60
of which:
Africa 9048 81 890 11.05
America 9 626 117 769 8.17
Asia 35054 427 926 8.19
Europe 1909 21 303 8.96
Oceania 461 3760 12.26
1999  World total 302 160 5472 985 5.52
Developed market-economy countries 183 482 4052534 453
Developing countries—total 118 677 1415 200 8.39
of which:
Africa 12 354 102 254 12.08
America 26 658 348 200 7.66
Asia 76 925 941 910 8.17
Europe 2103 22 836 9.21
Oceania 638 5251 12.14
2000 Worldtotal 384 013 6 187 292 6.21
Developed market-economy countries 233784 4 4386 628 5.21
Developing countries—total 150 229 1700 664 8.83
of which:
Africa 14 447 111 360 12.97
America 34 624 403 428 8.58
Asa 98 364 1156 291 851
Europe 2182 24 454 8.92
Oceania 612 5130 11.94
Source: UNCTAD secretariat estimates based on data supplied by the International Monetary Fund.
a The estimate for the world total is not complete, since data for countries that are not members of the IMF, for the

countries of Central and Eastern Europe and republics of the former Soviet Union, and for socialist countries in
Asia are not included because of lack of information or for other reasons.
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Estimatesof total freight costsfor importsin world trade, by country groupsand for selected years
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Chapter 5

PORT DEVELOPMENT

This chapter covers container port throughput for developing countries, improving port performance,
institutional changes in ports and security measures in ports.

A. CONTAINER PORT TRAFFIC

Table 42 gives the latest available figures on reported
world container port traffic in devel oping countries and
territories for the period 1998-2000. The world growth
ratefor container port throughput (number of movements
measured in TEUS) increased by 15.4 per cent in 2000.
This was more than double the growth of the previous
year, which was 7.3 per cent, and reflects the booming
trading conditions that prevailed in 2000. Throughput
for 2000 reached 225.3 million TEUs, an increase of
30 million TEUsfromthe 19991eve of 195.3 millionTEUs.

Therateof growth for devel oping countriesand territories
was 14.5 per cent with a throughput of 94.1 million
TEUSs, which correspondsto 41.8 per cent of world total
throughput. The growth rate was better than that of
1999 — 10.9 per cent — when developing countries
throughput was 82.1 million tons. Places with double-
digit growth in 2000 and 1999 were Argentina,
Bangladesh, Brazil, Colombia, Egypt, Hong Kong
(Chind), India, Indonesia, Malaysia, Mexico, Morocco,
Oman, Panama, the Philippines, Senegal, Trinidad and
Tobago and Yemen. The recorded growth rate of
developing countries varies from year to year, owing
sometimesto strong fluctuationsin trade and sometimes
to improved reporting of data or lack of data for some
years.

Preliminary figuresfor 2001 are availablefor theleading
20 world ports handling containers, and the results are
indicated in table 43. The list included 10 ports in
devel oping countriesand territoriesand socialist countries
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inAs a, withtheremaining 10 located in market-economy
countries. Of the latter, six ports were in Europe, three
inthe United Statesand onein Japan. Hong Kong (China)
maintained its leadership even though it reported adrop
of 1.1 per cent in growth rate. There were three
newcomers on the list, all of them from Asia: Shezhen
and Quingdao from China and Manila from the
Philippines. Asaresult, nine portslost their positionsin
thelist whiletwo moved up one place, Shanghai to place
5 and Bremerhaven to place 15. The top four places on
thelist remai ned unchanged. Only three ports, Shanghai,
Hamburg and Port Klang, reported double-digit growth
rates in 2001 and 2000. The top 20 ports for 2001
recorded atotal of 107.4 million TEUsin theyear 2000,
equivalent to 47.7 per cent of the world throughput.

B. IMPROVING PORT PERFORMANCE
During 2001 average stevedoring productivity for
container handling in five major Australian ports
(Adelaide, Brishane, Fremantle, Melbourne and Sydney)
increased. Container movements per crane per hour
increased by 11.9 per cent to 26.3 containers, while
average productivity per vessel increased 11.4 per cent
to reach 40.9 containers per ship per hour. Nevertheless,
thetotal throughput of these portsincreased by lessthan
1 per cent to 3.9 million TEUs.

Two yearsof impressiveincreasesin container throughput
wererecorded in the Jawaharlal Nehru Port Trust (INPT),
whichin 2001 celebrated its 12th anniversary. In March
2001, INPT wasthefirgt port in Indiato passthe 1 million
TEUsmark, reaching 1.19 million TEUs, an increase of
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Table 42

Container port traffic of 48 developing countries and territories in 2000, 1999 and 1998

(in TEUS)
Country or territory TEUs 2000 TEUs 1999 TEUs 1998 % change % change
2000/1999  1999/1998
Hong Kong, China 18 100 000 16 210 762 14 582 000 11.7 11.2
Singapore 17 096 036 15944 793 15135557 7.2 53
Republicof Korea 8 530 451 7 014 245 6 460 461 21.6 8.6
United Arab Emirates 5 055 026 4930 299 4531 625 25 8.8
Malaysia 4612 615 3941777 3026 447 17.0 30.2
Indonesia 3863 569 2 660 439 2203 274 45.2 20.7
Philippines 3604 713 2813099 2442 158 28.1 15.2
Thailand 3268 541 2892 216 2 638 906 13.0 9.6
Panama 2369 715 1649512 1425788 43.7 15.7
Brazil 2341 227 2022 842 1743 639 15.7 16.0
India 2313637 1954 025 1 745 669 184 11.9
SriLanka 1732855 1704 389 1714077 17 -0.6
Egypt 1783 956 1520 523 1131795 17.3 34.3
Saudi Arabia 1502 893 1448 338 1 366 746 3.8 6.0
Mexico 1311 137 1083 887 945 087 21.0 14.7
Oman 1161 549 773 806 139 090 50.1 456.3
Argentina 1141113 1021973 806 674 11.7 26.7
Malta 1082 235 1091 364 1118741 -0.8 -24
Chile 1065 413 743 364 758 992 43.3 2.1
Pakistan 774943 696 649 701 213 11.2 -0.7
Jamaica 765 977 689 677 671 130 111 2.8
Colombia 759 535 413 935 88 130 83.5 369.7
Venezuela 715 807 654 148 830 109 94 -21.2
Bahamas 572 224 543 993 470 047 5.2 15.7
CostaRica 570 000 590 000 450 000 -34 31.1
Dominican Republic 509 389 n.a n.a - -
Céted’lvoire 434 654 463 835 468 727 -6.3 -1.0
Bangladesh 456 007 392 137 345 327 16.3 13.6
Iran, Islamic Republic of 427 747 320 622 325 904 334 -1.6
Ecuador 414104 378 000 407 434 9.6 -7.2
Peru 413 646 376 045 378 013 10.0 -0.5
Trinidad and Tobago 347 934 298 553 270 204 16.5 105
M orocco 366 692 322 968 275710 135 17.1
Uruguay 287 298 250 227 265 892 14.8 -5.9
Algeria 297 489 270742 228 160 9.9 18.7
L ebanon 263 000 271 409 290 409 -3.1 -6.5
Cyprus 259 096 239 077 214 030 8.4 11.7
Yemen 247913 121 563 57 537 103.9 111.3
Kenya 236 928 232510 248 451 1.9 -6.4
Nigeria 233587 225777 166 336 35 35.7
Tunisia 230671 214 693 173 746 7.4 23.6
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Table 42 (continued)
Country or territory TEUs 2000 TEUs 1999 TEUs 1998 % change % change
2000/1999  1999/1998
Ghana 209 484 235743 199 028 -11.1 184
Guatemala 190 794 151 493 144 085 25.9 51
Kuwait 185 904 173 383 n.a 7.2 -
Senegal 165 000 148 740 115 039 10.9 29.3
Reunion 155 877 146 172 145 286 6.6 0.6
Mauritius 157 420 144 269 136 417 9.1 5.8
Martinique 152 376 141 700 135 700 7.5 4.4
Papua New Guinea 140 872 138 110 144 630 2.0 -4.5
Guam 132 689 145 191 163 855 -8.6 -11.4
Guadeoupe 129 991 104 000 103473 25.0 0.5
Djibouti 127 126 128 791 136 217 -1.3 -55
Cameroon 127 000 121 563 118 374 4.5 2.7
Total 93 395 855 81 167 368 72 785 339 15.0 11.7
Other reported? 683 382 962 004 1259 355 -29.0 -23.6
Total reported® 94 079 237 82 129 372 74 044 694 145 111
World total 225 294 025 195261458 181982 976 154 7.3

Source: Derived from information contained in Containerisation International Yearbook 2002 and from
information otained by the UNCTAD secretariat directly from terminal operatorsand port authorities.

a Comprises developing countries and territories where less than 95,000 TEUs per year were reported or where a

substantial lack of data was noted.

b Certain ports did not respond to the background survey. While they were not among the largest ports, total

omissions may be estimated at 5 to 10 per cent.

33.7 per cent from previous year. In March 2002, after
a22.9 per cent increase, it reached 1.46 million TEUs,
of which 0.88 million TEUs was achieved in the Nhava
Sheva terminal, operated by P& O Ports, and the
remaining 0.57 million TEUs in the terminal operated
by JNPT. The port, which has gained SO 9002
Certification, is still deemed too expensive, and
suggestionsto mergethetwo terminalsin order to achieve
economies of scale have been voiced.

In Rotterdam the number of spillsby seagoing and inland
vessels decreased by 13.6 per cent to 344 incidents, of
which 74 required cleaning operations. Thisdecreaseis
the result of increased awareness by bunker operators
and more frequent inspections by the patrol fleet. New
rules for compulsory pilotage have been applied in this
port since mid-2001. Only vessels less than 70 metres
long were exempted, and those between 70 and 90 metres
long were exempted under very stringent conditions.

Maintai ning excellent productivity in Singapore was not
enough to retain another leading carrier, Evergreen. In
April 2002, the carrier decided not to renew its current
contract, which was dueto expirethefollowing August,
and instead to move its major east-west services to
Tanjung Pelepas (Malaysia), which is believed to offer
rates 50 per cent lower.

In other ports, performance deteriorated because of
severa factors. During the second half of 2001, stoppages
and strikes hit Durban, the major South African container
port. By mid-September carriers were concerned, with
excessivevessalsdelaysranging from 29to 95 hours. In
November trade unions opposed stevedoring companies
use of non-union labour through brokers, and this was
followed by a dispute between the unions and the port
operator company concerning the payment of bonuses.
A one-week strike left a backlog of cargo and vessels,
which by late December was amost cleared. However,
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Table 43
Top 20 container terminalsand their throughput, 2001 and 2000
(in TEUS)
Port TEUs 2001 TEUs 2000 2001-2000 2000-1999
HongKong, China 17 900 000 18100 000 -1.10 11.70
Singapore 15520 000 17 040 000 -8.90 6.90
Busan 7906 807 7540 387 4.90 17.10
Kaohsiung 7540 524 7425 832 1.50 6.30
Shanghai 6 340 000 5613 000 13.00 33.30
Rotterdam 5944 950 6 275 000 -5.30 -1.10
LosAngeles 5183 519 4879 429 6.20 27.40
Shezhen 5076 435 3993 714 27.10 34.00
Hamburg 4 688 669 4248 000 10.40 13.60
LongBeach 4462 967 4600 787 -3.00 4.40
Antwerp 4218 176 4082 334 3.30 13.00
Port Klang 3759 512 3206 428 17.20 25.70
Dubai 3501 821 3058 886 14.50 7.50
New York 3316 275 3006 493 10.30 5.00
Bremer haven 2896 381 2712 420 6.80 24.40
Felixtowe 2800 000 2800 000 0.00 3.80
Manila 2796 000 2867 836 -2.50 33.60
Tokyo 2770 000 2960 000 -6.40 9.80
Quingdao 2 640 000 2120 000 24.50 37.00
GioiaTauro 2488 332 2652 701 -6.20 17.70

Source: Containerisation International, March 2002, and Port Development International, April 2002.

productivity did not cope with the remaining traffic, and
in January 2002 carriers announced plans to impose a
surcharge of $75 per TEU from mid-February when
averagevessel delaysover thelast two monthsexceeded
12 hours. Successive negotiations postponed this
surcharge until May, but increases in port tariffs were
announced for that month, together with the construction
of a new container berth for Durban. Moreover, the
South Africa Port Authority announced the start of the
tendering process for construction of the $163 million
Coega port on the east coast, north of Port Elizabeth.

Strikes a so affected other ports. Dockersfrom European
Union ports located in France, Greece, Portugal, Spain
and Sweden stopped work on 6 November 2001 to protest
the proposed EEC Directive authorizing carriers to
undertake cargo handling. In the same month, Indian port
workers also stopped work to protest the effects of
globalization. During the last quarter of 2001, labour
implemented go-slow tactics at the Chennai (India) port
to protest the reallocation of personnel to the P&O

container facility by the Chennai Port Trust Authority.
Thisworker action reduced productivity inthe port. The
concessionaire took over the facility in December and
brought in spare parts and new equipment to cope with
the backlog and counter the $75-per-TEU surcharge
imposed by feeder carriersto export boxes.

Inother ports, operational efficiency sufferedfor different
reasons. In Bremerhaven (Germany), a change of
softwarefor container handling resulted in chaos because
the hardware wasincompatiblewith computer terminals,
and the north terminal was stalled for up to 12 hours.
Rio Grande (Brazil) was battered by asevere storm over
a weekend in October 2001, and in November heavy
winds forced Barcelonato close for one day.

The provision of marine serviceswasaconcernin other
ports. During 2001 in the United Kingdom ABP, the
harbour authority on the Humber River in England,
entered into conflict with Humber Pilots Ltd., the
independent body to which its pilots belong. In early
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December the pilots decided to strike, after aruling by
the London Court of Appeal had stated that they were
indeed ABPemployeesand weretherefore entitled to take
thisaction within the framework of anindustrial dispute.
Thedtrike started in mid-December and went on for about
six weeks, with ABP countering it with newly engaged
and trained pilots. Service to shipping was maintained,
although with a number of incidents that prompted
alegations of the pilots’ lack of experience and limited
number. By the end of January 2002, ABPterminatedits
agreement with Humber PilotsLtd. and imposed its new
pilotage service on the Humber.

A shortage of pilotswas apparent in Indian ports, notably
Mumbai, in early 2002. In India, a suspension of night
navigation by the 50 pilots licensed to operate on the
Hooghly River hampered HaldiaDocks.

In the United States, the effect of restrictive practices
used by some dry bulk terminals located on the lower
Mississippi River came to the attention of the Federal
Maritime Commission (FMC). Vessel operators and
shipping agents had complained that those terminalshad
entered into exclusive arrangements with tug companies
that resulted in priceincreases of between 12 and 51 per
cent. The FM C al so started an investigation of two long-
standing exclusive tug arrangements in the ports of
Everglades and Canaveral in Florida.

The impact of the financial crisis on port activity was
evident in Argentina. Subsidiesfor Hidrovia, whichisin
charge of maintaining 1,000 kilometres of waterwaysused
for international traffic in the River Plate, were reduced
from $40 millionto $22 million, and toll increaseswere
announced for 2002. Also, after the freezing of bank
accounts, the transfer of money was not possible for
amost two weeks at theend of the year and created havoc
for shipping agents, notably in connection with payments.

Disciplinary action took place in some ports. In
Chittagong (Bangladesh), anumber of port officialswere
suspended from duty following allegations of lack of
interest into the investigation of adisappeared container
in July 2001. In Thailand, similar measures were taken
in connection with irregularities related to a dredging
contract. In St. Petersburg (Russia), the fight against
fraudulent clearance of cargoes led to more container
inspections and staff suspensions.

In the Russian Federation, the transport minister said
ports were handling more cargo, a 25-per cent increase
up to thethird quarter of 2001. Delayspersisted duetoa

lack of wagonsfrom regional railway companies. Major
industrial companies began to show interest in port
activities: Lukail, the largest oil producer, won 22 per
cent control of the port of Murmansk (Barents Sea); a
large steelmaker, Severstal, acquired control of port
management and stevedoring of the ports of Taganrog
(Azov Sea) and Tuapse (Black Sea) in addition to
controlling Vostochny (Far East); and another steel maker
acquired 60 per cent of the port company managing
Nakhodka, in the Far East, to assure the reliability and
control the cost of export facilities. In . Petersburg, a
$65 million new bulk terminal was opened in late
December 2001 for shipping up to 7 million tons of
potassium and phosphates and to recover some of the
nearly 6 million tons being moved through non-Russian
Baltic ports.

A number of existing facilities were expanded and new
ones were commissioned during 2001. The innovative
Ceres Paragon terminal in Amsterdam opened in June
but, by the end of the year, had failed to attract users. A
massive $465 million expansion of Le Havre (France)
comprising six container berths, ajetty and anew access
in the Seine river started in November. The finance
includes a $34 million EEC subsidy and a 140 million
Euros loan from the European Investment Bank.
Barcelonaawarded two contractsworth $290 millionto
extend its eastern and western breakwaters to atotal of
6.8 kilometres, and work started in Algecirasto build a
$16 million post-Panamax container terminal. Inthe Far
East, the port of Kwangyang (Republic of Korea)
completed four new container berths, oneto be operated
by Dongbu Co. and the others by HPH, Hanjin Shipping
and Hyundai Merchant Marine respectively. In South
Asig, construction delaysat the QEIl Colombo container
terminal postponed its commissioning into 2002.
Elsewhere, a75-kilometrerail link between thetwo ends
of the Panama Canal was commissioned in mid-year and
started to move containers between the ports of Balboa
(Pacific Ocean) and Manzanillo (Caribbean Ocean). The
Zarate Container Terminal, a fully private financed
facility located 90 kilometres upstream on the River Plate
but closeto theindustrial area of Greater BuenosAires,
was commissioned in November. Also, anew 15-metre
draught container terminal was commissioned at Pecem,
near Fortaleza, in northeastern Brazil.

Port devel opments planswere announced in other ports,
most of them financed by a combination of public and
private funds. Container and LNG terminals valued at
$129 million were under construction in Sines (Portugal)
for commissioning in 2003. In 2002, the Republic of
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Korea announced a $874 million investment to expand
container facilitiesin Busan and Kwangyang, developing
new ports in North Inchon and Mokpo and upgrading
cargo handling facilitiesin anumber of lesser ports. The
depressed maritime trade of 2001 affected some
developments: a scaled-down plan for a new container
terminal in Laem Chabang was announced in February
2002. The 30-year lease would need a $61 million
investment, instead of $75 million, and a guaranteed
throughput of only 0.1 million TEUS, instead of
0.5 million TEUSs, in the first year of operation.
Elsewhere, the cost of inland transport infrastructure
serving portswasborne partially by shippers. Inthe port
of Los Angeles (USA), the Alameda Corridor
Transportation Authority islevying afee ontherailroad
moving traffic which is passed on to sea carriers using
the railroad. Then the TransPacific Stabilization
Agreement would charge $15 per loaded TEU to shippers,
whichwouldin effect pay about half of theinvestment of
the Alameda Corridor. In Oakland, another port on the
western coast of the United States, a new container
terminal was completed in 2001 and ajoint intermodal
terminal in March 2002, as part of the port’s expansion
scheme.

Port performance also requires good relations with the
neighboring city. Complaints from residents and tourist
companies concerning container handling activitiesand
expansion plansin the port of La Spezia(Italy) prompted
theintervention of the port authority. In Rotterdam long-
term plans were being prepared to convert the eastern
part of the Waalhaven docksinto residential areas.

C. INSTITUTIONAL CHANGE

In 2001, Hutchison Port Holdings (HPH) a global
container terminal operator based in Hong Kong (China),
reached athroughput of 27 million TEUsinitsterminals
located in 30 portsaround theworld, anincrease of 6 per
cent over the previous year. The financial result was
similar, a9 per cent increase in revenues to $2 hillion.
Theseresultsreflect the performance of terminalsoutside
Hong Kong, including those acquired from the Philippine
operator ICTSI in June 2001. Following approval from
Directorate IV of the European Commission in charge
of enforcing competition rules, HPH was able to take
majority shareholding inthe ECT terminal in Rotterdam
provided its shares in Delta terminal, another major
terminal in Rotterdam, were disposed of. HPH sold these
to Maersk, which then took full control of the Delta
Terminal and added it to the network operated by its
subsidiary APM Termines (whose throughput in 2001

was about 15 million TEUs). Moreover, HPH signed an
agreement to develop phasell1 of the port in Yantian, in
mainland China, which will require a $850 million
investment to add four container berthswith awater depth
of 16 metres by 2006.

In the same year, PSA, the operating company of the
port of Singapore, reported a total throughput of
19 million TEUsand a 2.3 per cent decrease in revenue
to $1.2 hillion. In August 2001, after the European
Commission competition authority cleared the merger of
Hessenatie and Noordnatie, these two major container
operators in Antwerp became a single company with
estimated revenues of 450 million Eurosand throughput
of 3.8 million TEUs. The new company was subsequently
purchased, inApril 2002, by PSA, which bought 80 per
cent of the shares. PSA’s focus is on meeting customer
requirementsthrough the automation of physical handling
and the use of information and communication
technologies to facilitate procedures for shippers and
carriers. To encourage the use of the port, the Maritime
and Port Authority of Singapore offered 20 per cent
rebates for dues applicable to container trades.

Mergers and acquisitions rarely occur between port
authorities. However, the ports of Copenhagen (Denmark)
and Malmd (Sweden), located across the Strait of
Oresund, merged in 2001 after considering the business
opportunitiesarising from the completion of the Oresund
Bridge. The merger required that the Copenhagen Port
Authority become a state-owned limited company. The
decision seemed justified when, in early 2002, Toyota
announced the setting-up of adedicated vehiclelogistics
centrefor 100,000 vehiclesto cover the Nordic market.
During the year, voters refused a proposal to merge the
port authorities of Houston and Galveston in Texas
(USA), and the Indonesian Parliament rejected a
government proposal to merge the four major ports of
the country into a single entity and thus replace the
country’scurrent port organi zation, whereal commercia
ports are alocated among four port companies on a
geographical basis.

Flexible collaboration schemesare being put into practice
by Flemish portsin Belgium and between Rotterdam and
Flushing, another Dutch port at the entrance of the Scheld,
with the aim of adapting to business opportunities.
In Germany the public-sector collaboration
between the city of Hamburg and neighbouring
states to participate in the construction of
the new container port in Wilhenhaven
agreed in June 2001 suffered a delay when
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the port of Hamburg decided to expand its own container
facilities, including dredging of the Elbe River.

A major issue in port organization is regulation of
companies, including the degree of foreign participation
injoint ventures. In 2001 the Expenditure Commission
set up by the Government of India suggested the
establishment of a new body to supervise and regulate
conservancy activities in major and minor ports of the
country, including the functions that are now the
responsibility of the Tariff Authority for Maor Ports.
The commission a so suggested establishing commercia
port companies, with current port trusts retaining only
ownership of land and waterfront. Early in 2002, China’'s
State Council announced thelifting of theceiling of 49 per
cent for foreign control and ownership of terminalsin
mainland ports.

