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PREFACE

As a lawyer, my thesis should be written about legal
aspects to make my task easier, because it is a field ia which
I am educated. But, I have to refer to what oblidged me to

change the subjet of my. thesis.

Since 1 started to work for the government in my
country , at the Under Secretary of Maritime Interest, Rivers
and Lacustrines of the Ministry of Defense of the Republic of
Bolivia, whenever I mention ed my job, I have been asked why
we are involved in maritime activities if we are a landlocked
country. At the begining [ thought it was because of our
absence of maritime tradition and because the people are nei-
ther related with maritime activities or connected to a coa-
stline. But once 1 started to study at the World Maritime Uni-
versity, most of the students still continued asking the same
question, despite the fact that they are related with maritime

and shipping activities.

For that reasons 1 believe that it was necessary to
know if it was not a mistéke that a landlocked state could be

involved in maritime affairs or shipping activities.

g




iii

Although I consider if to be of~great importance that
the maritime activities nowadays represent a speciliséd area
of knowledge and fountain of resourses, since its impértance E
i
id increasingly growing provided that, from the sea it is pos- »
sible to obtain benefits such as: food, fresh water, a way of
comunications, minerals, energy, knowledge, aid for metereoclo-
gical purposes, human settlements and earth interface." ;
But this fountain of maritime resources is handled
only by a few people who are related to maritime activities
directly or indirectly, even in countries with a long maritime :
tradition. This may be so because the other people do not live
close to the sea and ignore how benefical the explotation of
those resources is for his country, and also for his own well-
fare (due to the benefits that maritime activities report to
its national balance of payments, which is reflected in its

income per capita)l.

Then it is easy.to deduce, that if the maritime acti-
vity is not fully understood in countries with long maritime
tradition , it is worse in landlocked countries, wﬁich dq not
have that experience. Therefore, everybody would agree, how
much more is needed to be done in maritime activities to give

the importance that it really has.




Also, the purpose of this thesis is to show what more

¥

should be tried for landlocked countries in maritime acti-
vities irrespective of analysing the most significant and

complex aspects of the shipping business to diminish the risky

and capital intensive aspects of the interprise.

Finally, in writing this thesis I am very ind%pted to
so many people, but I am not going mention all of them here,
as 1 am afraid of omiting somebody. Although I would like to
thank specially my course pofessor of GMA 85, the permanent
professors and visiting professors of the World Maritime Uni-
versity from whom I obtained the knowledge. Also my gratitude
to the Language Faculty of WMU, mainly the lady asigned to

help me and my class mates whose help made this thesis under-

standable.

iv




INTRODUCTION

“w

The objetive of this thesis is to give insight to the
feasibility of landlocked states to participate in maritime
activities, specifically the shipping business, by reducing
its risky and costly characteristics. Also looking at the ﬁos—
sibility of building up shipping activities without taking
into account the prerequisits such as large own fleet a and

great amount of national cargo.

In fact this thesis as was mentioned, there is no any
magic fomula, it just constitutes a study of the possiblity
for landlocked countries to come into maritime affairs, mainly
shipping activities, looking at the possibility to diminish
its risky and costly characteristics by establishing it as a
shipping company of service to other countries (which can not
or do not want to carry its national cargo), with vessels

acquired on the second-hand market or by chartering.

First of all, a general overview is described as to

why the importance of maritime affairs in the world, what can
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be obtained from its exploitation and to point out the sea
transport as the important one. To later on refer to the bene-
fits of being a coastal country and the handicaps of being a

lapdlocked state.

Secondly, it is time to establish that maritime acti-
vities are not reserved only for coastal countries, the right
of landlocked states to participate in maritime activities is
Justified (shipping, fishing and Off-shore. Brokering %s rela-
ted), by discussing the main characteristics of the shipping
business, by looking at the posibility.to diminish two of tho-
se characteristics, by making the ‘shipping business more
accessible for landlocked countries.

\

Lately, once embarked within the shipping business,
the pre-requisits to build up the enterprise such as a large
national fleet and a great amount of national cargo are dealt
with, to conclude that they are not too imperative because

other possiblities and alternatives exist.