Preliminary results of asurvey conducted by UNCTAD
in 50 African ports during the second half of 2001 to
map the status of public- and private-sector partnerships
intheregion indicated that the private sector isinvolved
in 76 per cent of cases. The main reason for private-sector
involvement is the need to improve performance and
quality of service (cited in 45 per cent of cases), while
upgrading and enlarging infrastructure and attracting
private investment come second at 17 per cent each.
Concessions seem to be the preferred modality for
involving the private sector, with feeslinked to throughput
in half of the casesand chargedin local currency intwo-
thirds of the cases. The impact of privatization on
employment seems to be mixed, with one-third of
respondents citing adecreasein job opportunities, another
third reporting no change and theremaining third actually
confirming anincreasein employment.

In ports of the European Union, diverse national
legislation and practices have created uncertainty for
providers of port services (e.g. cargo handling, marine
services) and about the duties and responsibilities of the
port authorities. In February 2001, adraft proposal for a
Directive on Market Access to Port Services was
presented by the European Commission to establish a
Community legal framework and to lay down basic rules
to remove restrictions hampering accessfor port services
operators; improvethe quality of service provided to port
users; and contribute to reducing costs and promoting
efficiency, flexibility, short-sea shipping and combined
transport. Discussion went on during the year in the
European Parliament and its relevant Committees and
focused on points such as the number of authorized
operatorsper category of cargo or service, the procedure

for awarding authorizations and which technical
reguirements and restrictions to apply for security and
environmental reasons. An amended proposal wasready
after one year and received further comments from the
European Sea Port Organization and the Federation of
Portsin March 2002. The pointsraised included, among
others, the need to exclude those ports handling only
domestictraffic, the minimum requirement of two service
providers per cargo category and the duration of the
authorizations.

Thedifficulty of implementing new lawswasevident in
connection with the port of Santos (Brazil) when the
decisontoinvolve Stateand local authoritiesintheboard
of the authority was postponed until the next general
election latein 2002.

D. SECURITY MEASURESIN PORTS

The terrorist attack on United States territory on
11 September 2001 prompted a review of security
procedures applied in ports of the country. The subsequent
discovery in a Southern European port of an illegal
immigrant traveling to North Americawith confidential
information related to likely United States targets
heightened awareness of therisksinvolved. Thediscovery
was made when the specially fitted container in which
theillegal immigrant wasliving rai sed suspicions because
of the undue noisesit produced when stored in acontainer
yard. In December 2001 the Port and Maritime Act of
2001 was enacted by the United States Congress. The
Act provides for establishing a National Maritime
Advisory Committee; conducting initial security
evaluations and port vulnerability assessments;
establishing local port security committees; preparing
maritime security plans; and conducting employment
investigations and restrictions for security-sensitive
positions. It also givesauthority to address security risks
arising from foreign ports.

Recently, the Transportation and Infrastructure
Committee of the United States House of Representatives
approved the Antiterrorism Act 2002 (HR3983), which
complements the Port and Security Act 2001. HR3983
providesfor conducting security assessmentsinforeign
ports and refusal of entry into United States ports for
vessals transiting in ports with unsatisfactory security
procedures.

Theinternational framework for improved port security
was discussed in several meetings of the International
Maritime Organization (IMO) during the last quarter of
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2001 and early 2002. The 22 IMO Assembly, held in
Londonin November 2001, agreed to hold aConference
on Maritime Security in December 2002, decided to step
up technical cooperation to help developing countries
address maritime security issues and focused on
amendmentsto existing Convention such as SOLAS (the
International Convention for the Safety of Life at Sea).

The proposal made by the United States Government was
considered in a number of meetings held during 2002:
the 29th Facilitation Committee and Ship-Port Interface
Working Group from 7 to 11 January, the Inter-Sessional
Working Group on Maritime Security from 11 to
15 February, the Legal Committee meeting from 22 to
26 April and the 75th Maritime Safety Committee meeting
from 15to 24 May. Discussion focused on the measures
to be applied to shipping within the framework of the
Conventions of SOLAS, Standards of Training
Certification and Watchkeeping for Seafarers (STCW)
and Suppression of Unlawful Acts against the Safety of
Maritime Navigation (SUA treaties).

Measures of interest to ports focused on making the
International Maritime Dangerous Goods Code

mandatory, and on provisionstoimplement security plans
and vulnerability assessments and install port security
officersin ports. Of particular interest were the low rate
of container inspectionin United States ports, estimated
at only 2 per cent, and the proposal for raising this
percentage and conducting comprehensiveinspections of
containers under the Container Security Initiative. The
latter hasfour core elements: identifying high-risk boxes,
prescreening boxesbeforethey land at United States ports,
using adequate technology to prescreen high-risk boxes,
and using smart and secure boxes. A pilot partnership
with selected importers of goods to the United States
mainland has been set up to devise and implement
adequate security procedures. Theaimisto inspect up to
50 per cent of containersbeforethey reach the mainland.
Ten selected foreign ports have been chosen to conduct
container ingpection. They are Shanghai, Hong Kong and
Yantian (al in China); Kaoshiung (Taiwan Province of
Chinad); Singapore; Rotterdam (the Netherlands); Busan
(Republic of Korea); Bremerhaven (Germany); Tokyo
(Japan); and Genoa (Italy). However, pilot security
procedures are being implemented in other ports
(e.g. Antwerp, Belgium) on the basis of bilateral
agreements.



Chapter 6

TRADE AND TRANSPORT EFFICIENCY

This chapter provides an update on the latest developmentsin the field of multimodal transport, including
cargo rail services, information on the status of the main maritime conventions, and reports
on relevant expert meetings and training activities organized by UNCTAD.

A. INTERNATIONAL REGULATION OF
MULTIMODAL TRANSPORT
1. Ad Hoc Expert Meeting on Multimodal

Transport

The Ad Hoc Expert Meeting on Multimodal Transport
was convened by the Secretary-General of UNCTAD in
Genevafrom 26 to 27 November 2001 in order to review
theimpact on usersand providersof multimodal transport
of variouslaws and regulations adopted at the regional/
subregional and national levels. The secretariat’s
document “Implementation of Multimodal Transport
Rules’ (UNCTAD/SDTE/TLB/2) wasbeforethe meeting
for consideration.

The expertsincluded representatives from operatorsand
users of multimodal transport as well as from
governments, members of the legal profession and
academia. The experts recognized that the growing
practice of multimodal transport had created the need
for its regulation. This situation has prompted national
governments and some regional and subregional
organizations to enact laws on the subject. It was noted
that whilethe United Nations Convention on International
Multimodal Transport of Goods (1980) had not entered
into force, it had significantly influenced such laws and
regulations. Nevertheless, these laws and regulations
diverged in important ways on key issues such as
questions of liahility, limitation of liability and time-bar.
Despite many effortsin thisarea, thereis no uniformity
inthelawsand regulationsgoverning multimoda transport.

7

It was generally agreed that the existence of a widely
acceptable global instrument would undoubtedly
promote uniformity. The challenge was to create an
instrument that would be considered feasible and
acceptable by al interested parties, including providers,
users and insurers of multimodal transport. It was,
therefore, agreed that the matter required further study,
particularly the key issues that would be governed by
any such international instrument, including the
appropriate basisfor liability of the multimodal transport
operator, limitation of such liability and theviability of a
uniform system. Following the recommendations of the
experts, the UNCTAD secretariat ispreparing astudy of
the feasibility of a new international instrument on
multimodal transport.

2. UNCITRAL Draft Instrument on

Transport Law

In 2001, a UNCITRAL Working Group on Transport
Law wasestablished by the UNCITRAL Commissionin
order to consider elaboration of a new international
instrument, initially focusing on port-to-port transport.®
In view of the current proliferation of laws at the
international level, thismay be one of the most important
developments in the field since the adoption of the
United Nations Convention on the subject (Hamburg
Rules 1978). The Working Group met in April 2002 in
New York® to begin consideration of a“ Draft Instrument
on Transport Law” (Draft Instrument), which had been
prepared by the CM I (Comité Maritime I nternational) at
the request of the UNCITRAL secretariat.”
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The Draft Instrument consists of 17 chapters and, to a
large extent, coversmattersdealt within existing maritime
liability regimes, namely the Hague-Visby Rulesand the
Hamburg Rules. In addition, however, several chapters
are devoted to matters currently not subject to
international uniform law, such as delivery, freight and
the transfer of theright of control and rights of suit. Not
al of these areas would be subject to mandatory rules,
and further debate may be needed before aninternational
consensus emerges as to substantive non-mandatory
regulation in these areas. The Draft Instrument also
provides for el ectronic communication and the issue of
electronic substitutes for traditional paper documents,
largely by recognizing contractual agreements in this
respect and by according el ectronic records the status of
paper-based documents.

Importantly, and despite the limitation of the initial
mandate of the Working Group to port-to-port transport,
the Instrument has a broad scope of application and, as
presently drafted, would cover all multimodal contracts
for the international carriage of goods which include a
sea leg.? As such, the proposed Draft Instrument
represents an ambitious attempt to provide uniform
regulation governing not only contractsfor the carriage
of goods by sea port-to-port but transport contracts
generaly. While uniform transport regulation may in
principle be desirable,® it appears questionable whether
the approach taken, namely the extension of amaritime
regime to the whole transport chain, is the most
appropriate solution.*®

More particularly, thereareanumber of specific concerns
regarding the extension of the proposed Draft Instrument
to multimodal or door-to-door transportation:

The Draft Instrument provides for a “network system”
of liability in cases where loss, damage or delay occurs
solely before or after sea carriage. Certain mandatory
provisions of applicable international conventions are
given precedence. In some cases, therefore, where loss,
damage or delay can be attributed to a stage of transport
other than seacarriage, it would be necessary to identify
any relevant international convention and apply certain
of its provisions (on liability, limitation of liability
and time for suit), while in all other respects
(e.g. documentation) the provisions of the Draft
Instrument would continue to be applicable. In a
considerable number of cases, however, the provisions
of the Draft Instrument based purely on maritime concepts
and considerations would apply. Particularly in cases
whereloss, damage or delay cannot belocalized, or where

no relevant international convention is applicable, the
Draft Instrument would provide the basis for the
determination of liability. In adoor-to-door context this
raises particular concerns, given that the Draft Instrument
contains provisions which allow the carrier to agree
contractually that it shall not be responsible for certain
parts of thetransport or for some of acarrier’ sfunctions.
Asaresult, aconsignee of adoor-to-door transport may
befaced withthedifficulty of identifying theresponsible
carrier or may find itself being responsiblefor certain of
the carrier’sfunctions.

At the request of the UNCITRAL secretariat, the
UNCTAD secretariat has submitted a detailed article-
by-article commentary on the provisions of the Draft
Instrument.* Following is an extract from the
commentary:

“GENERAL OBSERVATIONS

4. The Draft Instrument reproduced
as Annex to UNCITRAL document
A/CN.9YWGIII/WP21isentitled “ Draft Instrument
on Transport Law”. To a large extent, it covers
matters which are dealt with in existing mandatory
liability regimesin thefield of carriage of goods by
sea, namely the Hague-Visby Rules'? and the
Hamburg Rules. In addition, the Draft Instrument
also contains severa chapters to deal with matters
currently not subject to international uniform law,
such asfreight and thetransfer of theright of control
and of rightsof suit. Special attention would need to
be paid to some aspectsof the Draft Instrument which
present particular concerns:

Substantive scope of application

5. Despite the fact that the present mandate of the
Working Group does not extend beyond consideration
of port-to-port transportation, the Draft Instrument
contains provisions which would extend its
application to door-to-door transport (see also the
title: “Draft Instrument on Transport Law”).
According tothedefinitioninArticle 1.5 of the Draft
I nstrument, contractsfor multimodal transportation
involving asealeg would be covered by the proposed
regime. This gives rise to concern, as the Draft
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Instrument has been drawn up by representatives of
only maritime interests, the Comité Maritime
International (CMI), without broad consultation of
parties involved with and experienced in the other
modes of transportation. As a result, the proposed
regimeis, in substance, based on maritime concepts
and existing maritime liability regimes, which puts
into question its suitability as a modern legidative
framework to regulate liability where contracts
involve several modesof transportation (e.g. air, road,
rail or inland waterway carriage as well as sea
carriage).

6. Thecurrent regulatory framework inthefield of
international multimodal transportationisnotorioudy
complex and no uniform liability regimeisinforce
internationally. As a result, liability is fragmented
and cannot be assessed in advance.®* While the
development of uniform international regulationin
the field may be desirable, any new international
liability regimewould haveto offer clear advantages
as compared with the existing legal framework in
order to succeed. Any new but poorly designed or
otherwise unsuccessful regimewould only add tothe
current complexity without providing any benefits.
The Draft Instrument does not appear to propose a
solution which takes these considerations into
account. It should be noted that, irrespective of the
substantive merit of its provisions, the Draft
Instrument does not provide for uniform levels of
liability throughout all stagesof atransport. Instead,
it gives precedence to mandatory rulesin unimodal
Transport Conventions in cases where a loss or
damage can be attributed to a particular stage of a
multimodal transport (Art. 4.2.1). Asaresult of this
‘network’ approach to liability regulation, the
determination of liability issues in door-to-door
transactionswould continueto involve the question
of which particular regime may be applicablein a
given jurisdiction and in a particular case. It is
difficult to see in which way this approach would
provide an improvement to the present regul atory
framework. The analytical commentary in this

document includes considerationsrelevant to thetext
of the Draft Instrument as presented. However, itis
proposed to remove from the draft the provisions
extending the scope of application of the regime
beyond port-to-port transportation and to restrict the
considerations of theWorking Group, in accordance
with its mandate, to maritime transport.

Substantiveliability rules

7. Theset of substantiveliability rulesproposedin
the Draft Instrument appears to consist of a rather
complex amalgamation of provisionsin the Hague-
Visby and Hamburg Rules, but with substantial
modifications in terms of substance, structure and
text. To aconsiderable extent, therefore, the benefits
of certainty associated with the established meaning
of provisionsin existing regimes have been sacrificed.
This should be bornein mind when considering the
desirability of including in the Draft Instrument
individual provisionswhich have been modelled on
those in existing regimes, but where the context or
wording has been modified significantly. Overdl, the
Draft Instrument appears to adopt a new approach
to risk distribution between carrier and cargo
interests, with a shift in balance favourable to
carriers. In contrast to the Hague-Visby
and Hamburg Rules, there is little evidence
of any underlying intention to protect the
interests of third parties to the contract of carriage.

Regulation of matters currently not subject to
uniform inter national law

8. Chapters 9 (Freight), 11 (Right of control),
12 (Transfer of rights), and 13 (Rights of suit) in
particular deal with matters of some complexity
whicharenot currently regulated in any International
Convention. The relevant national laws which are
presently applicableintheseareasarediverseand it
can be assumed that there is no consensus at the
international level. Against this background, any
attempt at devel oping successful regulation needsto
be madewith aclear and carefully considered purpose
and great attention to detail. As presented, the
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proposed provisionscontained in the Draft I nstrument
do not appear to be sufficiently clear and
uncontroversial to make their inclusion in a new
international regime desirable. The Working Group
may therefore wish to consider more generally
whether it is advisable at this stage to attempt to
deal with these matters.

Sructureand Drafting

9. Bothin text and structure the Draft Instrument
is unnecessarily complex and confusing.
Unfortunately, little consideration appears to have
been given to the need to ensure that internationally
uniform rules are easy to understand and to apply.
Many of the provisions are complicated, with
extensive cross-referencing. Their understanding
requires considerable legal expertise and often the
proposed wording leaves much scope for
interpretation. In many instances, lengthy and costly
litigation may berequired to clarify the meaning and
application of provisions. Thereisobvious potential
for considerable national differences in the
interpretation of the proposed regul ation; an outcome
whichwould clearly be undesirable. The complexity
of the Draft Instrument, as currently structured and
drafted, makes assessment of its potential impact as
a whole difficult. Unfortunately, there is thus the
likelihood that effortsto amend thetext of individual
provisions may in turn create new problems which
may not always be apparent. In fact, it is doubtful
whether a text suitable for uniform regulation and
workable in practice can be agreed on the basis of
the Draft Instrument as presented.”

B. TRADE FACILITATION

During 2001 there were a number of bilateral, regional
and multilateral developments in trade facilitation. On
23 April 2001, Canada and Costa Rica announced a
significant bilateral free trade agreement, with awhole
chapter devoted to trade facilitation issues such as
customs procedures and other trade formalities and a
technical cooperation programme for implementing

common procedures. More specifically, the countries
agree to use risk assessment, exchange information
(notably on best practices) and encourage cooperation
and technical assistance for promoting compliance with
the agreed measures. Moreover, they intend to pursue
trade facilitation initiatives on a multilateral and
hemi spheric basisto reduce costs, make entry procedures
transparent and ensure predictability for importers and
exporters, and to commit themsel vesto consultationswith
representatives of the trading community. This is an
outstanding example of what countries can achieve in
termsof cooperation and capacity building inthefield of
tradefacilitation.

Then, in June 2001, APEC trade ministers endorsed
principles of trade facilitation worked out by this
organization. The ministers recognized the importance
of trade facilitation in freeing and opening trade and
investment in the Asia-Pacific region and providing
economic benefitsto governments and businesses. They
also recognized the importance of technical assistance
and cooperation within APEC for applying the principles,
in view of member countries’ differing levels of
development. Following are the non-binding principles
endorsed by APEC trade ministers:

. Transparency

e Communication and consultations

«  Simplification, practicability and efficiency

*  Non-discrimination

e Consistency and predictability

. Harmonization, standardi zation and recognition
*  Modernization and the use of new technology
. Due process

e Cooperation.

In November, the Declaration of the Fourth Ministeria
Conference held in Doha (Qatar) under the auspices of
WTO paved the way for a negotiation process and a
potentially binding rule on trade facilitation. If explicit
consensus is reached, the negotiation will start after the
Fifth Ministerial Meeting to be held in Cancun, Mexico,
in September 2003. In the meantime, the Council for
Tradein Goods of WTO will review and as appropriate,
clarify and improve relevant aspects of Articles V, VI
and X of the GATT 1994 as well as identify the trade
facilitation needsand prioritiesof members, in particular
those of devel oping countries.
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Until now, trade facilitation activities have materialized
mostly as a consequence of voluntary efforts by
governmentsor the private sector in search of well-known
benefits. Mandatory toolsaretill very rarein most trade-
facilitation-related agreements, although these
conventionsare actually binding for contracting parties.
Except for international transport agreements, which
include simplified documentation regquirements, most
trade facilitation instruments recommend rather than
impose or require measures viewed as effective or
necessary. The situation may change radically in the
coming yearsif WTO negotiations proceed as expected.
They may lead to compul sory worldwidetradefacilitation
rulesbeing part of aglobal compulsory legal environment
for the trading system. This would constitute a major
development requiring considerable effort from countries
wheretrade facilitation lags.

C. PRODUCTION AND LEASING OF
CONTAINERS

Revised figures for 2000 put container production at
1.9 million TEUs (see figure 9), of which 90 per cent
weredry freight boxes. Thishigh level of output required
most container production plants, mainly located in
China, to operate at full capacity al year. The majority

of this total, about 1.25 million TEUs, was to fill the
additional 0.6 million TEU slots of the expanded
container ship fleet commissioned in 2001. About
0.55 million TEUswere needed to repl ace boxes disposed
of during the year 2000, and another 0.1 million TEUs
covered standard and regional box requirements from
non-deep-sea carriers and land operators.

The world trade slump of 2001 caused a 34.2 per cent
fall in container production to 1.25 million TEUs. The
share of dry freight boxes fell to 85 per cent, with the
balance being specials, reefers and other types of
containers. This drop in box production was consi stent
with the sharp fall in container ship delivery and thelow
level of ordering for thistype of vessel towards the end
of 2001 and was al so reflected by the 0.25 million TEUs
of unclaimed new boxes at manufacturer yards. Plants
wereno longer operating at full capacity. Therewaslarge
surplus production capacity in China, where only 50 per
cent of the total capacity for dry freight production was
in operation during 2001.

The evolution of the production of boxes ather than the
standard dry freight container unit is indicated in
figure 10. Production of dry freight special containers
(i.e. high cube, open-top, flat and others) continued its

Figure9

Annual total box production

Thousand TEU

2,000
1,800

1997 1998

1999 2000 2001

Source: Containerisation International Yearbook 2002.



82

Review of Maritime Transport, 2002

Figure 10
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downward trend. Production of integral reefer boxes
peaked in 2000; the subsequent fall resulted from weaker
demand despite the reduced price of these containersdue
to cheaper material costs. Production of tank containers
mirrored that of dry freight special containers. Production
of European containers, mostly swap-bodies, increased
in 2001, suggesting higher demand for these boxes.
Production of dry freight domestic specials(i.e. oversize
non-1S0O boxes) in the North American region continued
tofall in 2001.

By mid-2001 the world container fleet was estimated at
15.1 million TEUS, of which 48.8 per cent was owned
by container sea carriers, 45.1 per cent by container
leasing companies and the remaining 6.1 per cent by
others. As table 44 indicates, the utilization rate of the
container leasing fleet went up during 2000 to reach
84.4 per cent at the beginning of 2001. However, poor
box demand caused theamount of idle off-hired equipment
toincrease by closeto 2 million TEUsand the utilization
rateto decreaseto about 75 per cent astheworld leasing
container fleet approached 7 million TEUs at the end of
2001. Thisresultedin lower revenuesfor container lessors.

Reduced pricesfor new boxes have whetted the appetite
of lessees for new containers instead of the older ones

and thus also contributed to reduced revenues for
container lessors. Astable 45 indicates, thebrief increase
in box prices during 1999-2000 did not last, and in the
period 2000-2001 prices decreased 3.3 per cent,
continuing the downward trend of past periods. Lessors,
therefore, offered several options for leasing boxes to
stop the decrease, using ablend of short- and long-term
leasing contracts.

Table 44

Utilization of leased containers, 1997—2001
(percentages)

Asof 1 January  Utilizationlevel % change
2001 84.39 6.8
2000 79.03 -2.4
1999 80.94 4.7
1998 84.93 4.1
1997 81.55
Source: Institute of International Container Lessors

13" Annual Leased Container Fleet Surveys.
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Table 45

Rate of changein pricesof new boxes
(percentages)

Year Percentage change
over previousyear

1996 -12.5

1997 -11.9

1998 -8.1

1999 -17.6

2000 7.1

2001 -3.3

Source: Containerisation International, August 2001.

For instance, anumber of top lessors moved empty boxes
from high-cost depots located in low-demand areas in
the United States, Europe and Japan to |ower-cost depots
located in high-demand areas such as China and
developing Asia. Up to $30 million was spent yearly on
chartering vessel sto move empty containers. However,
the attractiveness of moving off-hired boxesinto China
wasovershadowed by the dready high stock of unclaimed
new containers.

The low demand for leased containers was also
caused by the improved box utilization of the
container fleet owned by sea carriers. Pooling of
equipment between subsidiariesand aliance partnersand
use of e-commerce, especialy in the area of Internet-
based management and online equipment exchange
services, contributed to the more efficient use of carriers
own containers.

D. CARGO TRANSPORT SERVICESIN
THE RAIL INDUSTRY

1. Improving servicesin therail industry

In 2001 capital investment for rail freight servicesallowed
these to continue to operate at an adequate level of
efficiency. At the beginning of the year, the Norfolk
Southern Corp. budgeted $806 million for capital
improvements, of which $449 million wasfor roadways
and $256 million for equipment. Roadway spending
included $264 millionfor rail, cross-tie, ballast and bridge
programs; $63 million for new or improved intermodal
facilities; US$ 35 million for marketing and industrial

development initiatives; $35 million for signal and
electrical projects; and $23 million for environmental
projectsand publicimprovements such asgrade-crossing
separations and crossing-signal updates. Canadian
National Railroad (CN) aso revealed itsplan to continue
to upgrade equipment. At thetime of thisannouncement,
CN received the last 40 Dash 9-44CW locomotives of
the 360 units purchased over the five previous years.
Thenew engineswere 17 per cent morefud-efficient than
older locomotives.

In Europe, asimilar effort to improve rail services was
also evident. In the last quarter of 2001, for instance,
SNCEF, the French railway company, and Germany’s
Deutsche Bahn joined forces to develop ways of
increasing cross-border freight traffic between the two
countries. This initiative was motivated by the limited
rail traffic between the two countries (a situation that
has persisted despite the fact that they have the largest
amount of freight traffic in Europe) and in anticipation
of the increased competition that would result from the
deregulation of European Union cross-border trafficin
2003. Inthe United Kingdom, the Strategic Rail Authority
revealed a10-year investment plan for improving therall
system, including modernization of the track and
signalling system, wagon acquisition, improved staff
training and the addition of tracks. Financing will
come from the fund set aside by the Government of
the United Kingdom, with $6 billion earmarked for
improving rail freight services.

In late 2001, the United States Surface Transportation
Board reviewed a number of plans for future rail
investments. Among them wasthe proposal of the Dakota,
Minnesotaand Eastern Railroad Corporation to construct
a450-kilometrerail lineinto Wyoming's coal-rich Powder
River Basin.

Joint serviceswerealso used to achieve higher efficiency
in serving customers. For example, BNSF together with
CSX International expandeditslce Cold Expressservice
into acoast-to-coast service covering southern California,
Chicago, Montreal and Toronto, and the states of
New York and New Jersey. Together with NS, BNSF
consolidated servicesto providetranscontinental line-haul
service with a shorter transit time for time-sensitive
premium freight moving between southern Californiaand
Rutherford, Pennsylvania, and Croxton, New Jersey. This
initiative was possible because BNSF owned the line-
haul service between southern California and Chicago
while NS owned the line between Chicago and the East
Coast.
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Security measures adopted in the United States after the
terrorist attack of 11 September 2001 affected the
efficiency of rail transport operations. Providing increased
security for and control of rail freight with minimum
traffic disruption was a challenge. Immediate measures
taken involved the transport control of hazardous
materials, their routing away from populated areas, and
increased vigilance and cooperation with authorities to
prevent possible threats. Long-term measures adopted
include increased cooperation with the military;
significant efforts to make security requirements
compatible with trade needs by working closely with
customers and national security agencies; the
establishment of a Rail Freight Industry Crisis Centre;
more frequent patrols and improved security at critical
facilities, including a more secure information system;
selected security constraints on operations near major
public areas; and more thorough prehiring background
checks.

Steps were taken by Canada and the United States to
improve security, notably by increasing controlsat transit
points between thetwo countries. A declaration containing
aset of action plansaimed at ensuring the secure flow of
people and goods, secure infrastructure, and improved
coordination and information sharing was signed in
December 2001. Measures to ensure the flow of goods
included plans for the establishment of complementary
systemsfor commercial processing; the development of
an integrated approach for processing truck, rail and
marine cargo away from the border; the establishment of
criteria for the creation of small, remote joint border
facilities; the sharing of customsdata; and the exchange
of information and analysesto control marine in-transit
containers.

2. Mergersand liberalization

In North America, CN proposed the acquisition of
Wisconsin Central Transportation Corporation (WCTC)
in 2001. After having its earlier $6.2 billion merger
proposal for BNSF turned down by the Surface
Transportation Board (STB), CN was cautious in
presenting this $1.2 billion purchase proposal. The
proposal suggested no detrimental effect on competition,
as it would be a straightforward end-to-end integration
without any interruption of current service. Moreover,
the Railroad Transportation Committee of the National
Industrial Transportation League supported CN’s
proposal as long as CN and WCTC could provide
assurancethat they would maintain al currently available
interchanges, both physically and economically

(i.e. retaining currently applicable rates and chargesfor
thoseinterchanges); would continueto provide the same
standard of service after the merger; and would provide
remediesif servicefailed to meet existing standards.

The Canadian Competitive Bureau and the STB finally
approved the proposal. It was considered aminor merger,
asitwould havelittle effect on the existing competition.
The dlight change in operations and services was not
expected to have amajor impact on the environment and
thus relieved CN of the requirement of a STB
environmental review. The merger integrates CN’s
18,600 kilometres of operating track in Canada and
6,260 kilometres in the United States with WCTC'’s
4,560 kilometres of track and track rightsin the states of
Wisconsin, lllinois, Minnesota, and Michigan (the Upper
Peninsula) and the province of Ontario. In principle, no
track segments would be abandoned as a result of this
merger. To ensure this, the STB insisted on receiving
progress reportsfor oneyear on the result and impact of
theintegrated operations.

InAustralia, the privatization of rail companieswas seen
asaway of achieving more efficient and faster services
and better rates. In 2001 the National Rail Corporation
(NRC) and the New South Wales Freight Corp (NSWFC)
were put up for sale. The NRC controlled access to the
interstate standard-gauge network linking al state capitals
and their ports, while NSWFC controlled accessto and
operation of the rail network of New South Wales,
including the port of Sydney. The aim wasto achieve a
more competitive industry and increase the share of rail
transport in the domestic and international freight
markets. To facilitate the process, the federal and state
governments agreed to recognize one mutual ly acceptable
bidder identified through atender processto be carried
out separately by each government. The successful bidder
would befreeto outsource operationsto small companies
better attuned to the needs of regional shippers.
Outsourcing isa so happening in thewestern and southern
regions of Australia. Managing and improving services
in long-distance haulage is the main concern of larger
operators which leave the smaller ones to service local
markets.

E. THE STATUS OF CONVENTIONS

Thereareanumber of international conventionsaffecting
the commercial and technical activities of maritime
transport. Box 3 givesthe status of international maritime
conventions adopted under the auspices of UNCTAD as
of August 2002. Comprehensive and updated information
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Box 3

Contracting States of selected conventionson maritimetransport asof 31 August 2002

Titleof Convention

Dateof entry intoforce
or conditionsfor entry
into force

Contracting States

United Nations Convention
on a Code of Conduct for
Liner Conferences, 1974

United Nations Convention

on the Carriage of Goods by
Sea, 1978 (Hamburg Rules)

United Nations Convention
on International Multimodal
Transport of Goods, 1980

United Nations Convention
on Conditionsfor
Registration of Ships, 1986

Inter national Convention on
Maritime Liens and
M or tgages, 1993

Inter national Convention on
Arrest of Ships, 1999

Entered into force
6 October 1983

Entered into force
1 November 1992

Not yet in force — requires
30 contracting parties

Not yet in force — requires
40 contracting parties with
at least 25 per cent of the
world’s tonnage as per
Annex |11 to the Convention

Not yet in force — requires
10 contracting parties

Not yet in force — requires
10 contracting parties

Algeria, Bangladesh, Barbados, Belgium, Benin,
Bulgaria, Burkina Faso, Cameroon, Cape Verde,
Central African Republic, Chile, China, Congo,
Costa Rica, Céte d'Ivoire, Cuba, Czech Republic,
Democratic Republic of the Congo, Denmark,
Egypt, Ethiopia, Finland, France, Gabon, Gambia,
Germany, Ghana, Guatemala, Guinea, Guyana,
Honduras, India, Indonesia, Iraq, Italy, Jamaica,
Jordan, Kenya, Kuwait, Lebanon, Madagascar,
Malaysia, Mali, Mauritania, Mauritius, Mexico,
Morocco, Mozambique, the Netherlands, Niger,
Nigeria, Norway, Pakistan, Peru, the Philippines,
Portugal, Qatar, Republic of Korea, Romania,
Russian Federation, Saudi Arabia, Senegal,
SierraLeone, Slovakia, Somalia, Spain, Sri Lanka,
Sudan, Sweden, Togo, Trinidad and Tobago,
Tunisia, United Kingdom, United Republic of
Tanzania, Uruguay, Venezuela, Yugoslavia,
Zambia (78)

Austria, Barbados, Botswana, Burkina Faso,
Burundi, Cameroon, Chile, Czech Republic, Egypt,
Gambia, Georgia, Guinea, Hungary, Jordan,
Kenya, Lebanon, Lesotho, Malawi, Morocco,
Nigeria, Romania, Senegal, Sierra Leone,
Saint Vincent and the Grenadines, Tunisia,
Uganda, United Republic of Tanzania, Zambia (28)

Burundi, Chile, Georgia, Lebanon, Malawi,
Mexico, Morocco, Rwanda, Senegal, Zambia (10)

Bulgaria, Cote d'lvoire, Egypt, Georgia, Ghana,
Haiti, Hungary, Iraq, Libyan Arab Jamahiriya,
Mexico, Oman (1)

Monaco, Russian Federation, Spain, Saint Vincent
and the Grenadines, Tunisia, Vanuatu (6)

Bulgaria, Estonia, Latvia, Spain 4

Source: For the current official status of these conventions see www.un.org/law.
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about these and other relevant conventionsis available
on the United Nations website at www.un.org/law. This
site also provides links to, inter alia, the following
organizations websites, which contain information on
the conventions adopted under the auspices of each
organization:

*  Thelnternational Maritime Organization (IMO)
www.ilo.org/home.html

*  Thelnternational Labour Organization (ILO)
www.ilo.org and more specifically
ilolex.ilo.ch: 1567/public/english/docs/convdisp.htm

*  TheUnited Nations Commission onInternational
Trade Law (UNCITRAL) www.uncitral.org.

F. INFORMATION & COMMUNICATIONS
TECHNOLOGY IN TRANSPORT AND
TRADE FACILITATION

1. Expert meeting on Electronic Commerceand
International Transport Services. Best
Practicesfor Enhancingthe Competitiveness
of Developing Countries

The Expert Meeting on “Electronic Commerce and
International Transport Services: Best Practices for
Enhancing the Competitiveness of Devel oping Countries’
was convened under UNCTAD' sauspicesin Genevafrom
26 to 28 September 2001. Experts examined theimpact
of electronic commerce on international transport
services, including the issue’'s economic, operational,
documentary and legal aspects. They recognized the
importance of e-commerce as a vehicle for improving
the efficiency of transport services and promoting the
participation of developing countriesin global trade.

Experts from developing countries noted that their
difficulties with the increased use of e-commerce in
transport resulted from inadequate basic infrastructure,
thelimited availability of computersand Internet access,
and lack of basic knowledge. In some cases obsolete
trangport systems and communications infrastructures
also played arole. The experts expressed the view that
investment in transport and in information and
communication technology (1CT) needed to be promoted
and coordinated at the national level, with Governments
being invited to become model users of ICT in dealing
with citizens. The experts considered that a regulatory
environment should be introduced that would favour a
reduction intelecommunicationsand | nternet chargesand

that North-South and South-South joint ventures between
transport operators would allow a beneficial transfer of
know-how and capital for developing national capacity.

Expertsfrom devel oped countries explained that the use
of ICT is an integral part of the business plan and
commercia successof companies. ICT isused to optimize
information flows within the company and also to
communicate with customers. They expressed their full
confidence in the transfer of information via the World
Wide Web. In the field of transport, representatives of
two major carriers, Maersk Sea L and and UPS, said that
these companies are working to establish partnerships
with customers based on agreed proceduresthat simplify
transport services. Expertsexplained that theuse of ICT
in portsisgeared to devel oping port community platforms
on which exchange of information between different
parties can be done securely and confidentially and at
different levelsof technological sophistication. Paramount
for building these platforms is the involvement of
customs and the port authority and the use of simplified
and transparent procedures. In this connection,
useful guidelines are provided by CEFACT
Recommendation No. 4 on Trade Facilitation Bodies
(seewww.unece.org/cefact).

Theexpertsaso considered thelegal uncertaintiesarising
from the use of electronic means of communication in
international trade and transport. In particular, it was
noted that national lawsand transport conventionsrequire
“written”, “signed” and “original” documents. In this
context, it was explained that the UNCITRAL Model
Lawson Electronic Commerce (1996) and on Electronic
Signatures (2001) aimed at providing States with a set
of internationally acceptable rules for fostering e-
commerce. More specifically, Articles 16 and 17 of the
Model Law dealing with the issue of carriage of goods
provide general principles pertaining to electronic
transport documents. Futurework in UNCITRAL would
focus on the preparation of an international convention
on electronic contracting.

In discussing the role of transport documents in
international trade, the experts highlighted the functions
of bills of lading as evidence of contract, receipts for
goods and documents of title, as well as their essential
role in letters of credit. They stressed that in most
transactions information and evidence of facts were the
essential ingredients, and that negotiable documentswere
required only for transferring title to goodsin transit. In
this connection, it was recalled that the ICC Uniform
Customsand Practicefor Documentary Credit (UCP 500)
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included non-negotiable sea waybills and stressed the
importance of evidence and authentication issues.

The experts considered the challenge of replacing the
negotiable bill of lading with an electronic alternative
and the need for an internationally agreed legal solution.
They also recognized the value of contractual
arrangements asameansfor supplementing the existing
transport laws and conventions in an electronic
environment. Two contractual systems aiming at
replacing trade and transport documentswith electronic
substitutes were reviewed: @Globa Trade and Bolero.
Theformer wasan open system at the pilot stageinwhich
users would not need to pay registration charges or
acquire new software. Applicantswould pay their credit-
issuing banksafeefor issuance of lettersof credit through
@GIlobal Trade. This system uses non-negotiable
electronic sea waybills. The Bolero system is a closed
one, available only to members. As the Bolero Bill of
Lading was not recognized by law, the Rule Book
provided the contractual basis that was binding on al
members. After two years in operation, the challenges
are encryption regulations and the need to build the
confidence of potential customers.

The experts agreed on a number of recommendations
addressed to national Governments and enterprises, to
the international community and to UNCTAD. These
recommendations can be found in the document
TD/B/COM.3/38-TD/B/COM.3/EM.12/3 of October 2001
(see www.unctad.org/en/pub/pubframe.htm).

2. Electronic commerceand inter national
transport services. recent developments

The Commission on Enterprise, Business Facilitationand
Development at itssixth session, held in February 2002,
having examined the recommendations adopted by the
Expert Meeting on Electronic Commerce and
International Transport Services, recommended that the
UNCTAD secretariat do thefollowing

“(a Keep under review and monitor
devel opmentsréating to economic, commercid, legd
and infrastructure aspects of electronic commerce
affecting international transport services, and andyse
theimpilicationsthereof for developing countries, and
furthermore collect and disseminatethisinformation

to member countries.” **

In April 2001 the UNCITRAL Working Group on
Transport Law began consideration of aDraft Instrument

on Transport Law with a view to establishing a new
internationa instrument initially focusing on port-to-port
transport.®® The Draft Instrument has been prepared by
the Comité Maritime International (CMI) and, as
currently drafted, covers multimodal transport involving
asealeg. Theimportant feature of the Draft Instrument
is that it envisages the use of “electronic records’ and
“paper transport documents” in both negotiable and non-
negotiableforms. It grants el ectronic communicationsthe
samelegal statusaspaper transport documents. The Draft
Instrument leaves all matters relating to the use of a
negotiable e ectronic record subject to agreement between
the carrier and the shipper and permits the parties to
switch from a negotiable transport document to a
negotiable record and vice versa. Thus, concerns have
been raised regarding the protection of third partiesand
problems which may arise in the process of switching
from oneform of documentation to another. Furthermore,
the draft is at its preliminary stage and will require
considerable amendment. At the request of the
UNCITRAL secretariat, the UNCTAD secretariat has
provided adetailed article-by-article commentary onthe
Draft Instrument. The commentary is available at both
the UNCTAD?* and UNCITRALY websites.

If and when agreement on a new international liability
regimeisreached, theinclusion of provisionson electronic
communications will provide an important step in
removing legal barriers to further development of
international transport. It should be recalled that
requirements for a paper “document” and “manual
signatures’ inthe existing transport conventions such as
the Hague and Hague-Visby Rules constitute important
obstacles to the use of electronic means of
communications.®®

3. Development of ICT in maritimetransport
and ports

A survey conducted in 2001 on the status of 150 ICT
companies providing Internet-based services in the
transport field indicated that about one-third of these
companies had gone bankrupt, 18 per cent wereinactive,
17 per cent had been purchased by other companies,
16 per cent wererevising their business model and only
16 per cent were conducting business as originally
planned. There were several reasons for this result. A
number of cargo auction portals for liner shipping did
not gain thefavour of lines because they focused only on
price, omitting descriptions of services, which are an
important element for shippers; nor werethey supported
by shippers, since the anonymity of quotations put a
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carrier known to the shipper on the same footing with
other carriers. Thefact that the portals bypassed freight
forwarders and took no responsibility for the results of
transactions compounded the above problems. A number
of portalsaiming to replace shipbrokers underestimated
theimportance of personal contactsin thesetransactions.
Other portals that provided information for transport
decision makers were deemed to require high computer
literacy from usersand to offer them an excessive number
of options. However, portals dealing with the exchange
of equipment, such as containers, fared better.

Although the prospects for the surviving companies are
better, their successisnot guaranteed. Some carriersare
providing shippers with flexible options for accessing
their own portals with maximal flexibility and
convenience. NY K, whiledevel oping itsown e-commerce
initiative, Pegasus, has announced that it will join the
three main portals, GT Nexus, INTTRA and Cargo
Smart. Other carriers are part of large conglomerates,
whichincludelarge ICT companies serving avariety of
industries. Maersk Data Group has morethan 2,500 staff
membersand workswith the banking, finance, insurance
and agriculture industries and the military aswell asin
shipping. The market share of business conducted online
is definitely growing: during 2001 the United States
domestic carrier CSX reported an increase of online
bookings from 15 to 55 per cent.

ICT companies appear to have less difficulty
helping carriers and transport service providers
execute joint processes more efficiently. SynchroNet
Marine (www.synchronetmarine.com) offers
four products for optimizing container management.
One product maximizes the potential for cooperative
container management between short-sea and
deep-sea carriers in Asia and Europe. Another allows
carriers to search databases of available containers by
origin and destination and for immediate or spot cargo
bookings. Yet a third product enables carriers to
reposition containers along many routes. The
fourth product was launched in thefirst quarter of 2002
in conjunction with the port authority of Oakland (USA)
and trucking companies serving the port. It aims to
rationalize contai ner movementsin the metropolitan area
and thus reduce gate and road congestion, as well asto
minimize movements of empty trucks and protect the
environment.

Using ICT for port communities provides a major
opportunity to make joint transport processes more
efficient. Seaport activitiesrequire the handling of large

information flows, which involve many parties with
different commercia and administrative objectives. Over
the years, tailor-made ICT networks have been built in
some ports, reflecting the institutional arrangements
and commercial and administrative practices
of port authorities, shipping agents, port and
terminal operators, customs, freight forwarders, and
so forth. Experience indicates that a long-term
and integrated vision of the port community is a
prerequisitefor building up ICT networksthat adequately
servethose parties.

The Belgian ports provide a good illustration of the
process. Thecomplex ICT networksrequired by thelarge
port of Antwerp (see box 4 for details) have their
counterpart in the Enigma (Electronic Network for
Information in the Ghent Maritime Area) network, a
compact equivalent recently established in Ghent, another
Flemish port (2,892 vesselsand 24 million tonsin 2000)
that is smaller than Antwerp’s and mostly serves bulk
trades. Enigma was developed during 1999-2000 to
provide acentralized platform for handling all data and
communi cations concerning seagoing vessels movements
and their services, including stevedoring. Since the port
is located inland, information exchanges for incoming
vessalsinclude their movements at sea, in rivers, locks
and canal's, and then within the port area. Connectionsto
other services, such asthose of the Belgian customs, or
to other ports concerning advance data on hazardous
cargo areincluded. Accessto the server isthrough Internet
sites or alocal area network. A commercial version of
this network isbeing launched by Cosmos, whichisone
of the two leading suppliers (along with Navis) of
software for managing dataand cargo handling systems
in container terminals.

Ghent's approach to developing ICT networks mirrors
that of Valencia, a Spanish port of similar size (5,677
vessels and 21.2 million tons in 2000) that is however,
mostly involvedin container trade. In effect, theinitiative
for building the network comes from the port authority
and focuses on services provided to the vessels. Work is
underway to enlarge the network to other parties of the
port community, notably those dealing with cargo
clearance (i.e. customs agents), which use the customs
electronic services. Inforport Valenciaisthe company in
charge of maintaining and devel oping this network, and
the Valencia Port Authority and Portel are its main
shareholders. The latter is ajoint venture between the
Spanish Port Authority and the Spanish Telephone
Company (Telefonica), which promotes the use of ICT
in ports.
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In thesetwo exampl es, the customs authoritiesmaintain
their own national networks, notably for cargo
declaration, clearance and duty assessment, which are
used by parties dealing with cargo. Work to link these
networks to those of the port is still in process.

G. OTHER DEVELOPMENTS

During 2001 acomprehensivereview of the 22-year-old
Trainmar programme was conducted by an independent
evaluation team. Theteam recommended that pedagogic
capacity-building and substantive support be continued
but that the Trainmar programme in its present form be
terminated. The evaluation team a so made anumber of
other recommendations, notably for dismantling the
Trainmar Central Support Team and strengthening the
Human Resources Development (HRD) Section with
pedagogical and substantive resources, developing an
integrated curriculum in the port sector, using modern
information and communications technologies in
future activities and elaborating a coherent and
comprehensive strategy for training activitieswhich are
to beregarded as meansfor capacity building in the port
sector.

Collaboration between the HRD and the Transport
Section within UNCTAD’s Division for Services
Infrastructure for Devel opment and Trade Efficiency was
reinforced to gain synergies from pedagogical and

substantive matters. The HRD Section set up awebsite,
www.unctad.org/hrdsite, to provide free information on
the section’s training activities as well as to exchange
materials and information on a members-only basis. It
also organized aninternational meeting in collaboration
with the Douro and L eixoes Port Authority of Portugal
for developing an international strategy for human
resources devel opment for port communitiesin developing
countries.

The meeting took place in Porto (Portugal) from 13 to
16 May 2002 and was attended by more than 68 del egates
from 30 countries. The strategy was based on four
elements: anintegrated approach to capacity building and
training; forging partnerships among port training
institutions of developing and developed countries; the
intensive use of distance-learning techniques; and the
development of awebsite to exchange information and
promote cooperation between partners. Specific plans of
action were developed for English-, French- and
Portuguese-speaking devel oping countries. These plans
take into account the different levels of implementation
and commitmentsfor the Port Certificate Programmeand
seek to promote abalanced institution-building capacity
for port communities of devel oping countries. They aso
promote partnerships between port communities
located in different regions and pave the way for
establishing partnershipswith public- and private-sector
institutions.

system.

Box 4
ICT development in a large port: The case of Antwerp

Antwerp is one of the largest ports in the European Union. In 2000 more than 16,000 seagoing vessels and
57,000 barges visited the port, which handled 130 million tons of cargo. The port islocated mostly on theright
bank of the Scheldt River but is presently expanding to the left bank. The port’s total surface exceeds
13,000 hectares, and it encloses 2 hectares of deep water, 130 kilometres of berths, 276 kilometres of roadsand
960 kilometres of railway tracks. The Antwerp Port Authority provides the infrastructure, and private-sector
companies and operators are in charge of port activities.

Initiativesto implement ICT usefor port activitieswere begun in the mid-1980s by non-profit organizations set
up by the public and private sectors. The City of Antwerp set up Telepolisto provide ICT services to the port
authority, to the city’s public services (i.e. the police and the fire brigade) and to its health and socia care

APICS (Antwerp Port Information and Control System) was defined and developed during 1985-1988 and
finally commissioned inApril 1989. APICSistheinformation tool for planning, assistance and control relating
to maritime and inland navigation for all vessel movementsfor this port. Usersof APICS are the Harbour master
office, thetug service, thefinancia serviceand the port authority’ s general management functions. Theinformation
provided by the system ensuresvital functions such as deployment of tugs and pilots, planning of lock and bridge
operations, billing, concession management and the collection and processing of statistics.
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Box 4 (continued)

A major subsystem of APICS is the Vessel Traffic Service (VTS), which enhances safe navigation in heavy-
traffic areas within the port and allows better lock planning and the ordering of pilots and tugs in and out of
controlled waters. This service comprises the following elements: a Bright Display Radar system located in
five critical areas of the port; a closed-circuit television with high sensitivity, panoramic tilt and zoom enable
colour camerasto control two lock complexes; and two environmental wind sensors mounted on 10-metre poles
with local and remote display for warning about severe wind conditions. Real-timeinformation on the situation
of locks and bridges and meteorol ogical conditionsis availablein a control room, with additional links to the
police and fire brigade. Road traffic panels warn drivers about conditionsin critical areas. Telephone, normal,
VHF (very high frequency) and UHF (ultrahigh frequency) radio communications are used to maintain ongoing
contact with vessels, barges, tugs and pilots.

APICS carries numerous communications for the more than 300 terminals and printers scattered around the
port. A dedicated coaxial cableisinstalled on the right bank of the river, and leased lines are being used on the
left bank and in the Netherlands. Radio frequency modems provide communications for data, voice and video
signals and radar. Online and offline back-up systems ensure permanent operation. The central database has
20 gigabytes of information, and morethan 700,000 EDI (el ectronic datainterchange) messagesare handled each year.

In 1986, Seaghawas established by Antwerp’s Chamber of Commerce and Industry together with the six trade
organi zations of the port (two for cargo handling companies, two for freight forwarders, onefor shipping agents
and one for shipowners). This organization aims to convey the expanding volume of EDI communications,
which at that time were transmitted between parties on abilateral basis, through asingle and reliable platform.
In thisway each party can use asingle point of entry for all itsincoming and outgoing communications.

The product Seagha Clearing enables each party toreach al itscommercial partnerseven if they were connected
to different EDI networks and use different connection methods (e.g. telephone, fax, email, web page, EDI). It
aso enables connection to networks located el sewhere (e.g. in other ports). More specifically, this product
alowstransmission of standardized EDI and free-format messages, connections through X400 to an unlimited
list of international networks worldwide, archiving of messages, tracking of sent and received messages and
related follow-up, and direct access through the following protocols: TCP/IP, X25, X400 and OFTP. Parties
using it include importers, exporters, banks, truck companies, sea carriers, barge carriers, freight forwarders,
terminal operators, terminal depots, Belgian railways, Belgian Customs, tallying services, and others. The number
of companiesand messages grew steadily from 1993 to 2000, from 132 companies exchanging 500,000 messages
to 465 companies exchanging 5,100,000 messages.

The product Seagha Bridge is conversion software which translates between the individual format used by a
given party and the UN/Edifact standard used by Seagha Clearing. The product Mapping allows Seagha users
to convert their messagesinto another format such asEDI, email, XML, HTML or ANSI X 12, which commercial
partners may prefer. Productsfor PC applications are al so available and may be of interest to companies having
medium- or entry-level technological capability: Expag exchangesinformation between freight forwardersand
agents; Sadbel allows communication with customs; Dangerous Goods sends dangerous goods notifications;
and Shipbrokers' Clerk System allows connection to the port authority’sAPICS system.

Effortsare underway to replaceall PC applicationswith web-based ones, which will use Edifact messagesin the
background. In early 2002 Vessel Manager was launched. Thisweb version of the Shipbrokers Clerk System
has two modules: BERTH and WASDIS. Thefirst offerstraditional functions such as notification of incoming
vessals, requests for shifting, and priorities for services. The second allows compliance with the European
Community Directivethat combatsillegal dumping by asking usersto send compul sory electronic waste disposal
notifications as of mid-January 2002.

Source: Presentation made at the workshop “IT and ETI in Transport Business’, Antwerp, Belgium,
11-15 March 2002.



Chapter 7

REVIEW OF REGIONAL DEVELOPMENTS:
LATIN AMERICA

This chapter focuses on maritime developments in devel oping countries and territoriesin the Americas,
including inland transport.

A. ECONOMIC BACKGROUND

The period covered by thisreview (1999-2001) was an
unsettled one for countries of Latin America and the
Caribbean. The financial crisis of 1997 had a severe
impact on economic growth, which slowedto 2.3 per cent
in 1998 and bottomed out in the following year, when it
reached 0.4 per cent (see table 46). Countries in Latin
Americawere most affected by the slowdown; nine of
the 20 countries listed in table 46 registered negative
growth in either 1998 or 1999, and in one country the
economy contracted in both years. Of the 10 countries
achieving positivegrowth, the best performerswerethose
closely linked to the United States economy, including
the Dominican Republic, Mexico and countriesin Central
America. Thelargest country in South America, Brazil,
achieved much lessgrowth. The 12 Caribbean countries
performed well, with only three registering negative
growth in 1998 or 1999.

During 1999 domestic demand was sluggish and was
curtailed by currency devaluations in Brazil, Chile,
Colombia and Ecuador. The fiscal deficit increased
because of rebuilding in some countries in Central
Americaand the Caribbean after Hurricanes Mitch and
Georges, earthquakes in Colombia's coffee-producing
areasand pressurefor socia spending in other countries.
Investment was also sluggish asaresult of high interest
rates in a year in which many domestic banks faced
difficulties and were reorganized or merged. Incoming
financial flowswerelessthan half of those of 1997, and
in most countries foreign payments required the use of
reserves.
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The strong rebound of economic output in Latin America
and the Caribbean in 2000 resulted from economic growth
inthe United States, inthe euro zone and inthe Far East,
which fuelled demand and lifted the price of crude ail.
Seven countriesin Latin America (Brazil, Chile, Cuba,
the Dominican Republic, Honduras, Mexico and
Nicaragua) and four in the Caribbean (Belize, Grenada,
<. Kittsand Nevisand Trinidad and Tobago) registered
output increases above the regional average of 4.1 per
cent, with the best performers taking advantage of the
high United States demand. Economic contraction was
focused only in the River Plate area and affected
three countries.

Domestic demand for countriesin the region expanded
by 4.5 per cent, mostly because of increased consumption
in an environment of low inflation rates or the use of
dollarsasnational currency, asin Ecuador. Strict control
of fiscal expendituresand improved tax collection reduced
public deficitsto 2.3 per cent of GDP and reduced public
investments in some key sectors (e.g. agriculture)
and social expenditures. Domestic private investment
did not rise due to the paucity of bank loans and high
interest rates. Proceeds from privatizations increased
by 50 per cent from 1999 levels to $18.5 billion,
with Brazil and Mexico representing almost 70 per cent
and 23 per cent of the privatization in the
regionrespectively. Increased competition resulted in
transnational companies’ matching producing and
consumption areas across national borders—for example,
for gas in Mercosur and electricity in Central
America
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Table 46

Per centage growth of GDP at 1995 constant market pricesfor countriesin Latin America
and the Caribbean, 19982001

Countriesor territories 1998 1999 2000 2001
Argentina 3.8 -3.4 -0.6 -3.8
Bolivia 52 0.4 1.8 0.0
Brazil 0.3 0.9 4.3 1.7
Chile 3.6 -0.1 49 3.0
Colombia 0.5 -4.1 2.7 1.5
CostaRica 8.3 8.1 17 0.3
Cuba 13 6.8 55 3.0
Dominican Republic 7.3 8.0 7.8 3.0
Ecuador 1.0 -9.5 2.8 5.0
El Salvador 3.8 3.3 2.0 15
Guatemala 5.1 39 31 2.0
Haiti -11 2.3 1.2 -0.9
Honduras 3.3 -15 5.0 25
Mexico 5.1 3.6 6.8 -0.1
Nicaragua 4.1 74 4.7 2.0
Panama 4.6 35 2.6 0.5
Par aguay -0.6 -0.1 -0.6 15
Peru -05 0.9 3.0 -05
Uruguay 4.4 -2.9 -15 -2.5
Venezuela 0.7 -5.8 4.0 2.8
Subtotal - Latin America 2.3 0.4 39 0.5
Antiguaand Barbuda 5.0 49 2.6 -
Barbados 5.3 3.1 3.0 -1.5
Belize 2.0 5.9 10.1 -2.0
Dominica 31 1.3 0.7 -
Grenada 7.6 7.5 6.5 25
Guyana -2.2 3.9 3.0 1.0
Jamaica -1.0 0.7 0.5 1.5
Saint Kittsand Nevis 1.1 35 7.1 -
Saint Lucia 3.0 34 0.6 -
Saint Vincent and the
Grenadines 5.8 4.2 2.0 -
Suriname 1.9 -2.4 0.1 -
Trinidad and Tobago 53 7.8 5.0 1.0
Total - Latin America and the
Caribbean 2.3 0.4 4.1 0.5

Source: For 1998-2000: Anuario Estadistico de America Latina y el Caribe (2002), ECLAC publication LC/G.2151-P/B,
February: 68. For 2001: Estimates from Balance preliminar de las economias de América Latina y el Caribe, (2001)
ECLAC publication LC/G-2153-P/E, statistical appendix, tableA-1. The ECLAC classification for Latin Americaincludes
the Caribbean countires of Cuba and Haiti.
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However, the fragility of the recovery was evident one
year later. Low prices for commaodities and slackening
demand inindustrialized countriesduring the second half
of the year affected most countries in the region. The
price index for minerals estimated by ECLAC is the
lowest inthelast five years, and price indexesfor some
agricultural products, such as coffee, are at historical
lows. The preliminary estimate of economic growth for
countriesin Latin Americaand the Caribbean during 2001
is, at 0.5 per cent, barely above the output growth
of 1999. The economies of seven countries contracted,
and not a single country showed output growth
beyond 5 per cent. By the end of the year, Argentina
had defaulted on its debt and the ripples of the
collgpsehad affected neighbouring countries, notably Uruguay.

As table 47 indicates, the value of exports for the
37 countriesin Latin Americaand the Caribbean for the
year 2000 reached $369.8 hillion, equivalent to 6 per cent
of world exportsfor that year. Importsfor these countries
reached $374.1 billion, equivalent to 5.8 per cent of world
imports. The increases over the value of exports and
imports reached in 1999 were 20.0 and 15.9 per cent
respectively. Preliminary figures for 2001 suggest a
decreasein thevalue of exportsandimportsfor theyear.

The contribution of the various regional country
groupingsto thevalue of theregion’sinternational trade

is also indicated in table 47. Mercosur comprises
four countries (Argentina, Brazil, Paraguay and Uruguay)
and its exports make up 23.2 per cent of the region’'s
total. The Andean Community (CAN) comprises
five countries (Bolivia, Colombia, Ecuador, Peru and
Venezuela) and contributes 16.4 per cent of regional
exports. The Caribbean includes 20 countries and
territories (Anguilla, Antigua and Barbuda, Aruba, the
Bahamas, Barbados, Belize, Cuba, Dominica, the
Dominican Republic, Grenada, Guyana, Haiti, Jamaica,
Montserrat, the Netherlands Antilles, Saint Kitts and
Nevis, Saint Lucia, Saint Vincent and the Grenadines,
Suriname and Trinidad and Tobago), including those
belonging to the Caribbean Common Market
(CARICOM), the Organization of States of the Eastern
Caribbean and the Caribbean Basin Initiative of the
United States government. These countries together
contribute 4.8 per cent of the regional exports. The
five countries of the Central American Common Market
(MCCA) include Costa Rica, El Salvador, Guatemala,
Honduras and Nicaragua and contribute 4 per cent of
theregional exports. Theremaining three countries, Chile,
Mexico and Panama, do not belong to any of these groups
and contribute 45, 4.9 and 1.6 per cent respectively to
the region’s exports. Exports from Mexico, apartner of
the North America Free Trade Area (NAFTA) together
with the United States and Canada, include maquila —
foreign-owned assembly plants.

Table 47

Valueof international tradeof L atin American and Caribbean countries
(billions of current $)

Exports Imports
1999 2000 2001 1999 2000 2001

Valueof tradefor 37 countriesin 307.9 369.8 254.8 322.7 374.1 254.5

Latin Americaand the Caribbean
M er cosur 76.3 86.0 79.6 85.7
CAN 44.6 60.7 345 39.3
Caribbean countries 15.1 17.9 27.7 31.3
MCCA 14.3 14.7 18.2 19.6
Mexico 136.7 166.4 142.0 174.5
Chile 15.6 18.1 13.9 16.7
Panama 53 5.9 6.7 7.0
Per centage growth in volume of

merchandisetradefor countriesin 7.0 11.0 2.4 2.1 13.9 0.4

Latin Americaand the Caribbean

Source: Panorama de la insercién internacional de América Latina y el Caribe 2000-2001, ECLAC publication
LC/G2149-P/E, tables 11.1a, 11.2 and I1.5a. Data for 2001 are provisional and from January to September only. All data

come from bal ance-of -payment sources.
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B. MERCHANDISE TRADE

The foreign trade structure of the countries of Latin
Americaand the Caribbean is shown in table 48, which
shows figures for 2000. The important share of
commodities (food items, agricultural products, oresand
fuels) in exportsisreflected in their 30.8 per cent share
of the value of total exports. Within this category crude
oil stands out with a total of $45.5 billion. The main
export destination was the United States market, with a
share of almost 60 per cent of the total. Other countries
within the region were aclear second destination with a
share of 16.2 per cent. In short, destinations within the
hemi sphere accounted for about three-quarters of exports
from countries in Latin America and the Caribbean.
Exportsto Europe accounted for another 10 per cent and
those to Japan and other Asian countriesfor 5.6 per cent.

The share of commodities in the region’s imports
stood at 11.4 per cent in 2000. Expenses fluctuate

around $13 billion for each of the three major
imported commodities — food items, agricultural
products and fuel. The United States is the major
source for these imports, providing 51.1 per cent,
while countries within the region account for 15.5 per
cent. All told, imports originating within the
hemisphere account for two-thirds of total imports. The
shares of importsfrom Europe and Japan and other Asian
countries are roughly equal — 13.1 and 12.3 per cent
respectively. Together, they make up about a quarter of
thetotal.

For the top 10 countries in Latin America and
the Caribbean, the destinations of exports and
origins of imports for 2000 are indicated in table 49.
The share of the United States market is larger for
those countries closer toit. The share of regional tradeis
greater in  South America, notably between Mercosur
countries.

Table 48

Foreign tradestructureof selected productsof Latin American and Caribbean countries, 2000

Exportsfrom Billion $ Destination of exports (%)
theregion USA Japan Europe Asia Region Other
All products 341.8 59.5 2.2 10.1 34 16.2 8.6
of which:
Food items 22.7 194 3.2 26.3 79 24.3 18.9
Agricultural 28.5 37.1 6.0 25.3 6.2 13.3 121
Ores 8.6 6.8 21.4 225 175 9.8 21.9
Fuel 455 67.1 0.8 7.1 1.0 14.9 9.0
All other 236.6 6.5 12 6.9 2.6 16.3 6.5
Importsto Billion $ Origin of imports (%)
theregion USA Japan Europe Asa Region Other
All products 362.5 51.1 4.2 131 8.1 155 7.9
of which:
Food items 13.2 36.1 0.1 12.8 5.0 40.6 55
Agricultural 13.00 45.6 0.1 4.1 4.1 32.7 134
Ores 1.9 24.6 0.2 5.9 4.4 45.5 194
Fued 134 11.6 0.3 11 4.3 53.7 29.0
All other 321.0 53.8 4.8 14 8.6 12.0 6.8

Source: Panorama de la insercion internacional de América Latina y el Caribe 2000-2001, ECLAC publication
LC/G2149-P/E, tables 1b and 1c.. Data from 33 countries come from trade sources and have been collected following a
different methodology than that indicated in table 55.
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Table 49

Foreign tradestructureof selected L atin American and Caribbean countries, 2000

Exports Destination of exports (%)
Country (billion $) USA Japan  Europe Asa Region Other
Argentina 26.3 12.0 15 16.5 6.8 47.9 15.3
Brazil 55.1 24.1 4.5 23.6 6.9 24.8 16.2
Chile 18.2 16.4 14.2 21.9 14.9 22.1 10.6
Colombia 13.6 50.6 1.8 11.9 11 28.6 6.0
CostaRica 5.9 52.0 0.9 195 3.6 18.8 52
Dominican Republic 5.7 n.a n.a n.a n.a n.a n.a
Mexico 166.4 88.6 0.6 3.2 0.7 3.1 3.8
Panama 5.9 44.8 1.0 17.9 29 24.0 94
Peru 7.0 31.0 5.7 16.0 16.0 21.7 9.6
Venezuela 34.0 59.6 0.8 54 0.6 195 14.0
Imports Origin of imports (%)
Country (billion $) USA Japan  Europe Asa Region Other
Argentina 23.8 19.1 4.0 22.0 10.3 34.6 10.0
Brazil 55.9 23.2 53 23.9 10.2 211 16.4
Chile 16.7 19.7 4.2 16.5 12.7 35.8 11.1
Colombia 11.1 34.0 4.6 16.0 8.0 27.6 9.8
CostaRica 6.1 51.2 3.6 10.2 3.9 25.2 59
Dominican Republic 9.7 n.a n.a n.a n.a n.a n.a
Mexico 1745 73.1 4.0 8.4 74 2.6 4.6
Panama 7.0 35.7 7.2 8.7 6.3 25.7 16.4
Peru 7.3 234 6.6 129 105 38.4 8.1
Venezuela 16.1 37.8 34 18.0 6.9 25.0 9.0

Source: Panorama de lainsercion internacional de América Latinay €l Caribe 2000-2001, tables|1.5aand I1.5b. ECLAC

publication LC/G.2149-P/E and Annex.

C. MERCHANT FLEET IN DEVELOPING
COUNTRIESAND TERRITORIESIN
THE AMERICAS

1. General situation

Table 50 indicates the percentages of exports by seain
volume and value for six developing countriesin Latin
America. The percentage fluctuatesfrom 40.7 to 97.5 per
cent when export volumes are considered and from 16.7
to 86 per cent when export values are taken into account.
The low percentages of seaborne trade for Mexico, the
largest trading nation, was a result of rail and road
transport with their major trading partner, the
United States. For the other five countries seabornetrade
was extremely important.

2. General situation of merchant fleets

Table 51 showsthe merchant fleet registered in developing
countries of America, excluding open registries (the
Bahamas, Bermuda and Panama). The share of the
merchant fleet registered in these countries has steadily
increased since 1980, when it stood at 3.2 per cent of the
world fleet. It increased to 3.5 per cent in 1990 and
reached 4.2 per cent in 2000. In 2001 the same share
was maintained. Current tonnage owned by these
countries amounts to 34.6 million dwt.

The geographical ownership has changed dramatically
since 1980. Countries on the eastern coast of South
Americaowned 58 per cent of theregional fleetin 1980.
Their share decreased dlightly to 56.6 per cent by 1990
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Table 50

Shareof seabornetradein exportsfrom Latin America and the Caribbean in 2000

Country Per centage of exportsgoing by sea measured by
Volumein metrictons Valuein $
Argentina 83.8 70.2
Brazil 97.5 74.2
Chile 95.7 86.0
Colombia 97.2 74.7
M exico 40.7 16.7
Peru 97.5 73.5

Source: Compiled by the UNCTAD secretariat from data in Maritime
Profile of Latin America and the Caribbean (2002), ECLAC,
http: //mww.eclac.cl/transporte/perfil/expmdo00.asp.

and was more than halved by the year 2000, when it was
only 20.4 per cent. In 2001 the share decreased to 19.2 per
cent. This trend was mirrored by countries on South
America’ s western coast, whose share decreased from
12.5 per cent in 1980 to 10.8 per cent by 1990 and to
4.8 per cent in 2000, after which it stabilized in 2001.
Gainsoccurred for countriesin and around the Caribbean
region, including Mexico and othersin Central America:
they almost trebled their sharefrom 29.5 per cent in1980
t0 32.6 per cent in 1990 and 74.8 per cent during thelast
decade.

The composition of the fleet in 2000 was as follows:
22.5 per cent were tankers, 29.2 per cent dry bulk
carriers, 28.8 per cent general cargo vessels, 10.9 per
cent container shipsand 9 per cent other types of vessels.
For 2001 there was a dlight increase in the share of
tankers, dry bulk carriers and container ships, which
reached 23.8, 30.3 and 10.9 per cent respectively. The
shares of general cargo and other vesselsfell to 26 and
8.8 per cent respectively. Over thelast 20 yearsthemain
changes have been the reduction in the share of tankers
and the appearance and proliferation of container ships.
The main difference between the current composition of
the regional fleet and that of the world fleet was
the share of general cargo vessels in the regional
fleet (26 per cent for 2001), which was more than
double than of the world (only 12 per cent for the same
year).

Table 52 givesacloser look at the merchant fleet of these
countries. Nine countries beneficially own vessels
amounting to 6.35 million dwt in open registers, notably

in Panama. Thusthefleet owned by devel oping countries
in Americais 18.4 per cent larger than isindicated in
table 51. However, the five countries in table 60 have
merchant fleetswith substantial ownership by nationals
of countries outsidetheregion, notably the United States.
Thesefive countries contributed to the large share of the
Caribbean and Central American areasin thecomposition
of the regional fleet. Taking into consideration that the
beneficially owned fleet in these countries amounts to
19.44 million dwt, the merchant fleet of developing
countries of American amounted to 21.47 million
dwt, that is 37.9 per cent smaller than that indicated in
table 51.

3. Agedistribution of merchant fleets

The average age of the fleet of developing countriesin
America at the beginning of 2002, as computed in
table 51, was 17.2 years (seetable 53). Thefleet isthus
older than those of developing countries and the world,
which at the beginning of 2002 were 13.9 and 13.7 years
old respectively. Bulk carrier and general cargo vessel
fleets of devel oping countriesin Americawerethe oldest,
at 19.2 and 18.2 years old respectively. The container
ship fleet, however, at 9.1 years old, was younger than
those of devel oping countriesand theworld, whichwere
11.1 and 10.8 years old respectively.

The supply of seafarers from developing countries in
Americareached 70,000, including officersand ratings;
thisis5.7 per cent of theworld supply, whichintheyear
2000 reached 1.2 million seafarers. The share of the
merchant fleet registered in these countrieswas 4.2 per
cent.
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Table 51

Merchant fleetsof theworld and thoseregistered in Latin American countries, selected years

(in thousand dwit)

Year Total Tanker Dry General Container Others
bulker cargo

World total 1980 682768 339324 185652 115824 11 243 30725
1985 664800 261439 232107 105846 19939 45 469

1990 658377 245936 234659 102676 25 955 49 151

1995 734917 267650 261628 104 129 43 849 57 660

2000 808377 285442 281655 102653 69 216 69 412

2001 825652 285519 294 589 99 872 77 095 68 577

Latin America—total® 1980 21794 7914 6183 6 547 37 1113
1985 23283 7354 7765 6 363 102 1699

1990 25529 7 501 9025 6 348 364 2291

1995 29 798 8 236 9238 8104 1486 2734

2000 34051 7 645 9934 9837 3540 3095

2001 34 556 8223 10 448 8999 3789 3057

East coast of South 1980 12 649 4 866 3893 3491 0 399
America 1985 15 345 5576 5749 3173 78 769

1990 14 459 5119 6 303 1907 214 916

1995 10 650 4 652 3975 736 326 961

2000 6923 3039 2625 687 196 376

2001 6 652 2 906 2 580 589 192 385

West coast of South 1980 2717 484 929 1212 0 92
America 1985 2914 651 880 1190 0 193

1990 2770 558 973 1022 0 217

1995 1763 429 581 372 22 360

2000 1 646 615 370 236 77 348

2001 1641 609 382 200 80 370

Others(including 1980 6 428 2 564 1361 1844 37 622
Caribbean, Central 1985 5024 1127 1136 2 000 24 737

America, Mexico) 1990 8300 1824 1749 3419 150 1158

1995 17 384 3155 4682 6 996 1138 1413

2000 25 482 3991 6 939 8914 3267 2371

2001 26 263 4708 7 526 8210 3517 2302

Source: Review of Maritime Transport, various issues.

a

Tonnages registered in the Bahamas, Bermuda and Panama are not included in the Latin American subregion total,
since these are classified as open registries.
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Table 52

Fleet ownership in developing countries and territories in the Americas

Country or Total tonnage Tonnage beneficially owned Share of tonnage Share of tonnage
territory registered by beneficially owned registered under
under nationals  foreign owners” by nationals under national flag
national under open under open registries controlled by
flag registries national flag foreign owners?®
thousand dwt percentage share
Antigua and 6071 - 5855 - 96.4
Barbuda
Argentina 312 1040 - 3333 -
Belize 2002 - 781 - 39.0
Brazil 5959 2683 - 45.0 -
Cayman Islands 3184 - 2539 - 79.7
Chile 915 1057 - 115.5 -
Colombia 82 43 - 524 -
Cuba 92 291 - 316.3 -
Honduras 1158 - 328 - 28.3
Mexico 1180 136 - 11.5 -
Peru 200 171 - 85.5 -
Saint Vincent and 10 105 - 8602 - 85.1
the Grenadines
Uruguay 46 94 - 204.3 -
Venezuela 1307 835 - 63.9 -
Total 6350 19 440 - -

Source: Compiled by the UNCTAD secretariat from data provided by Lloyd’s Register — Fairplay.

& In this table, “foreign owners” means owners who are nationals of countries outside the Latin American region.
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Table 53

Agedistribution of the merchant fleet of countriesin Latin Americaby typesof vessel, as of 1 January 2002

(percentage of total dwt)

Countryor  Typesof Total 04 59 10-14 15yearsand Averageage
grouping vessels years years years over (years) 20012
Worldtotal  All ships 100.00 19.11 18.60 12.47 49.83 13.87
Tankers 100.00 19.44 23.26 14.55 42.76 13.24
Bulk carriers 100.00  17.59 18.95 11.92 51.54 13.73
General cargo  100.00 14.09 10.48 10.57 64.87 16.17
Container ships  100.00 30.13 23.79 11.45 34.64 11.03
All others 100.00 1831 14.43 12.56 54.70 14.92
Developing countries(including open-registry countries)
All ships 100.00  17.79 17.74 11.36 53.10 14.31
Tankers 100.00 21.47 21.38 16.68 40.47 12.71
Bulk carriers 100.00  19.97 19.63 11.43 48.97 13.09
General cargo  100.00 7.82 7.48 7.30 77.40 18.46
Container ships  100.00 26.63 29.37 8.19 35.82 11.18
All others 100.00 11.27 9.98 9.16 69.59 17.43
Developing countries(excluding open-registry countries)
All ships 100.00  10.86 11.92 8.17 69.05 17.10
Tankers 100.00  14.83 11.25 9.05 64.86 16.60
Bulk carriers 100.00 1.72 7.35 7.70 83.23 19.22
General cargo ~ 100.00 7.86 8.65 8.47 74.96 18.25
Container ships 100.00  30.96 38.28 5.34 25.42 921
All others 100.00  10.37 6.28 9.32 74.04 18.23
Antiguaand  All ships 100.00 30.43 29.45 6.98 33.14 10.14
Barbuda Tankers 100.00 0.00 30.27 0.00 69.73 16.06
Bulk carriers 100.00 6.42 3.92 0.00 89.65 18.33
General cargo  100.00 25.54 18.86 10.92 44.67 12.08
Container ships 100.00  36.52 40.29 4.82 18.36 7.80
All others 100.00 3594 23.31 1.63 39.13 10.37
Anguilla All ships 100.00 0.00 0.00 0.00 100.00 20.00
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo ~ 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 0.00 100.00 20.00
Argentina All ships 100.00 431 2.28 8.91 84.50 18.21
Tankers 100.00 3857 0.00 0.00 61.43 13.06
Bulk carriers 100.00 0.00 0.00 0.00 100.00 20.00
General cargo  100.00 0.00 0.00 3.68 96.32 19.71
Container ships - - - - - -
All others 100.00 0.06 3.88 13.73 82.34 18.39




100 Review of Maritime Transport, 2002

Table 53 (continued)
Country or Types of Total 04 59 1014 15yearsand Averageage
grouping vessels years years years over (years) 20012
Barbados All ships 100.00 58.63 19.22 172 20.43 6.81
Tankers 100.00 93.64 0.00 0.00 6.36 3.14
Bulk carriers 100.00  38.67 59.29 0.00 2.04 5.33
General cargo  100.00 0.00 7.48 11.81 80.71 18.08
Container ships 100.00 100.00 0.00 0.00 0.00 2.00
All others 100.00 0.00 34.36 3.50 62.14 15.25
Bolivia All ships 100.00 1.67 0.52 5.75 92.06 19.17
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers 100.00 0.00 0.00 0.00 100.00 20.00
General cargo ~ 100.00 0.00 1.59 17.58 80.82 18.39
Container ships - - - - - -
All others 100.00 10.81 0.00 0.00 89.19 18.05
Brazil All ships 100.00 2.07 17.81 14.18 65.95 16.18
Tankers 100.00 1.64 22.06 16.44 59.86 15.52
Bulk carriers 100.00 1.85 5.49 14.31 78.35 17.81
General cargo  100.00 2.98 52.57 5.12 39.34 12.22
Container ships  100.00 0.00 44.08 0.00 55.92 14.27
All others 100.00 6.29 111 19.47 73.11 17.16
British Virgin All ships 100.00 0.00 3.52 7.76 88.71 18.92
Islands Tankers - - - - - -
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 551 12.14 82.35 18.31
Belize All ships 100.00 2.53 1.74 5.73 90.01 18.86
Tankers 100.00 0.16 1.07 1.88 96.89 19.68
Bulk carriers 100.00 0.00 0.00 0.34 99.66 19.97
General cargo  100.00 1.82 2.28 3.47 92.43 19.10
Container ships  100.00 0.00 0.00 24.46 75.54 18.04
All others 100.00 5.83 212 9.35 82.70 17.93
Cayman All ships 100.00 17.87 13.76 9.72 58.64 14.22
Islands Tankers 100.00 26.61 11.34 3.28 58.77 13.47
Bulk carriers 100.00 0.00 20.74 22.53 56.73 15.50
General cargo  100.00 0.00 2.12 10.58 87.30 18.88
Container ships  100.00 0.00 0.00 0.00 100.00 20.00
All others 100.00  42.98 16.30 0.63 40.09 10.09
Chile All ships 100.00 2.20 10.20 421 83.39 17.94
Tankers 100.00 0.00 21.19 0.00 78.81 17.25
Bulk carriers 100.00 0.00 0.00 0.00 100.00 20.00
General cargo ~ 100.00 0.00 0.00 0.00 100.00 20.00
Container ships  100.00 0.00 36.35 0.00 63.65 15.27

All others 100.00 5.28 11.85 10.08 72.80 16.70
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Table 53 (continued)
Country or Types of Total 04 59 1014 15yearsand Averageage
grouping vessels years years years over (years) 20012
Colombia All ships 100.00 1.69 1.80 127 95.24 19.36
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.76 99.24 19.94
Container ships - - - - - -
All others 100.00 5.33 5.66 2.59 86.43 18.10
CostaRica  All ships 100.00 7.99 8.39 4.33 79.28 17.12
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo - - - - - -
Container ships - - - - - -
All others 100.00 7.99 8.39 4.33 79.28 17.12
Cuba All ships 100.00 0.00 0.00 0.54 99.46 19.96
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers 100.00 0.00 0.00 0.00 100.00 20.00
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 1.01 98.99 19.92
Dominica All ships 100.00 0.00 0.00 0.00 100.00 20.00
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 0.00 100.00 20.00
Dominican All ships 100.00 0.00 0.00 0.00 100.00 20.00
Republic Tankers - - - - - -
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 0.00 100.00 20.00
Ecuador All ships 100.00 41.44 0.10 2.88 55.58 12.30
Tankers 100.00 57.78 0.00 0.00 42.22 9.60
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.37 10.46 89.17 19.12
El Salvador  All ships 100.00 7.97 0.00 0.00 92.03 18.57
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo - - - - - -
Container ships - - - - - -
All others 100.00 797 0.00 0.00 92.03 18.57
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Table 53 (continued)
Countryor  Typesof Total 04 59 10-14 15yearsand Averageage
grouping vessels years years years over (years) 20012
Falkland All ships 100.00 0.00 8.62 48.06 43.32 15.03
Islands Tankers - - - - - -
(Malvinas) Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 8.71 48.59 42.70 14.98
Grenada All ships 100.00 0.00 0.00 0.00 100.00 20.00
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 0.00 100.00 20.00
Guatemala  All ships 100.00 5.36 0.00 0.00 94.64 19.04
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo - - - - - -
Container ships - - - - - -
All others 100.00 5.36 0.00 0.00 94.64 19.04
Guyana All ships 100.00 0.00 0.00 4.35 95.65 19.65
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 8.24 91.76 19.34
Haiti All ships 100.00 0.00 0.00 0.00 100.00 20.00
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 0.00 100.00 20.00
Honduras All ships 100.00 0.17 0.31 6.68 92.84 19.39
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers 100.00 0.00 0.00 0.00 100.00 20.00
General cargo  100.00 0.26 0.31 451 94.92 19.55
Container ships  100.00 0.00 0.00 0.00 100.00 20.00
All others 100.00 0.21 0.59 16.01 83.20 18.61
Jamaica All ships 100.00 1.32 1.33 0.00 97.35 19.59
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00

Container ships - - - - - -
All others 100.00 26.36 26.53 0.00 47.10 11.81
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Table 53 (continued)
Countryor  Typesof Total 04 59 1014 15yearsand Averageage
grouping vessels years years years over (years) 20012
Mexico All ships 100.00 2.75 0.26 14.57 82.42 18.31
Tankers 100.00 0.00 0.00 23.18 76.82 18.15
Bulk carriers - - - - - -
General cargo ~ 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 6.19 0.58 6.79 86.44 18.27
Nicaragua All ships 100.00 0.00 0.00 12.93 87.07 18.97
Tankers - - - - - -
Bulk carriers - - - - - -
General cargo ~ 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 15.00 85.00 18.80
Paraguay All ships 100.00 0.00 0.00 0.00 100.00 20.00
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers - - - - - -
General cargo ~ 100.00 0.00 0.00 0.00 100.00 20.00
Container ships  100.00 0.00 0.00 0.00 100.00 20.00
All others 100.00 0.00 0.00 0.00 100.00 20.00
Peru All ships 100.00 5.39 16.87 3.26 74.48 16.58
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers - - - - - -
General cargo  100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 7.47 23.37 451 64.64 15.26
Saint Kitts  All ships 100.00 0.00 0.00 0.00 100.00 20.00
and Nevis  Tankers - - - - - -
Bulk carriers - - - - - -
General cargo ~ 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others - - - - - -
Saint Vincent  All ships 100.00 1.40 3.72 7.12 87.75 18.69
and the Tankers 100.00 1.13 0.71 0.00 98.16 19.70
Grenadines Bulk carriers 100.00 0.00 4.43 4.08 91.48 19.10
General cargo  100.00 1.83 2.16 10.03 85.97 18.59
Container ships 100.00 5.99 31.53 11.26 51.22 13.92
All others 100.00 4.56 1.93 12.20 81.31 17.95
Suriname All ships 100.00 6.26 3.16 35.28 55.30 15.64
Tankers 100.00 0.00 0.00  100.00 0.00 12.00
Bulk carriers - - - - - -
General cargo ~ 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00  38.29 19.32 0.00 42.39 10.60
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Table 53 (continued)
Countryor  Typesof Total 04 59 10-14 15yearsand Averageage
grouping vessels years years years over (years) 20012
Turksand All ships 100.00 0.00 0.00 0.00 100.00 20.00
Caicos Tankers - - - - - -
Islands Bulk carriers - - - - - -
General cargo 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 0.00 0.00 0.00 100.00 20.00
Trinidadand  All ships 100.00 1.19 0.00 21.46 77.35 18.07
Tobago Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers - - - - - -
General cargo 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 141 0.00 25.43 73.16 17.71
Uruguay All ships 100.00 257 7.10 0.98 89.35 18.54
Tankers 100.00 0.00 0.00 0.00 100.00 20.00
Bulk carriers - - - - - -
Genera cargo 100.00 0.00 0.00 0.00 100.00 20.00
Container ships - - - - - -
All others 100.00 311 8.60 1.18 87.11 18.23
Venezuda All ships 100.00 12.80 11.55 6.32 69.33 15.69
Tankers 100.00 15.14 25.58 10.37 48.91 13.12
Bulk carriers 100.00 0.00 0.00 0.00 100.00 20.00
General cargo 100.00 0.00 5.47 0.62 93.90 19.24
Container ships  100.00 0.00 0.00 0.00 100.00 20.00
All others 100.00  16.99 0.67 4.94 77.40 16.46
Source: Lloyd's Register — Fairplay.
a To calculate the average age, it has been assumed that the ages of vessels are distributed evenly between the lower

and upper limits of each age group. For the 20-years-and-over age group, the mid-point has been assumed to be
23.5 years.
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D. SHIPPING SERVICESIN LATIN
AMERICA AND THE CARIBBEAN

The shipping servicesof countriesin Latin Americaand
the Caribbean are organized to serve bulk and liner
cargoes. In 2000, portsof theregion loaded 750.6 million
tons, the equivalent of 25.7 per cent of loaded cargoes
from ports of developing countries and 12.7 per cent of
loaded cargoes from world ports. The share of tanker
cargointhistotal was46 per cent, while 54 per cent were
dry cargoes, including liner cargo. Unloaded cargoesin
theregion’sportswere 359.8 million tons, equivaent to
18.9 per cent of unloaded cargoes in the ports of
developing countriesand 5.8 per cent of unloaded cargoes
in world ports. Preliminary figures for 2001
show an increase of 3.2 per cent in loaded tonnage to
774.5 milliontons.

Estimates of the amounts of bulk and liner cargoes for
selected countries appear in table 54. These countries
account for more than 90 per cent of exportsand 70 per
cent of imports. Argentinaand Brazil, on the eastern coast
of South America, account for about half of loaded
tonnage. Countries on South America's northern coast,
Venezuelaand Colombia (which straddlesthis coast and
thewestern coast), account for about aquarter of loaded
tonnage. Along the western coast, Chile and Peru and
western Colombia account for about a tenth of loaded
tonnage. Mexico isby far thelargest trader outside South
Americaand accountsfor 18 per cent of loaded tonnage.

For the selected countries, bulk cargoes make up the
largest share of exports, 86.6 per cent of thetotal, which
is almost equally split between tanker cargoes
(47.7 per cent) and dry bulk cargo (54.3 per cent). Bulk
cargoes also make up the largest share of imports,
81.3 per cent, but tanker cargoisonly 29.3 per cent while
dry bulks are 71.3 per cent. Export liner cargo accounts
for 13.3 per cent of total exports, twice asmuch asliner
imports. Import liner cargo makes up 18.5 per cent of
total imports.

1. Crudeoil and ail product shipping services

Exports of crude oil are made through specialized
terminals integrated within the operations of the oil
companies. For instance, PDV SA (Petréleosde Venezuela
S.A.) owns a number of oil export terminals and
21 tankers for carrying crude oil abroad, partly to its
2.4 mbpd network of refineries in the Caribbean, the
United States and Europe.

Export terminals are mainly located around the
Caribbean, asit isthe casefor the three magjor terminals
of Cayo Arcas, DosBocas and Pgjaritos operated by the
Mexican oil company PEMEX (Petréleos Mexicanos).
In 2001 theseterminalsloaded 46.8, 28.5 and 30.1 million
tons respectively. Venezuelan terminals are located in
the Maracaibo Lake and along the sea coast, as is
the Colombian terminal at Covefias, which in 2000
loaded about 20 million tons.

Table 54

Estimated inter national traffic for typesof shipping servicesin selected L atin American countries, 2000
(millions of metric tons)

Country Exports Imports

Bulk cargoes Liner and Total Bulk cargoes Linerand  Total

Liquid Dry other cargo  exports  Liquid Dry other cargo imports

Argentina 20.0 39.1 11.9 71.0 2.7 115 8.8 23.0
Brazil 46 176.7 52.1 233.4 33.2 44.1 9.2 86.5
Chile 0.7 215 11.3 33.5 04 48.1 6.3 54.8
Colombia 24.7 32.1 74 64.2 0.9 7.2 3.7 11.8
Mexico 93.7 25.3 7.6 126.6 16.0 24.2 9.9 50.1
Peru 2.3 9.0 2.3 13.6 45 4.2 3.0 11.8
Venezuela 1435 14.0 1.0 158.5 2.3 5.2 6.0 13.6
Total 2805 317.7 93.6 700.8 60.0 144.5 46.9 251.6

Source: Compiled by the UNCTAD secretariat from data in Maritime Profile of Latin America and the Caribbean (2002),

ECLAC, http://mww.eclac.cl/transporte/perfil/.
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Aframax tonnage is chartered for shipping oil from the
Caribbean to the Louisiana Oil Offshore Platform
(LOOP) terminal on the United States Gulf Coast, other
terminals along the United States eastern seaboard and
refinerieslocated on someidandsin the Caribbean. Rates
from Mexico to the United States eastern seaboard were
at WS 198 in March 2000 and rose during the year to a
peak of WS 361 in December. By November 2001,
however, the rates had dropped to WS 137. After abrief
recovery around year's end, the downward trend
continued, with rates reaching WS 105 by March 2002
— the time-charter equivalent of $12,900 a day. In that
month, fixturesfor a 70,000 dwt tanker from Cayo Arcas
to the LOOP terminal were at WS 112 while fixturesto
the Netherlands were at WS105, those from Covefias to
the United States Gulf Coast at WS 102 and those from
Puerto La Cruz (Venezuel @) to Houston (United States)
a WS 120. Smaller tankers are used to ship crude ail
from other South American exporters. In March 2002,
tankers of 50,000 dwt fetched WS 160 for trips from
Esmeraldas (Ecuador) to the United States Gulf Coast
and eastern seaboard.

Imports of crude oil are made from West Africa, from
where 8.3 million tons were loaded in 2000, and the
Middle East Gulf, notably into Brazil. Tonnage at or
abovethe Suezmax level isengaged for thistrade by oil
companies. In March 2002, Petrobras, the Brazilian oil
company, chartered two 10-year old vessels with
capacities of 108,712 and 141,950 dwt for 12 to
24 months at $28,000 and $34,000 per day respectively.
In the same month, for shipping crude oil from West
Africato Brazil, the same company chartered a 130,000-
dwt tanker at WS 72 and a260,000-dwt tanker at WS 45.

Trade of clean oil products, notably from refineries to
United States ports, is important in the Caribbean.
Smaller tankersin the range of 25,000-35,000 dwt are
engaged for thistransport. Typical spot rateson theroute
Curacao-to-Houston route rose from $7.50 per ton in
March 2000 to $11.60 per ton in March 2001 and then
dropped to $6.90 a year later. Time charter equivalents
for a30,000-dwt tanker stood at $8,600 per day in March
2002. Elsewhere, crude oil imports may be linked to
coastal domestic trade of crude il and oil products. This
isthe case for Brazilian imports of crude oil going into
Petrobras terminals, such as that of Angra dos Reis,
through which 4.3 million tonswereimported in 2000 to
complement the domestic unloading of 3.5 million tons.
Thisport, together with those of S&o Sebastido and Aratu,
which handled 45.7 and 18.9 million tons respectively,

thus participatesin significant coastal trade of crude ail,
oil products, gas and petrochemical products.

There are also marginal traffics such as those shipping
liquid bitumenintankersfrom PDV SA terminalsin North
America, Europe and the Far East. Exports of this
specialized and patented fuel reached 6.3 milliontonsin
2001. LNG traffic is not well developed, with exports
from Trinidad to the United States and Spain reaching
2.1 bcmin 1999. However, it may be poised to increase,
with new findingsin Trinidad and, more significant, the
large Bolivian finding, which would start exports from
thewestern coast of South Americato marketsin Mexico
and California. (The latter experienced repeated power
outages during 2000.)

2. Dry bulk cargo shipping services

Thedry bulk tradeismainly centered in South America.
From the eastern coast, iron ore and grain are exported
from Brazil and grain from Argentina; exports of iron
ore are also made from the western coast; and from the
northern coast, coal is exported from Colombia and
Venezuela.

Thelargest ports arethose operated by CompanhiaVale
do Rio Doce (CVRD) in Tubardo and Pontada Madeira
in central and northern Brazil, which in 2000 reached a
throughput of 72.6 and 44.5 million tons, consisting
largely of iron ore exports. In the same year, another
large operator exported 22.7 million tonsof iron orefrom
the port of Sepetiba. Imports of coal for steel
manufacturing comethrough the ports of PraiaMoleand
Sepetiba, which handled 8.4 and 3.5 million tons
respectively in 2000. These imports are complemented
by significant coastal tradeiniron ore—about 2.2 million
tons unloaded in Praia Mole — which led to exports of
6.7 milliontonsof sted productsfromthisport. Similarly,
coastal trade in bauxite and alumina led to exports of
auminium products through private terminals located
near the port of Itaqui. Vessels over 100,000 dwt are
engaged in theiron oretradesfrom Brazil. During 2000,
ratesfrom Brazil to Northern Europerosefrom $7.50in
Marchto $8.70in November. Ratesthen dippedto alow
of $3.90 in November 2001; since then, a slight
improvement has been observed, and in March 2002 rates
were at $4.90 per ton. These rate fluctuations were
mirrored in the Brazil-China routes: during 2000, rates
rose from $11.50 per ton in March to $13.50 in
November; they thenfell to $6.05 in December 2001 and
climbed to $7.75 by March 2002.
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Along South America’s western coast, iron ore exports
are made through the ports of Huasco (Chile) and San
Nicolas (Peru). In 2000 the Chilean port, owned by a
subsidiary of CAP S.A., the largest steel manufacturer
inChile, loaded 5.5 million tonsof iron ores, mainly from
Asian countries (46 per cent to Japan, 13 per cent to the
Republic of Korea and Indonesia and 14 per cent to
Malaysia). In the same year, the Peruvian port, part of a
mining joint venture with Chinese investors, exported
3.7 million tons to steelmakers of that country. A new
private port, Ventanas, is operating in central Chile,
serving severa dry bulk traffics.

Coa exports from Colombia are the largest dry bulk
exports from the northern coast of South America
Thermal coal is mined from El Cerrejon Basin by the
joint venture Intercor-Carbocol and shipped by rail about
150 kilometresto Puerto Bolivar, fromwhere22.9 million
tons were shipped to the United States and European
marketsin 2000. Another exporter usesrail, barges and
a floating facility offshore Cienaga and shipped
8.7 million tons of thermal coal in the same year.
Venezuelan thermal coal comes from Guasare Basin, is
trucked about 85 kilometres and then usesbargesto reach
a floating facility close to the navigation channel of
Maracaibo Lake.

Cape-size tonnage is engaged for coal exports.
Representative single-voyage rates from Puerto Bolivar
to Northern Europe in March 2000 reached $7.70 per
ton. After peaking in November of that year at $8.40 per
ton, rates have fallen steadily. They were $5.95 in
March 2001 and $4.85 per ton oneyear later —adecrease
of 18.5 per cent.

Small dry-bulk vesselsin the range of 15,000 to 35,000
dwt are used in the grain trades of the region. Mgjor
exporters are the port of Paranagua in southern Brazil,
which exported 14 million tons of grain out of
28.3 million tons of total throughput, and a number of
Argentinean ports along the Parana River, including
topping-off facilities. Importsare spread out in many ports
of the region, often general-cargo ones. Sometimes the
same port handles exports and imports. In 2000 the port
of Santos (Brazil) exported 3 million tons of soyabeans
and imported 2 million tons of wheat.

In March 2002 shipments of heavy grain from Paranagua
(Brazil) to Western Europein a 35,000 dwt vessel and to
Japan in a 30,000 dwt vessel were made at $16 and
$26 per ton respectively. Two shipmentsfrom the River
Plate (Argentina) to Morocco in 25,000 dwt vessels

fetched $21 and $22 per ton. Typical fixturesfor imports
into Venezuelain vesselsin the 15,000-30,000 dwt range
were made a $11.90 per ton — 12.8 per cent lower than
ayear edlier.

Bulk cargoes figure prominently in the still-developing
trade between South America and Africa. An estimate
made with 1998 data for seven countries (Argentina,
Brazil, Chile, Colombia, Peru, Uruguay and Venezuela)
showsthat exportsto Africawereonly 3 per cent of total
exports, at 12.6 milliontons. Importsreached 7.5 per cent
of the total imports of these seven countries and
represented atotal of 12.1 million tons. Countriesalong
the eastern seaboard of South America, notably Brazil,
were more relevant in this South-South trade. South
American exports were iron ore, grains, and sugar and
molasses, which for 1998 reached 3.1, 3.1 and 2.7 million
tons respectively. Egypt and Libya are major importers
of these cargoes. African exportsincluded crudeoil (about
8.3 milliontons, mainly fromWest Africa) and coa (about
2 million tons from South Africa).

3. Liner and other shipping services

Containerized traffic of the region reached 9.1 million
TEUs in 2001. As table 55 indicates, exports reached
4.8 million TEUs, or 52.5 per cent of thetotal. Thegrowth
rate for containerized trade was 1.7 per cent, far below
the 7.6 per cent achieved for 2000. Theforecastsfor 2002
and 2003 are 4.6 and 5.2 per cent respectively. The
structure of the containerized traffic isaso indicated in
table 55. The shares of North America and Europe in
exportsfrom the region were almost the same—32.5 and
31.2 per cent respectively. Intraregional destinationsfor
exports come next with a share of 16.7 per cent, ahead
of Asian destinations (11.6 per cent). North America's
share in regional imports was clearly the largest at
33.4 per cent, followed by Europe and Asia srespective
shares of 22.8 and 21.8 per cent. The share of imports
from the region was 18.4 per cent.

Traffic from South America seastern seaboard accounted
for 36.5 per cent of regional containerized traffic. On
this coast Europe's share of exports and imports was
larger — 37.4 and 32.5 per cent — than that of North
America, which reached only 27.5 and 29.6 per cent
respectively. The two other areas, Mexico and Central
Americaand the Caribbean (thelatter including also the
northern coast of South America), have amost equal
shares of the regional traffic — 23.8 and 22.4 per cent
respectively — and traded mainly with North America,
the destination for over 40 per cent of their exports.
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Imports from North America to the Caribbean
totalled 42.5 per cent. The western coast of
South America accounted for 17.3 per cent of
regional containerized traffic. Thelargest share of exports
from this coast, 29.5 per cent, had Europe as their

destination, while the largest share of imports,
29.9 per cent, originated in North America. For this
coast Asia had a share of about a fifth in exports and
imports, and more than a fourth of imports
originated within theregion.

Table 55

Destination of export and origin of import container traffic from selected trading areasin Latin America
and the Caribbean, 2001

Destination of exports (%)

Tradingareas  Total exports Africa Asa Europe North Within  Unallocated
(thousand TEU) America  region

Mexicoand

Central America 933.8 0.3 7.3 231 41.3 21.4 6.6
Caribbean 814.0 0.8 35 26.7 44.1 23.6 1.3
East coast of

South America 2 086.8 3.6 124 37.4 27.5 11.0 8.1
West coast of

South America 963.3 04 20.7 29.5 24.8 18.6 6.0
Regional total 47979 1.9 11.6 31.2 325 16.7 6.2

Origin of imports (%)
Trading areas Total imports Africa Asia Europe North Within  Unallocated
(thousand TEU) America region

Mexicoand

Central America 1239.0 15 30.1 21.2 29.9 13.2 4.1
Caribbean 1229.9 0.2 16.7 16.2 42,5 23.8 0.6
East coast of

South America 12535 2.3 18.8 325 29.6 145 2.2
West coast of

South America 618.5 0.7 211 19.3 29.9 26.3 2.4
Regional total 43419 13 21.8 22.8 334 184 23
Total exports and

imports 9139.8

Source: Compiled by the UNCTAD secretariat on the basis of datain Maritime Profile of Latin America and the Caribbean
(2002), ECLAC, supplied by DRI-WEFA. www.eclac.cl/transporte/perfil/index.htm.

Containerized traffic in the region, like such traffic
elsewhere in the world, is characterized by the use of
trans-shipment ports and feeder vesselsand direct calls.
There are a number of trans-shipment ports in the
Caribbean, while direct calls are more prevaent along
the eastern and western coasts of South America.
However, the depl oyment of larger vesselsalong themain
east-west routes of the northern hemisphereis poised to

changethis state of affairsin South America, which has
been served for many years by container ships in the
1,000-t0-2,500-TEUs range. In 1999 Evergreen
introduced four 10-year-old vessels with a capacity of
3,500 TEUs on the routes from the eastern seaboard of
South America to the Far East. This was followed by
Hamburg-Sid's deployment of 3,800 TEU vessels to
trade along the eastern seaboard of South and North
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America. One of these vessels called at Suape, a deep-
water port in northern Brazil, which was expected to
become atrans-shipment center. Labour troublesin early
2002 temporarily dampened those hopes.

Table 56 indicates container throughput in TEUsin the
region’sports. Totd throughput for 2000, including trans-
shipment, reached 14.8 million TEUs, an impressive
10.2 per cent increase from 1999 that was not repeated
in 2001, when traffic stagnated. Major trans-shipment
portswerethosein Panama, Kingston (Jamaica), Freeport
(the Bahamas) and, to a lesser extent, Cartagena
(Colombia). The share of Panamanian portsis poised to
increasesincetheopening inlate 2001 of the47-kilometre
railway linking Balboa (on the Pacific coast) and Colon
(on the Caribbean coast). The $70 millioninvestment is
expected to moveinitially about 300,000 containers per
year, with an average transit time of three hours.

I'n addition to trans-shipment activity, there are anumber
of shipping servicesin the Caribbean making direct calls
to several island destinations, which are strongly linked
to the United States market. In 2000 Caribbean exports
to thismarket were estimated at 0.14 million TEUs, while
imports reached 0.52 million TEUs. The shares of the
main carriers moving exports were 19.7 per cent for
M aersk-Sealand, 16.8 per cent for Tropical Shipping and
10.5 per cent for Antillean Lines. For imports, the three
main carriers were Tropical Shipping with a share of
21 per cent, Seaboard Marine with 11.4 per cent and
M aersk-Sealand with 10.9 per cent. Although Maersk-
Sealand and other worldwide carriers operating in the
Caribbean rely on their feeder networks to serve these
islands, other carriers such as Tropical Shipping,
Antillean Lines and Seaboard Marine provide niche
servicesfrom portsin Florida. These carriersmakedirect
calls to serve specific islands' needs, such as garment
traffic and deliveries of groceries and cruise supplies.

Estimates of the shares of thefivelargest carriersin trade
between the United States and South Americawere based
ontraffic during thefirst nine months of 2001. The share
for exportsfrom South Americaare asfollows: 15.3 per
cent for Maersk-Sealand, 10.8 per cent for MSC, 8.6 per
cent for CSAV, 7.7 per cent for Crowley American
Transport and 6.2 per cent for Dole Ocean Cargo
Express. The shares for imports are 13.5 per cent for
Maersk-Sealand, 11.3 per cent for Crowley American
Transport, 8.2 per cent for CSAV, 7.8 per cent for MSC
and 7 per cent for Seaboard Marine.

CSAV (Compariia Sudamericanade Vapores), thelargest
sea carrier from the region, is the only one included in
the above list. CSAV is aso among the world’s top 20
container carriers. This Chilean company took over two
other regional lines, Libra (Brazil) and Montemar
(Uruguay), and has now global coverage, deriving
82.7 per cent of itsrevenuesfrom outside the country. It
has also diversified into port activities and, since 2000,
has had acontrolling interest as operator in three Chilean
ports, San Antonio, San Vicente and Iquique. Other
regional carriers have a complementary role to play —
for instance, by focusing in cabotage (i.e. transporting
vehicles within Mercosur) — while others have been
merged into the services of carriers from outside the
region. Thisisthe casewith FMC, from Colombia, which
was purchased by another regional carrier, TMM Lines
from Mexico, which in turn was subsequently purchased
by CP Ships (Canada).

Theintroduction of larger container shipsto the eastern
seaboard of South America by major carriers such as
Maersk-Sealand, MSC and P& ON prompted regional
carriers to establish Mercosur cabotage services to
complement international servicesthat called only inlarge
ports such as Santos and Buenos Aires. During recent
years, Transroll, Docefrota and Global from Brazil
covered theroutesfrom the River Plateinto the Amazon
River, while Feeder Lines and Crowley serviced, from
the River Plate, inland destinations a ong the Paranaand
Paraguay Rivers as well as coastal destinations in
southern Argentina.

Data for freight rates for containerized cargo are
sketchy, but the rates probably mirror the downward
trend of those along the main containerized routes.
Sample freight rates presented in the WTO Symposium
on Assessment of Trade in Services (Geneva,
14-15 March 2002) for a 20-foot container shipped
from four South American portsin April 2001, including
the BAF surcharge and emission of abill of lading, are
shown in table 57. Since then, freight rates have been
falling. Anecdotal evidencefor early 2002 indicatesrates
as low as $700 per 20-foot container from the eastern
coast of South America to Europe and a 26.9 per cent
reduction (to $950) in shipments of wine in 20-foot
containers from Chile. For some commodities, minor
increases have been detected —for example, a4 per cent
increase in shipments of fruit in high cube reefer
containers.



110 Review of Maritime Transport, 2002

Table 56

Container port trafficin developing countriesand territoriesin America

(in TEUS)
1999 2000 2001
SOUTH AMERICA
Argentina 1076 102 1126712 1010 040
BuenosAires 1076 102 1126712 1 010 040
Brasil 1894 964 2 340 836 1980 094
Belem 47 283 49 108 -
Fortaleza 54 400 69 400 -
Itajal 90 862 106 899 130 000
Manaus 27 654 86 944 -
Paranagua 194 939 252 879 281 941
Rio de Janeiro 204 289 217 332 -
Rio Grande 261 722 317 161 360 468
Salvador 79 106 95 349 -
Santos 774 959 987 708 1 047 685
Sepetiba - 3681 -
Suape 45 600 62 800 80 000
Vitoria 114 150 91 575 80 000
Chile 859 195 933 653 908 951
Antofagasta 41904 48 752 47 152
Arica 73 927 65 366 54 350
Iquique 90 748 107 545 105 250
San Antonio 374 474 455 604 410 796
Valparaiso 278 142 256 386 291 403
Colombia 730 301 759 535 618 711
Barranquilla 66 992 75 049 57 549
Buenaventura 250 299 236 168 -
Cartagena 347 023 395 680 516 310
Santa Marta 65 987 52 638 44 852
Ecuador 400 442 414 104 453 646
Guayaquil 400 442 414104 453 646
Peru 381 643 414 767 482 210
Cdlao 378 045 413 646 480 706
Matarani 3598 1121 1504
Uruguay 250 117 287 298 301 641
Montevideo 250 117 287 298 301 641
Venezudla 755 007 788 589 741 946
La Guaira 237 782 237782 123 751
Maracaibo 20910 - -
Puerto Cabello 496 315 550 807 618 195
Total East Coast 3221183 3754 846 3291775

Total West Coast 1891 579 1998 692 1 844 807
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Table 56 (continued)
1999 2000 2001
Total North Coast 1235009 1311 956 1 360 657
Total South America 6347 771 7 065 494 6 497 239
Mexico& Central America
CostaRica 608 097 585 427 577 621
Puerto Limon 608 097 585 427 577 621
El Salvador 11 132 14 815 -
Acajutla 11132 14 815 -
Guatemala 211173 235013 201 090
Saint Tomas de Cadtilla 211173 235013 201 090
Honduras 277 106 184 839 403 356
Puerto Cadtilla 3770 64 424
Puerto Cortes 273 336 184 839 338932
Mexico 1127 552 1311 229 1378 032
Altamira 181 624 182 997 208 340
Ensenada 21191 28 859 45 000
Lazaro Cardenas 4 468 759 -
Manzanillo 321 893 426 717 457 946
Mazatlan 15 228 16 811 18 315
Progreso 43017 60 181 72 000
Salina Cruz 7 511 5333 3211
Tampico 47 898 49 462 29 552
Tuxpan 199 96 341
Veracruz 484 523 540014 543 327
Nicaragua 8184 104 993 0
Corinto 8184 104 993 -
Panama 2234179 2550 981 1571028
Balboa - - 358 868
Coco Solo 180 300 181 300 -
Cristobal 1175673 1353727 1212 160
Las Minas Bay
Puerto Manzanillo 878 206 1015954 -
Total Caribbean Coast 4087 816 4389 010 3247 787
Total Pacific Coast 389 607 598 287 883 340
Total Mexico & Central America 4 477 423 4987 297 4131127
Caribbean
Bahamas 543 993 572 224 0
Freeport 543 993 572 224 -
Nassau
Barbados 71577 68 600 0
Bridgetown 71577 68 600 -
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Table 56 (continued)
1999 2000 2001
Belize 19945 25537 26 900
Belize City 19945 25537 26 900
Cayman Idands 43 650 0 0
Georgetown 43 650
Cuba 123 000 250 000 270 000
Habana 123 000 250 000 270 000
Grenada 11 708
St. George's 11 708
Guadeloupe 104 000 226 184
Pointe-&-Pitre 104 000 226 184
Jamaica 709 442 894 779 579 870
Kingston 709 442 894 779 579 870
Martinique 141 700 0 0
Fort-de-France 141 700
Dominican Republic 460 067 509 389 529 356
Boca Chica 24 364 25916 19 052
Rio Haina 415 629 460 184 487 827
Santo Domingo 20074 23289 22 A77
Santal ucia 45 167 41 037 0
Castries 26 667 27 050
Vieux Fort 18 500 13987
Trinidad and Tobago 298 553 347934 2699 921
Point Lisas 46 071 65 447
Port of Spain 252 482 282 487 2 699 921
Total Caribbean 2561 094 2709 726 4117 939
Total Latin America 13 386 288 14 762 517 14 746 305

Source: Containerisation International — Perfil Maritimo, http://mww.eclac.cl/transporte/perfil/.

Table 57

Examplesof freight ratesper 20-foot container

(in$)
From/to Miami New York Hamburg
Santos (Brazil) 1890 1920 1460
Buenaventura(Colombia) 1850 1875 1395
Callao (Peru) 1875 1925 1480
Valparaiso (Chile) 1865 1925 1662

Source: www.wto.org/english/tratop_e/serv_e/symp_assessment_serv_marchoz_e.htm.
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Exportsfrom devel oping countriesin Americaa so create
a significant demand for reefer vessels. Bananas are
exported from Costa Rica, Ecuador, Panama and
Saint Lucia, among others, and represent a large share
of these countries' export earnings — up to 50 per cent
for Saint Luciain 1998 and about afifth of earningsfor
each of the others. These exports were badly hit by
climatic events (El Nifio current affected Ecuadorian
production, and Hurricane Mitch wiped out most Central
American plantations in late 1998) but have since
recovered. European Community import quotas affected
L atin American exportsand allegedly caused the collapse
of Chiquita Brands in early 2002. The banana trade
accounted for more than a third of the demand for
conventional reefer vessels.

Deciduous fruits, exported from Chile and Brazil,
accounted for approximately another fifth of the demand
for conventional reefer vessals, while citrus fruits from
Brazil wereresponsiblefor an additional tenth. Intotal,
these cargoes accounted for about two-thirds of the
demand for conventional reefer vessels. The use of reefer
containers for carrying these commodities is having a
major impact on the demand for conventional reefer
vessels and islikely to exercise downward pressure on
freight rateswith theintroduction of large container ships
in South American trades. Other cargoes carried include
meat from the eastern coast of South Americaand minor
liquid bulks, such as exports of citric concentrates from
Santos (Brazil), which were carried in specialized reefer
tankers.

Liner and other shipping services make use of public
ports. During the last decade, these ports have been the
focus of major institutional change, namely the
introduction of private operating companiesfor providing
cargo-handling services, including the provision of
equipment and infrastructure. Panamanian portstogether
with the port of BuenosAireswerethefirst onesto award
concessionsto private companiesfor operating terminals
for handling container and other cargoes.

The port of Rio Grande wasthe first to follow in Brazil
and then the port of Santos awarded aconcession for its
first container terminal, located ontheleft bank, in 1997;
thiswasfollowed with aconcession on theright bank of
berthsfor conversion into another container terminal. In
1999 the Peruvian authorities awarded the concession of
the port of Matarani, and in the following year
concessions were given in the Chilean ports of San
Antonio, Va paraiso, lquiqueand Megjillones. Inlate 2001
Boluda, a Spanish private shipowner, won aconcession

to carry out pilotage, towage, mooring and stevedoring
servicesinfive CostaRican ports(Cddera, Golfito, Punta
Arenas, Punta Morales and Quepos). In other ports,
notably in Colombia, private involvement is mainly
smaller lesser operators restricted to providing cargo-
handling servicesin various parts of the port.

Thereareindicationsthat theinvolvement of the private
sector hasraised efficiency and reduced costs. In Buenos
Aires, annual productivity per worker rose from 800 to
3,000 tons per year over a period of four years, while
costsfell from $450 to $120 per container. In the port of
Cartagena (Colombia), average vessel time at berth for
container ships decreased from 72 to 16 hours as
productivity increased from 7 to 20 container movements
per hour, and the cost per box wasdashed from $984 to $228.

Also, private-sector involvement hasrequired countries
to devel op coherent regulations governing the activities
of these operatorsin linewith trade requirements. In 2000
authorities in Argentina relaxed the rules that forbade
mergers between operators, and soon afterward the two
major local operators merged. Awarding concessionsthat
place operators on an equal footing is not always easy,
as is demonstrated by the case of Exolgan in Buenos
Aires, wherethetiming and conditions of the concessions
were not the same, and by recent events in Panama. In
Panama, one operator making substantial fixed payments
onitscontract asked to have the same conditions as other
operatorsthat were basi cally making variabl e payments
related to traffic.

E. INLAND TRANSPORT DEVELOPMENTS
IN SOUTH AMERICA

The inland transport network in Latin America is not
well developed. As table 58 indicates, the road and
railway density per 1,000 square kilometresiswell below
the densitiesfound in more devel oped parts of theworld.

One of thedecisions of thefirst meeting of the Presidents
of al South American countries, heldin Brasiliain August
2000, was to emphasize the development of physical
infrastructure for the establishment and integration of
multimodal networks. A plan of action, the IIRSA
(Integration of South America Regional Infrastructure)
initiative, has been prepared, and a number of priority
corridors have been set up linking the opposing coasts of
SouthAmerica. Regiona financia ingtitutionsand private
investors are expected to channel investments into
transport, energy and telecommunications along these
corridors
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Table 58
Inland transport networks
Country or Rail network Road network
region Distance Density (km per thousand Distance  Density (km per thousand
(km) km?of territory) (km) km?of territory)

Japan 20 165 53.37 1 160 000 3434

European Union 153 802 47.50 3559 351 1099

USA 230674 24.61 6 370 241 680

Latin America 113 796 577 3251 245 158

Source: Compiled by the UNCTAD secretariat on the basis of data from the International Union of Railways (figures from
2000) and the International Road Transport Union (figures from 1996).

ThellRSA initiative providesamedium-term framework
for developments that otherwise would have been
implemented piecemeal by countries. It would also
address the high cost of inland transport for the
international trade of landlocked countries. A study
conducted by the International Trade Centrein 2000 for
Bolivia®® indicated that the share of inland transport costs
up to the port of loading for exports from Santa Cruz
were between 46.3 and 60.5 per cent of thetransport costs
incurred up to the port of destination in Northern Europe,
with the percentages for import cargoes fluctuating
between 49.8 and 70 per cent.

Hidrovia, along-standing project to promote transport
along the Paraguay and Parana Rivers for access to the
seathrough the River Plate, has generated an estimated
10 million tons per year. Weekly and fortnightly barge
services were established in 1999 and now move
approximately 30,000 TEUs per year, about half of it to
Asuncion (Paraguay), with freight rates being about $300
per TEU. Thefinancia crisisin Argentina at the end of
2001 resulted in the suspension of the $40 million subsidy
for dredging along the Parana River and River Plate
access. A halt in this activity would threaten one of
Paraguay’s routes to the Atlantic Ocean and would
similarly cloud prospectsfor Bolivian traders.

In Brazil the consolidation of railway networkshavegiven
inland shippers better access to ports. In 2000 CVRD
took control of the FCA railway to complement its own
EFVM railway and started logistics activities to serve
shippers from the landlocked state of Minas Gerais
through the port of Vitoria and potentially through
Sepetiba. In early 2002, railway consolidationinthe states
of S&o Paulo and Matto Grosso resulted in the
establishment of Brasil Ferrovias, which will reducethe
cost of grain transport to the port of Santos. In Mexico,

Group TMM, one of thelargest logisticsand distribution
companiesintheregion, hasacontrollinginterestin TFM
(Transportacién Ferroviaria Mexicana), which is
responsible for over 40 per cent of cargo freight in the
country, and operatesaterminal inthe port of Manzanillo
inajoint venturewith SSA —the US globa port operator.
MSC has recently renewed itsterminal contract in this
port, which is expected to raise its throughput to
0.5 million TEUs by the end of 2002.

F. ESTIMATESOF FREIGHT COSTSIN
LATINAMERICAN COUNTRIES

Cost factor for import trade

In 2000 developing countriesin America accounted for
23.7 per cent of the total value of imports and 23 per
cent of the total value of freight of all developing
countries. Inthat year thetotal freight costs of American
devel oping countries asaproportion of import valuewere
8.58 per cent (seetable 59), which isdightly below the
average of 8.83 per cent for developing countries. Itis,
however, higher than the 5.21 per cent achieved by
devel oped market-economy countries and the 6.21 per
cent world average.

The regional average masks wide differences among
trading areas. The cost factor for the import trades of
Caribbean countries is the highest, at 11.92 per cent,
followed by the cost factor for countries on the northern
coast of South America, 10.52 per cent. The cost factor
was higher along South America's western coast,
(9.22 per cent) than on the eastern coast (7.87 per cent).
Thelowest cost factor, 7.87 per cent, isfoundin Mexico
and Central America. The regional average is heavily
influenced by the cost factor of the largest economies of
the region, Brazil and Mexico, 7.30 per cent. Peru has
the highest percentage, 16.42 per cent.
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Table 59

Estimatesof total freight costsfor importsof South American and Caribbean countries, 2000

Country or group

Valueof imports

Estimatesof total

Freight costsas

(c.i.f) freight cost % of import
value
Antiguaand Barbuda 876 71 8.1
Bahamas 3679 388 10.6
Bermuda 4385 393 9.0
Greenland 422 38 9.0
Barbados 927 98 10.6
Cuba 2828 253 9.0
Dominica 147 16 10.6
Dominican Republic 10426 1567 15.0
Grenada 208 20 9.8
Haiti 1157 140 12.1
Saint Pierreand Miquelon 53 5 9.8
Jamaica 3192 434 13.6
Saint Kittsand Nevis 186 20 10.6
Saint Lucia 345 31 9.0
Saint Vincent and the Grenadines 162 15 9.0
Trinidad and Tobago 2353 248 10.6
Subtotal 31 346 3736 11.9
Argentina 25420 2881 11.3
Bolivia 1670 215 12.8
Brazil 61 875 4515 7.3
Falkland I lands(Malvinas) 67 6 9.0
Paraguay 3060 347 11.3
Uruguay 3 466 163 4.7
Subtotal 95 558 8125 8.5
Belize 443 40 9.0
CostaRica 6 533 888 13.6
El Salvador 4629 560 12.1
Guatemala 6 007 586 9.8
Honduras 4 966 675 13.6
Mexico 191 904 14 002 7.3
Nicaragua 1736 183 10.6
Panama 3379 357 10.6
Subtotal 219 597 17 290 7.9
Chile 16 693 1004 6.0
Colombia 11 538 1033 9.0
Ecuador 4031 393 9.8
Peru 7586 1245 16.4
Subtotal 39 848 3 676 9.2
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Table 59 (continued)
Country or group Valueof imports Estimatesof total Freight costsas
freight cost % of import
value
Guyana 535 48 9.0
Suriname 471 53 11.3
Venezuela 16 073 1696 10.6
Subtotal 17079 1798 10.5
Total 403 428 34 624 8.6

Source: UNCTAD secretariat estimates based on data supplied by the International Monetary Fund.
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Endnotes

The totals collected by BP include crude oil, shale oil, oil sands and natural gas liquids (NGL, the liquid
content of natural gaswhen thisisrecovered separately).

The accession of Chinato WTO would havelittleimpact in the next few years, since the two domestic State
companies, Sinopec and Petrochina, control the wholesale and retail marketsin the country.

Mesasured at 15°C and 1,013 millibars.
For moreinformation, see www.vhss.de/englisch/hax.html.

For further information on the background to the establishment of the UNCITRAL Working Group, see
UNCITRAL document A/CN.9/WG.I11/WP21, available at www.uncitral.org.

See UNCITRAL document A/CN.9/510, “ Report of the Working Group on Transport Law on the Work of its
Ninth session”.

The CMI International Subcommittee submitted its® Draft Instrument on Transport Law” tothe UNCITRAL
secretariat in December 2001. The text of the proposal, together with the CMI’s explanatory notes, is
contained (subject to minor and editing changes by the secretariat) in the Annex of UNCITRAL document
A/CN.9Y/WGIII/WPR.21, which was presented to the Working Group for consideration. The document is
availablein all official United Nations languages at www.uncitral.org.

Article 1.5 of the Draft Instrument. According toitsArticle4.2.1, the Draft Instrument would give precedence
to mandatory provisions of applicable international unimodal conventionsin cases of localized losses. In
large parts of the world no such convention applies to transportation by land.

For an overview of thediversity of national and regional approachesto multimodal liability regulation and the
problems created by the current fragmented liability framework, see the Report and Comparative Table on
“Implementation of Multimodal Transport Rules” (UNCTAD/SDTE/TLB/2 and Add.1) prepared by the
UNCTAD secretariat.

Note that concerns in this respect have been expressed by the secretariats of UNCTAD and UNECE;
see UNCITRAL document A.CN.9/WG/WG.II/WP.21 Add.1, Annex 1, paragraphs 8 and ff. and Annex 2,
paragraphs 5-6.

The commentary, together with comments by the United Nations Economic Commission for Europe (UNECE),
isavailableat www.uncitral .org (document A.CN.9/WG/WG.I1I/WP.21Add.1). The UNCTAD commentary,
with the text of the Draft Instrument integrated for ease of reference, is also available at www.unctad.org
(document UNCTAD/SDTE/TLB/4).

International Convention for the Unification of Certain Rules of Law Relating to Bills of Lading 1924
(Hague Rules), as amended in 1968 and 1979.

For an overview of existing regulations, seethe Report and comparativetable on Implementation of Multimodal
Transport Rules prepared by the UNCTAD secretariat (UNCTAD/SDTE/TLB/2 and Add.1).

See the report by UNCTAD’s Commission on Enterprise, Business Facilitation and Development on its
sixth session, document no. TD/B/EX (28)/5, especially paragraph 13 of the recommendations.
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5 See Section A.2 of this chapter.

16 See UNCTAD document UNCTAD/SDTE/TLB/A4.

1 See UNCITRAL document A/CN.9/WGIII.21/Add. 1.

18 See UNCTAD document TD/B/COM.3/EM.12/2, paragraphs 37—42.

1 Apoyo alaconsolidacion y expans 6n delas exportaciones de Bolivia— Support to consolidation and expansion
of Bolivian Exports (Proyecto BOL/61/73). ITC/DTCC/00/2501 (28 March 2000).
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Code 1

Code 2

Code 3

Code 4

Code 5

Code 6

Code 7

Code 8 — 8.1

Annex |

Classification of countries and territoriesabcd

Canada

Austria
Belgium
Denmark
Faeroe Idands
Finland
France
Germany
Gibraltar
Greece
Iceland
Ireland
Israel

Japan
Austraia
South Africa

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

China
Democratic People's Republic of Korea

Northern Africa
Algeria

Egypt

Libyan Arab Jamahiriya

United States

Italy

L uxembourg
Monaco
Netherlands
Norway
Portugal
Spain
Sweden
Switzerland
Turkey

United Kingdom of Great Britain and

Northern Ireland

New Zeaand

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

Viet Nam

Morocco
Tunisia
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Code 8.2

Code 8.3

Code 9 — 9.1

Code 9.2

Annex | (continued)

Western Africa
Angola

Benin
BurkinaFaso
Cameroon

Cape Verde
Congo
Coted'lvoire
Democratic Republic of the Congo
Equatorial Guinea
Gabon

Gambia

Ghana

Eastern Africa
Burundi
Comoros
Djibouti

Eritrea
Ethiopia

Kenya

M adagascar
Malawi
Mauritius

Caribbean and North America
Anguilla

Antigua and Barbuda
Aruba

Bahamas

Barbados

Bermuda

British Virginldlands
Cayman Islands
Cuba

Dominica

Dominican Republic
Greenland

Grenada

Central America
Bedlize

Costa Rica

El Salvador
Guatemala

Guinea
Guinea-Bissau
Liberia

Madli
Mauritania
Nigeria

Saint Helena
Sao Tome and Principe
Senegal

Sierra Leone
Togo

Mozambique

Reunion

Seychelles

Somadlia

Sudan

Uganda

United Republic of Tanzania
Zambia

Guadeloupe

Haiti

Jamaica

Martinique

Montserrat

Saint Kittsand Nevis

Saint Lucia

Saint Pierreand Miquelon
Saint Vincent and the Grenadines
Trinidad and Tobago

Turks and Caicos Islands
United States Virgin Islands

Honduras
Mexico
Nicaragua
Panama
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Code 9.3

Code 9.4

Code 9.5

Code 10 — 10.1

Code 10.2

Code 11

Code 12

Annex | (continued)

South America — Northern Seaboard
French Guiana

Guyana

NetherlandsAntilles

South America — Western Seaboard
Chile
Colombia

South America — Eastern Seaboard
Argentina

Balivia

Brazil

Western Asia

Bahrain

Cyprus

Iran, Islamic Republic of
Iraq

Jordan

Kuwait

Lebanon

Southern and Eastern Asia
Bangladesh

Bhutan

Brunei Darussalam
Cambodia

Hong Kong (China)

India

Indonesia

Macau (China)

Maaysia

Bosniaand Herzegovina
Croatia
Malta

American Samoa
Christmas|sland (Australia)
Hiji

French Polynesia

Guam

Kiribati

Nauru

New Caledonia

Suriname
Venezuela

Ecuador
Peru

Falkland Islands (Malvinas) ¢
Paraguay
Uruguay

Oman

Qatar

Saudi Arabia
SyrianArab Republic
United Arab Emirates
Yemen

Maldives
Myanmar

Pakistan
Philippines
Republic of Korea
Singapore

Sri Lanka
Thailand

Sovenia
Yugodavia

Papua New Guinea
Samoa

Solomon Idands
Tonga

Tuvalu

Vanuatu

Wake Island
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Annex | (continued)

Notes

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

The following are groups of countries or territories used for presenting statistics in this Review:

Devel oped market-economy countries: Codes1, 2,3,4and5
Countries of Central and Eastern Europe and Republics of the former Soviet Union: Code 6
Socialist countriesinAsia: Code 7
Developing countriesand territories: Codes8, 9, 10, 11and 12
of which:
InAfrica: Codes8.1,8.2and 8.3
InAmerica: Codes9.1,9.2,9.3,9.4and9.5
InAsia Codes10.1and 10.2
In Europe: Code 11
In Oceania: Code 12

In certain tables, where appropriate, open-registry countries are recorded in a separate group. The group comprises
the Bahamas, Bermuda, Cyprus, Liberia, Malta, Panamaand Vanuatu.

Trade statistics are based on datarecorded at the ports of loading and unloading. Trade originating in or destined for
neighbouring countries is attributed to the country in which the ports are situated; for this reason, landlocked
countries do not figure in these tabulations. On the other hand, statistical tabulations on merchant fleetsinclude data
for landlocked countries that possess fleets.

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

World seabornetrade@by country groups, 1970, 1980, 1990 and 1998-2001
(millions of tons)

Goodsloaded Goodsunloaded
b

Area Year Oil Dry Total all Qil Dry Total all
Crude Products’ cargo  goods | Crude Products® cargo  goods

Developed market-economy countries

North America 1970 0.7 5.3 308.0 314.0 734 103.6 170.0 347.0
1980 0.5 6.9 498.0 505.3 274.3 714 170.1 515.7
1990 14 258 515.1 542.3 274.9 100.8 227.6 603.3
1998 19 531 481.3 546.3 418.2 na.7 330.2 863.1
1999 144 53.3 4294 497.1 4274 119.7 290.6 837.7
2000 120 539 431.9 497.9 445.9 131.6 319.3 896.8
2001 nv 51.5 383.7 447.0 457.8 135.2 310.9 903.9
Europe 1970 286 823 244.8 355.7 621.0 100.4 4690 11904
1980 957 79.3 387.4 562.3 585.5 145.1 6805 14111
1990 1621 124.2 482.2 768.5 446.8 172.7 7632 13827
1998  59.7 4477 10935 11979 432.1 109.7 1519.7 20615
1999 581 437 11086 12104 420.9 106.1 1499.2 2026.2
2000 59.9 445 11179 12223 424.8 106.6 1502.2 2033.6
2001  59.6 443 1086.7 1190.6 426.8 1048 1466.7 1998.3

Japan 1970 - 03 416 419 1704 304 235.1 435.9
1980 - - 83.6 83.6 216.3 35.0 361.5 612.8

1990 - 12 81.9 83.1 201.2 820 440.7 723.9

1998 0.0 6.6 1116 1182 220.3 484 494.6 763.2

1999 0.0 4.6 1199 1245 214.9 49.3 490.3 754.5

2000 0.0 38 126.3 130.1 215.0 49.1 5424 806.5

2001 0.0 38 1338 137.6 215.0 49.2 527.8 791.9

Australiaand 1970 - 13 92.3 93.6 18.8 29 154 37.1
New Zealand 1980 = 15 1484 150.0 9.8 6.6 135 29.9
1990 9.2 15 266.3 2770 8.6 7.2 181 339

1998 124 6.1 366.0 384.5 230 31 17.3 434

1999 127 6.2 366.0 384.9 250 34 17.3 45.7

2000 128 6.3 424.2 443.3 257 35 16.5 45.7

2001 128 6.3 400.1 428.2 257 35 16.6 45.8

South Africa 1970 - - 13.2 13.2 8.8 2.6 6.2 17.6
1980 - 0.1 68.9 69.0 15.0 10 9.7 25.7

1990 - - 82.5 82.5 219 0.3 9.6 31.8

1998 0.0 00 129.1 129.1 1n2 00 19.7 30.9

1999 0.0 00 130.6 130.6 13 00 199 313

2000 0.0 0.0 1333 133.3 n4 00 201 31.6

2001 0.0 0.0 134.6 134.6 1ns5 0.0 20.2 317

Subtotal: 1970 293 89.2 699.9 818.4 892.4 239.9 895.7 2028.0
Developed 1980 96.2 878 11863 1370.3 |11009 2591 12353 2595.2
market- 1990 172.7 1527 14280 17534 9534 3630 14592 27756

economy 1998  84.0 1105 21815 23760 [11048 2759 23814 37621
countries 1999 852 1078 21546 2347.6 |1099.5 2785 23173 3695.3
2000 847 1085 22336 24268 (11228 2908 24005 38141
2001 841 1059 21479 2338.0 |1136.7 2927 23422 37717
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Goodsloaded Goodsunloaded
Area’ Year Qil Dry Total all Qil Dry  Total all
Crude Products cargo goods Crude Products cargo goods

Countriesof Central and Eastern Europe

Countriesof 1970 38.2 26.3 80.8 145.3 13.3 3.0 41.1 57.4
Central and 1980 55.0 50.2 95.6 200.8 35.5 1.3 108.6 145.4
EasternOI 1990 58.6 55.3 85.2 199.1 34.2 1.3 137.2 172.7
Europe 1998 43.0 14.3 152.0 209.3 20.0 2.0 54.2 76.2

1999 59.6 19.9 174.0 253.5 24.3 2.2 48.0 74.5
2000 64.3 21.4 186.2 271.9 24.3 2.2 48.3 74.8
2001 65.3 21.8 189.0 276.0 24.7 2.2 49.0 75.9

Socialist countriesof Asia

Socialist 1970 - 0.1 13.3 13.4 54 0.4 24.4 30.2
countries 1980 22.1 5.7 18.3 46.1 21.6 51 72.9 99.6
of Asia® 1990 320 4.0 46.1 82.1 39 1.3 80.4 85.6

1998 236 6.7 151.5 181.8 28.8 34.8 172.7 236.3
1999 17.0 6.0 197.4 220.4 36.6 25.8 2175 279.9
2000 17.0 55 244.9 267.4 70.0 22.3 283.7 375.9
2001 17.2 5.6 247.4 270.1 60.5 26.6 293.7 380.8

Developing countriesand territories

Developing countries of Africa

Northern 1970 2214 5.6 28.3 255.3 9.9 5.9 17.9 33.7
Africa 1980 187.7 25 30.0 220.2 50.0 2.0 449 96.9
1990 182.7 315 32.0 246.2 63.4 4.3 57.8 125.5

1998 113.0 36.9 51.4 201.3 8.7 6.0 83.6 98.3

1999 112.0 37.3 52.4 201.7 10.5 8.0 87.8 106.3

2000 134.9 38.1 55.8 228.8 50.1 8.6 87.4 146.1

2001 133.8 36.0 34.5 204.3 40.0 35 62.7 106.2

Western 1970 60.5 1.0 61.5 123.0 3.6 4.0 14.8 22.4
Africa 1980 102.6 1.9 66.8 171.3 43 5.5 30.8 40.6
1990 127.1 34 55.2 185.7 4.0 3.2 27.7 349

1998 163.6 1.8 21.2 186.6 4.3 4.4 31.9 40.6

1999 165.4 19 221 189.4 42 42 36.5 449

2000 176.4 1.8 21.8 200.0 4.0 41 36.5 44.6

2001 1743 1.8 22.4 198.6 39 41 37.7 45.8

Eastern 1970 - 1.2 16.1 17.3 55 2.6 8.3 16.4
Africa 1980 - 0.9 6.3 7.2 6.2 2.0 9.9 18.1
1990 - 0.6 9.3 9.9 6.4 2.6 16.0 25.0

1998 0.0 0.0 6.0 6.0 0.7 4.3 16.5 215

1999 0.0 0.0 6.0 6.0 0.7 47 16.6 22.0

2000 0.0 0.0 6.1 6.1 0.7 4.8 17.1 22.6

2001 0.0 0.0 6.3 6.3 0.7 49 17.7 23.3

Subtotal: 1970 2819 7.8 105.9 395.6 19.0 12.5 41.0 725
Developing 1980 290.3 5.3 103.1 398.7 60.5 9.5 85.6 155.6
countriesin 1990 309.8 35.5 96.5 441.8 73.8 10.1 101.5 185.4
Africa 1998 276.6 38.7 78.6 393.9 13.7 14.7 132.0 160.4

1999 2774 39.2 80.5 397.1 154 16.9 140.9 173.2
2000 3113 39.9 83.7 434.9 54.8 17.5 141.0 213.3
2001 308.1 37.8 63.2 409.2 44.6 125 118.1 175.3
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Annex |1 (continued)

Goodsloaded Goodsunloaded

Area’ Year Oil Dry Total all Oil Dry  Total al
Crude Products cargo  goods Crude Products  cargo goods

Developing countriesin America
Caribbean, 1970 - 51 40.3 454 29.5 10.0 17.7 57.2
Central and 1980 535 29.6 53.5 136.6 62.8 8.9 30.2 102.0
NorthAmerica 1990 95.3 18.8 475 161.6 337 11.2 35.4 81.1
1998 94.2 29.0 53.6 176.8 331 35.7 64.2 133.0
1999 897 29.3 53.9 172.9 32.2 35.7 68.1 136.0
2000 916 28.7 41.3 161.6 32.8 36.3 717 140.8
2001 978 29.2 40.1 167.1 32.9 34.0 72.8 139.8
SouthAmericas 1970 131.2 129 90.3 234.4 81.9 4.0 26.5 112.4
Northernand 1980 127.8 64.5 162.3 354.6 136.2 5.8 54.5 196.5
Eastern 1990 584 28.5 214.8 302.0 37.8 4.3 45.7 87.8
Seaboard 1998 118.9 60.8 259.1 438.8 43.9 19.9 79.9 143.7
1999 121.6 60.7 261.6 443.9 39.0 19.9 69.8 128.7
2000 122.8 61.3 274.3 458.4 39.3 20.0 754 134.6
2001 123.0 61.5 291.9 476.5 39.6 20.1 75.5 135.3
SouthAmerica: 1970 4.6 16 29.8 36.0 4.1 15 59 115
Western 1980 7.6 34 26.7 37.7 4.9 1.4 13.7 20.1
Seaboard 1990 174 8.2 36.0 61.6 35 13 144 19.2
1998 38.6 2.8 735 114.9 135 79 34.2 55.6
1999 427 34 76.8 1229 15.0 7.1 36.9 59.0
2000 393 34 87.9 130.6 15.1 53 63.9 84.3
2001 393 34 88.2 130.9 15.3 53 64.3 84.9
Subtotal: 1970 135.8 19.6 160.4 315.8 1155 15.5 50.1 181.1
Developing 1980 188.9 97.5 2425 528.9 203.9 16.1 98.4 318.6
countriesin 1990 171.1 55.5 298.3 524.9 75.0 16.8 95.5 187.5
America 1998 251.7 92.6 386.3 730.6 90.5 63.5 178.3 332.3
1999 254.0 934 3924 739.7 86.2 62.8 174.7 323.7
2000 253.7 934 403.6 750.6 87.2 61.6 211.0 359.8
2001 260.1 94.2 420.3 7745 87.8 59.5 212.6 359.9

Developing countriesin Asia

WesternAsia 1970 588.7 65.6 33 657.6 0.1 1.0 13.1 14.2
1980 800.6 54.5 123 867.4 8.6 50.0 54.9 68.4
1990 463.9 74.8 30.5 569.2 15.6 7.1 107.0 129.7
1998 824.4 129.6 51.2  1005.2 5.2 6.7 90.9 102.8
1999 805.3 114.5 76.8 996.6 7.0 8.2 1185 133.7
2000 842.1 105.7 783 1026.1 7.0 8.7 124.5 140.2
2001 850.5 109.3 75.2  1035.0 7.1 8.3 120.9 136.3
Southern and 1970 35.0 23.7 89.3 148.0 54.7 23.3 61.9 139.9
EasternAsia 1980 74.3 42.2 165.9 282.4 97.4 26.9 163.5 287.8
(n.es) 1990 78.6 88.4 253.0 420.0 150.4 41.6 362.9 554.9
1998 62.1 108.1 508.5 678.7 263.7 134.2 645.6 10435
1999 611 110.1 519.1 690.3 266.0 145.0 7085 11195
2000 59.1 101.6 527.5 688.2 306.3 148.1 7004 11548
2001 59.6 101.9 543.6 705.1 306.8 147.6 721.8 1176.2
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Goodsloaded Goodsunloaded
Area’ Year Oil Dry Total all (O] Dry  Total all
Crude Products  car go goods Crude Products® car go goods
Subtotal: 1970 623.7 89.3 92.6 805.6 54.8 24.3 75.0 154.1
Developing 1980 874.9 96.7 1782 1149.8 106.0 31.9 218.5 356.2
countries 1990 5425 163.2 283.5 989.2 166.0 48.7 469.9 684.6
inAsia 1998 886.5 237.7 559.7 16839 268.9 140.9 7365 1146.3

1999 866.4 224.6 5959 1687.0 273.0 153.2 8270 1253.2
2000 901.2 207.3 605.8 17143 313.3 156.8 8249 12950
2001 910.1 211.2 618.8 1740.2 313.9 155.9 842.7 13125

Developing 1970, .. - - . - 0.3 0.7 1.0
countries 1980 - - 0.1 0.1 - 0.5 0.6 1.1
in Europe 1990 0.3 1.1 7.4 8.8 8.7 2.4 17.7 28.8

1998 0.0 21 14.6 16.7 6.3 2.0 9.8 18.1
1999 0.0 2.1 15.0 17.2 6.4 2.0 10.1 18.6
2000 0.0 2.2 155 17.7 6.6 2.1 10.4 19.0
2001 0.0 2.2 15.8 18.0 6.7 2.1 10.6 19.4

Developing 1970 - 0.2 9.5 9.7 0.6 1.6 2.9 5.1
countriesin 1980 - 0.7 8.4 9.1 1.6 2.3 35 7.4
Oceania (n.e.s.) 1990 - 0.3 8.0 8.3 - 2.3 3.6 5.9

1998 3.9 0.1 1.8 5.8 0.0 5.8 5.4 11.2
1999 3.9 0.1 1.9 5.9 0.0 5.9 5.2 11.1
2000 40 0.1 2.0 6.1 0.0 5.9 5.2 11.1
2001 40 0.1 2.0 6.2 0.0 6.0 5.3 11.3
Subtotal: 1970 1 041.4 116.9 3684 1526.7 184.9 54.2 169.7 413.8

Developing 1980 1354.1 200.2 532.3 2086.6 372.0 60.3 406.6 838.9
countries 1990 1 023.9 255.6 693.7 1973.0 3235 80.3 688.2 10920
1998 1 418.7 3712 10410 28309 379.4 2269 10620 1668.3
1999 1 401.7 3594 10857 2846.9 381.0 240.8 11579 17797
2000 1 470.2 3429 11105 20923.6 461.8 2439 11926 18983
2001 14824 3455 11201 29480 453.0 236.1 11893 18784

World total 1970 1 108.9 2325 11624 25038 |1101.0 2975 11309 25294
1980 1527.4 3439 18325 37038 |1530.0 3258 18233 3679.1
1990 1 287.2 4676 22530 40074 |13150 4459 2365.0 41259
1998 1 569.3 502.7 3526.0 55981 |1533.0 539.6 36703 57429
1999 1 563.5 4931 36117 56683 |15415 5473 3740.7 58295
2000 1 636.3 4783 37752 58898 | 1678.9 559.2 39250 61631
2001 1 649.0 4787 37045 58322 | 16749 557.6 38742 6106.7
Sources: Compiled by the UNCTAD secretariat on the basis of data supplied by reporting countries and specialized sources.

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

See Annex | for the composition of groups.

Including LNG, LPG, naphtha, gasoline, jet fuel, kerosene, light oil, heavy fuel oil and others.

Including the former Soviet Union.

Estimates.

Yugoslaviawas classified as a developing country in Europe from 1986 onwards. Datafor 1970 and 1980 for this
country were recorded under “Developed market-economy countries: Europe.”

- o a o o
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Annex Il (a)

Merchant fleets of the world by flag of registration, 2 groups of countries and types of ship °

as at 31 December 2001

(in grt)

Total fleet Qil Bulk General Container  Other types
tankers carriers cargo © ships
World total ¢ 578 593 528 156 956 128 168 459 664 92 209 468 67 237 224 93 731 044

Developed market-
economy countries

Australia 1914 654 246 822 627 031 88 024 44670 908 107
Austria 35320 .. 35320 .
Belgium 166 029 3659 . 1055 .. 161 315
Canada 2729639 339084 1321209 146 334 14541 908471
Denmark 7163419 1307 636 204 281 539 308 3645722 1466472
Finland 1595 368 304 081 104 869 432 415 .. 754 003
France 4693715 1950171 355131 279805 478 263 1630345
Germany 6309871 50689 2460 514418 5063992 678312
Gibraltar 816 820 342991 84619 162 732 82 959 143519
Greece 28709930 14890125 9026072 555 292 1712963 2525478
lceland 193 357 516 415 1587 .. 190839
Ireland 301 761 . 25609 55833 5006 215313
|srael 611 396 1270 .. 8374 592514 9238
Italy 9697 966 1426332 1869 143 1701829 893677 3806985
Japan 14576537 3341053 3089438 1986 343 599530 5560173
L uxembourg 1469208 629 887 13945 102 689 79014 643673
Netherlands 6901 696 37576 81593 2702881 1792764 2286882
New Zealand 187 708 56 605 12 456 12288 .. 106 359
Norway 22613342 7575045 4047613 4082899 48 349 6 859 436
Portugal 1211088 431923 214032 272873 38074 254186
South Africa 413915 3906 . 437 268518 141054
Spain 2148277 598 400 42 150 425027 93579 989121
Sweden 2959 065 101063 29200 1751923 1076879
Switzerland 501975 .. 463409 24 346 .. 14 220
Turkey 5899911 772010 3178198 1206530 223627 519546
United Kingdom 12277719 3819044 988 564 1152358 2387073 3930680
United States 23621 605 9055771 4086 351 2232774 4147813 4098 896
Subtotal 159721291 47285659 29867788 20475694 22212648 39879502
Open-registry
countries

Bahamas 33458723 14468644 5355698 6418461 1892159 5323761
Bermuda 5422 694 1660729 1884 861 306 982 437171 1132951
Cyprus 22905 623 3802817 11850764 3867 3%4 2300902 1083746
Liberia 52128953 18854335 11769702 4556 628 8464 556 8483732
Malta 27190755 10650576 10678284 3750102 978772 1133021
Panama 123254405 28847710 50004089 17179973 15308655 11913978
Vanuatu 1496 422 3545 528 530 421918 30808 511621
Subtotal 265857575 78288356 92071928 36501458 29413023 29582810
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Total fleet Oil Bulk General Container Other types
tankers carriers cargo °© ships

Central and Eastern

Europe
Albania 25170 23870 1300
Armenia . . . .
Azerbaijan 647 501 175431 93903 378167
Belarus . . . . . .
Bulgaria 955 596 113991 517 371 216733 56 380 51121
Czech Republic .. . . . .
Estonia 348838 8952 33004 123098 . 183784
Georgia 280 996 21053 4999 203583 1350 50011
Hungary .. . .
Kazakhstan 13 096 4 360 8736
Kyrgyzstan .. . . .
Latvia 74934 3767 . 15482 55685
Lithuania 394870 5437 79720 172433 137280
Moldova . . . . .
Poland 624 687 5391 390513 24 225 204 558
Romania 638 930 63 530 142772 244 656 . 187972
Russian Federation 10361701 1432047 783435 3778998 258633 4108588
Slovakia 15191 15191
Tajikistan . . " . .
Turkmenistan 46 510 6 156 2613 16 966 . 20775
Ukraine 1454756 45303 100203 613 642 27 462 668 146
Former USSR
Uzbekistan . . . . . .
Subtotal 15882776 1881058 2054630 5547 140 343825 6056 123
Socialist countries

of Asia
China 16648194 2351500 6633815 4748673 1457 559 1456 647
Democratic People’'s

Republic of Korea 698 203 12 486 62 895 544 559 . 78 263
Viet Nam 1073906 157973 122 449 579780 35690 178014
Subtotal 18420303 2521959 6819159 5873012 1493249 1712924
Developing countries

in Africa
Algeria 963 940 19180 172 695 214429 557 636
Angola 63 141 3016 27 281 32844
Benin 1003 . 1003
Cameroon 13573 . 652 12921
Cape Verde 16518 1151 9033 6334
Comoros 53801 37 300 15969 532
Congo 3402 . 3402
Coted' Ivoire 8 646 789 . 7857
Djibouti 2493 . " 299 . 2194
Egypt 1400318 208 241 585 720 374640 48 146 183571
Equatorial Guinea 37225 . 5820 31405
Ethiopia 81933 2492 79441 .
Gabon 12541 652 4165 7724
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Annex |11 (a) (continued)

Total fleet Qil Bulk General Container  Other types
tankers carriers cargo °© ships
Gambia 1884 . . . . 1884
Ghana 123127 6 904 199 18288 " 97 736
Guinea 11645 . . 808 . 10837
Guinea-Bissau 6459 . .. 1414 .. 5045
Kenya 19137 4708 .. 2611 . 11818
LibyanArab
Jamahiriya 255770 81448 . 76 492 . 97830
M adagascar 43441 10734 . 18522 . 14185
Malawi . . . . . .
Mauritania 47 394 . . 299 . 47 095
Mauritius 97 370 . 3922 17922 47 522 28004
Morocco 461 469 8 661 " 125338 25805 301 665
Mozambique 38035 . . 5901 . 32134
Nigeria 405 485 286 768 . 38611 . 80 106
Saint Helena 789 . . . . 789
Sao Tome and Principe 190428 10582 62 107 108 688 1152 7899
Senegal 43011 . . 1145 . 46 866
Seychelles 33971 . . 18491 . 15480
Sierra Leone 13148 .. . 490 .. 12 658
Somdia 6343 851 . 2802 . 2690
Sudan 42 978 832 . 39927 . 2219
Togo 8107 . . 2603 . 5504
Tunisa 202 706 19678 17 066 21631 . 144 331
Uganda 1697 . . 1697
United Republic of
Tanzania 38817 4347 . 20735 . 13735
Zaire . .. . . .. .
Subtotal 4756 745 708 334 841709 1256 144 122 625 1827933
Developing countries
in America

Anguilla 701 . . 592 . 109
Antiguaand Barbuda 4698 311 4876 251 288 1899958 2480578 61611
Argentina 445118 49 351 33678 100 040 . 262 049
Barbados 687 331 349673 161 636 73398 13020 89604
Bdlize 1830439 311005 144573 732768 86 206 555 887
Bolivia 174042 65 263 24946 56 879 . 26 954
Brazil 3699436 1570668 1418192 308 243 158 192 244 141
Cayman Islands 2083983 519 350 632 464 375430 11772 544 967
Chile 884733 99 767 223543 122 316 69 601 369 506
Colombia 65 645 5962 . 38820 . 20863
Costa Rica 2978 . . . . 2978
Cuba 100 685 3424 4808 38181 . 54 272
Dominica 2233 . . 1522 . 711
Dominican Republic 9385 . . 5360 .. 4025
El Salvador 1493 .. . . .. 1493
Ecuador 305 895 219359 . 2319 . 84217

Falkland Islands 54707 . . 501 . 54116
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Total fleet Qil Bulk General Container  Other types
tankers carriers cargo © ships

Grenada 1009 779 230
Guatemala 4556 . . 4556
Guyana 15169 125 7033 8011
Haiti 1172 . " 892 . 280
Honduras 968 966 184155 74133 415936 7484 287 258
Jamaica 23111 1930 20024 1157
Mexico 910583 454 001 52 446 404136
Montserrat .. . .
Nicaragua 3619 . 498 . 3121
Paraguay 47 052 4480 36783 823 4966
Peru 255598 30185 40947 184 466
Saint Kittsand Nevis 300 300
Saint Lucia
Saint Vincent

and the Grenadines 7081393 458 723 2994 857 2705975 173392 748 446
Suriname 5221 1842 2525 854
Trinidad and Tobago 26593 998 3154 22441
Turks and Caicos

Islands 1095 . 227 868
Uruguay 74 269 5799 . 7143 . 61 327
Venezuela 872187 374238 120753 52 662 953 323581
British VirginIslands 3376 . . 1217 .. 2159
Subtotal 25342384 4715174 6084871 7104958 3002021 4435 360
Developing countries

and territories

in Asia
Bahrain 338091 80699 42 963 63 486 96 308 54635
Bangladesh 387 563 62 893 5672 269613 14 233 35152
Brunel Darussalam 362 694 239 2018 360437
Cambodia . . . . . .
Hong Kong, China 13875860 1537453 8893094 879 387 2 373686 192 240
India 6722912 2549 207 2705702 427 760 109 268 930975
Indonesia 3622 666 838416 343909 1532011 148752 759578
Iran, Islamic

Republic of 3945164 1845641 1142275 618 905 154 201 184142
Irag 240 582 101717 69 957 . 68 908
Jordan 42094 . . 36 109 5097 888
Kuwait 2291672 1627704 17012 136 200 214436 296 320
Lebanon 301653 842 125848 166 533 . 8430
Malaysia 5209161 872364 1446 561 598 011 707 674 1584551
Maldives 66 642 4 449 . 57 557 4636
Myanmar 379819 2935 162 346 185047 29491
Oman 24 360 313 4289 : 19758
Pakistan 247915 49 595 . 150517 31707 16 096
Philippines 6030632 141739 3751069 1441569 67 694 628 561
Qatar 690812 213804 141 617 107 378 190678 37335
Republic of Korea 6397 423 842678 2874401 955571 708115 1016658
Saudi Arabia 1139575 224 489 . 488 695 149 368 277023
Singapore 21191626 8646 756 4884791 2463016 3616106 1580957
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Annex |11 (a) (continued)

Total fleet Qil Bulk General Container  Other types
tankers carriers cargo ¢ ships
Sri Lanka 153708 5637 77191 54 139 16741
SyrianArab Republic 498 214 1461 54017 438984 . 3752
Thailand 1771382 231437 391 641 863210 136 759 148 335
United Arab Emirates 750 142 234129 483 137138 214436 163 956
Yemen 73757 51 348 . 2557 . 19852
Subtotal 76756119 20167945 27060592 12149657 8938518 8439407
Developing countries
in Europe
Croatia 775958 8905 527075 123855 8819 107 304
Sovenia 1891 276 1615
Yugodavia 3498 . " " . 3498
Subtotal 781 347 8905 527075 124131 8819 112417
Developing countries
in Oceania

Hiji 28729 2910 4988 20831
Kiribati 4198 3728 470
Nauru .. .. . ..
Papua New Guinea 77040 1811 55675 19554
Samoa .. . .
Solomon Idands 8625 . . 2314 6311
Tonga 342843 30923 48 690 220008 43222
Tuvau 35516 . : 11669 23847
Subtotal 496 951 35644 48 690 298 382 114235
Developing total 108133546 25636002 34562937 20933272 12071983 14929352
Unallocated 10578037 1343094 3083222 2878892 1702 496 1570333
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Annex 111 (b)

Merchant fleets of the world by flag of registration, 2groups of countries and types of ship °
as at 31 December 2001
(in thousand dwt)

Total fleet Oil Bulk General Container Other types
tankers carriers cargo © ships
World total ¢ 825652 285519 294589 99872 77095 68577
Developed market-
economy countries
Australia 2319 408 998 73 57 783
Austria 46 . . 46 . .
Belgium 189 7 . 2 . 180
Canada 1309 550 163 138 19 439
Denmark 8587 2302 366 564 4171 1184
Finland 1226 510 154 359 0 203
France 6280 3664 689 328 575 1024
Germany 7450 76 5 652 6346 371
Gibraltar 1180 650 155 181 109 85
Greece 48 368 27942 16357 700 1866 1503
Iceland 13 1 0 2 0 10
Ireland 181 0 36 81 7 57
Israel 712 3 . 7 699 3
ltaly 10305 2475 3456 1124 914 2336
Japan 17913 6088 5618 2479 600 3128
Luxembourg 2125 1159 20 56 100 790
Netherlands 7477 61 152 3393 2016 1855
New Zeaand 167 91 17 13 . 46
Norway 30699 14180 7368 3813 66 5272
Portugal 1777 804 388 325 45 215
South Africa 359 5 . 0 262 92
Spain 2185 1105 70 358 136 516
Sweden 1787 159 39 981 0 608
Switzerland 890 . 829 40 . 21
Turkey 9270 1455 5455 1633 281 446
United Kingdom 15288 6913 1817 1130 2629 2799
United States 29420 16 857 5598 1613 4424 928
Subtotal 207522 87465 49750 20091 25322 24894
Open-registry
countries

Bahamas 48 860 27097 9424 7148 1957 3234
Bermuda 8396 3421 3635 299 459 582
Cyprus 35832 6471 20704 4802 2721 1134
Liberia 78484 34780 20930 4391 9984 8399
Malta 44272 18843 18445 4486 1137 1361
Panama 185051 52567 89516 14281 16 955 11732
Vanuatu 1460 5 851 283 35 286

Subtotal 402 355 143184 163505 35690 33248 26728
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Annex I11 (b) (continued)

Total fleet Oil Bulk General Container Other types
tankers carriers cargo ¢ ships
Central and Eastern
Europe and former
USSR

Albania 28 27 1
Armenia 0 . . 0
Azerbaijan 502 231 105 166
Belarus 0 . .. . . .
Bulgaria 1381 179 829 269 67 37
Czech Republic 0 . . . .. .
Estonia 246 15 43 126 0 57
Georgia 348 36 8 272 2 30
Hungary 0 . .
Kazakhstan 6 2 4
Kyrgyzstan 0 . . . . .
Latvia 54 6 0 17 0 31
Lithuania 381 9 116 194 0 62
Moldova 0 . . . . .
Poland 793 8 668 19 0 98
Romania 782 97 229 305 0 151
Russian Federation 9564 2062 1103 4125 298 1976
Sovakia 19 19
Tajikistan 0 . . . .
Turkmenistan 37 8 3 15 . 11
Ukraine 1304 75 160 698 30 341
Former USSR © 0
Uzbekistan 0 . . . . .
Subtotal 15445 2726 3164 6193 397 2965
Socialist countries

of Asia
China 24048 3815 11095 6327 1761 1050
Democratic People's 920 24 105 736 0 55

Republic of Korea . . . . . .
Viet Nam 1554 257 195 835 32 235
Subtotal 26522 4096 11395 73898 1793 1340
Developing countries

of Africa
Algeria 1068 30 288 278 472
Angola 65 5 42 18
Benin 0 . .
Cameroon 6 . 1 5
Cape Verde 20 2 14 4
Comoros 92 67 25 .
Congo 1 . 1
Cote D’lvaire 5 1 . 4
Djibouti 1 . . 1 . .
Egypt 2037 361 996 496 58 126
Equatorial Guinea 15 7 8
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Annex 111 (b) (continued)

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

Ethiopia 102 4 98 .
Gabon 8 1 4 3
Gambia 2 . . . 2
Ghana 99 1 0 23 0 65
Guinea 5 0 5
Guinea-Bissau 2 . 0 2
Kenya 18 8 2 8
LibyanArab . . . . . .

Jamahiriya 291 165 . 84 . 42
M adagascar 47 17 23 7
Malawi 0 . . . . .
Mauritania 23 . . 1 . 22
Mauritus 109 . 5 17 69 18
Morocco 398 14 0 128 34 222
Mozambique 30 . . 11 . 19
Nigeria 650 552 . 49 . 49
Saint Helena 0 .

Sao Tome and . . . . . .
Principe 259 16 105 129 1 8
Senegal 24 . . 2 . 22
Seychelles 28 . . 18 . 10
Sierra Leone 5 . . 1 . 4
Somalia 6 2 2 2
Sudan 53 1 " 51 . 1
Togo 7 . . 3 . 4
Tunisa 173 32 26 30 . 85
Uganda 3 . . 3

United Republic of . . . . .

Tanzania 37 8 . 25 . 4
Zare 0 . . . . .
Subtotal 5689 1297 1420 1568 162 1242
Developing countries

of America
Anguilla 1 . . 1 . .
Antiguaand Barbuda 6071 8 398 2406 3185 74
Argentina 312 89 52 130 . 41
Barbados 1116 640 264 105 17 20
Bdlize 2002 554 237 1034 86 91
Bolivia 247 106 44 74 0 23
Brazil 5959 2694 2484 341 190 250
Cayman Islands 3148 931 1086 413 13 705
Chile 915 167 382 80 80 206
Colombia 82 10 . 51 . 21
Costa Rica 1 .. 0 . .. 1
Cuba 92 5 6 46 35
Dominica 2 2 0
Dominican Republic 7 . 6 1
Ecuador 444 379 4 61
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Annex |11 (b) (continued)

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

El Salvador 0 . .
Fakland Islands f 36 0 36
Grenada 1 1 .
Guatemaa 4 . 4
Guyana 14 8 6
Haiti 1 . . 1 . .
Honduras 1158 342 124 591 7 9
Jamaica 25 3 22 .
Mexico 1180 745 36 399
Montserrat 0 " .
Nicaragua 2 . . 1 . 1
Paraguay 52 9 40 2 1
Peru 200 53 65 82
Saint Kittsand Nevis 1 1
Saint Lucia 0
Saint Vincent and the . . . . . .
Grenadines 10105 826 5211 3451 208 409
Suriname 6 3 3 .
Trinidad and Tobago 11 1 3 7
Turks and Caicos . .

Islands 0 . 0 .
Uruguay 46 8 . 4 . 34
Venezuela 1307 650 200 78 1 378
British Virginlslands 8 . . 1 . 7
Subtotal 34556 8223 10488 8999 3789 3057
Developing countries

and territories

of Asia
Bahrain 450 153 60 98 100 39
Bangladesh 526 107 9 369 19 22
Burnei Darussalam 349 0 3 346
Cambodia 0 . . . . .
Hong Kong, China 23207 2784 16 357 1191 2670 205
India 10645 4492 4583 519 143 908
Indonesia 4543 1325 546 2103 194 375
Iran, Islamic Rep. of 6642 3489 1958 855 179 161
Irag 332 170 . 96 . 66
Jordan 54 . 0 47 7 0
Kuwait 3633 2933 27 140 227 306
Lebanon 429 1 204 214 . 10
Malaysia 7248 1527 2567 784 870 1500
Maldives 96 9 . 83 4
Myanmar 533 5 270 244 14
Oman 15 0 6 . 9
Pakistan 363 91 . 217 42 13
Philippines 8568 202 6392 1607 76 291
Qatar 1040 375 270 158 204 33
Republic of Korea 9425 1588 5209 1181 825 622
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Annex |11 (b) (continued)
Total fleet Qil Bulk General Container Other types
tankers carriers cargo ¢ ships
Saudi Arabia 1386 430 . 522 156 278
Singapore 32799 15533 9090 2227 4272 1677
Sri Lanka 243 10 150 73 10
SyrianArab Republic 744 2 85 656 . 1
Thailand 2686 419 646 1307 186 128
United Arab Emirates 938 385 1 183 227 142
Yemen 120 98 . 3 . 19
Subtotal 117014 36128 48424 14 886 10397 7179
Developing countries
of Europe
Croatia 1124 12 923 147 11 31
Slovenia 1 0 0 0 0 1
Yugodavia 1 0 0 0 0 1
Subtotal 1126 12 923 147 11 33
Developing countries
of Oceania
Hji 24 4 5 15
Kiribati 4 4 0
Nauru 0 . . 0
Papua New Guinea 84 3 70 11
Samoa 0 . 0
Solomon Idands 6 . . 2 4
Tonga 467 50 92 279 46
Tuvau 58 . . 16 . 42
Subtotal 643 57 92 376 0 118
Developing total 159028 45717 61347 25976 14359 11629
Other unallocated 14780 2331 5428 4024 1976 1021
Notes to Annex Il

Source: Lloyd sRegister-Fairplay.

a

The designations employed and the presentation of material in thistablerefer to flags of registration and do not imply
the expression of any opinion by the Secretariat of the United Nations concerning the legal status of any country or
territory, or of itsauthorities, or concerning the delimitation of itsfrontiers.

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

Including passenger/cargo.

Excluding estimates of the United States Reserve Fleet and the United States and Canadian Great L akesfleets, which
amounted to respectively 3.9 million grt (4.2 million dwt), 0.9 milliongrt (1.9 million dwt) and 1.2 million grt (1.8 million
dwt).

All republics of the former USSR that have not established new shipping registers (see box 1).

A dispute exists between the Governments of Argentinaand the United Kingdom of Great Britain and Northern Ireland
concerning the sovereignty over the Falkland Islands (Malvinas).
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