Finally, it is mentioned that these activities must
be backed up by the development of colateral activities and
other facilities to be done within the landlocked state and
negociations with other states, to make it easier the enter-
prise, which otherwise could not be reached without the inter-

national cooperation.

vi
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HYPOTHESIS

One of the great number of differences that
exist among countries 1is, the division of coastal countries
and landlocked countries, by which reason it was hglieved,

that londlocked countries could neither enjoy the benefits of

shipping activities, nor to be involved in other important

maritime affairs (ie.fishing, brokering and off-shore activii//,L
ties)

Nowadays, some countries have already proved the
fallacy of that statement.

Therefore landlocked countries at the time of
diminishing or avoiding the high risk characteristic and the
high capital intensive industry characteristic of the maritime
activity,should now a{empt to enter shipping activities even:

a) without having a great amount of national cargo, and/or b)
Without owning a large national fleet w_j

e

In that way, plus certain colateral facilities
to be reached, could be a possible way to obtain benefits,

also in favor of the national balance of payments of landloc—

ked countries.




MARITIME AFFAIRS IN LANDLOCKED COUNTRIES

I.~-Importance of maritime affairs in the world

A.- Importance of the sea transport.
1.- Transport and trade.

B.- Coastal countries.

C.- Landlocked countries.

IT.-Right of landlocked countries to participate in maritime

activities.

I1T.- Maritime activities in landlocked countries
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1.~ High Risk Economic Cycles.
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IV.- Shipping activities in landlocked countries.

A.- Fleet.
B.- Cargo.
V.- Development of colateral facilities.
A.~ Free use or reduced canals and port dues.
B.- Free ports in coastal countries.
C.- National cargo in foreign ports.

D.- Use of international rivers,lakes and sea canextion.
E.- Multimodal transport.
F.- Inland dry ports and terminals.
G.- Protections and subsidies.
VI.- Economic advantages.
VII.- The need of international cooperation.
VIII.- Conclusions.

1X.- Recomendations.




CHAPTER 1

IMPORTANCE OF MARITIME AFFAIRS IN THE WORLD

Despite the fact that our planet is called earth, the
largest part of it is the sea. This may be the reason why at
the begining the sea looked as an other world, since it was

considered as a barrier for the species of mankind.

Later on, once the sea was studied and its characte-
ristics and principles known by early men, it is not an
obstacle any more, on the contrary it has became a never
ending fountain of various resources such as energy, minerals,
living resources and others to be exploited to partly solve if

not all, the lack of resources that mankind faces today

This exploitation nmust be well administrated to
distribute its benefits to all countries on equal terms,
otherwise it will serve to empower some countries or organiza-
tions even more. In other words, they would use those facili-

ties to oppress the less advantaged countries.
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Up to now the sea has been providing animal and vege-
table food (fish, seaweed), energy resources (petroleum, natu-
ral gas, minerals); also it can be used as a way of transport
(maritime transportation), or to lay pipelines for various
uses and finally as a field of research to know something more
about itself or what has sunk to its botton (maybe rests of
ancient civilizations) to solve some questions which have not

yvet been answered clearly.

From all these aspects, and since the sea has been
left considered as a barrier against international communi-
cation, the sea transport became important all over the world
(this will be dealt with in the next chapters). But irrespec-
tive of that field , one which has also received a great deal
of attention is the exploitation of crude o0il from the g;ttom
of the sea with new type of huge vessels, the off-shore units

with a capacity to accommodate a complete system of o0il pro-

duction and refinery.

“With 1983,s the global economy has been characteri-
sed by stable energy prices and oil productions gquotas and the
resurgence of growth in most industrialised countries, ...s5aw
growth the off shore activities in the North Sea , S.E. Asia,
the Midle East and also the US West Coast."(1) "... by neces-
sity to satisfy the need of crude o0il as the cheapest energy
resourse with mobile off-shore drilling unit or vessels which

are capable of engaging in drilling operations for the explo-
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ration or for the exploitation of resources beneath the sea—-

bed such as liquid or gaseous hydrocarbons, sulphur o salt"(2)

Equally important as those mentioned before, but with
less capital intensity is, the fishing activity. Fishing has
been the earliest food industry, providing food for mankind

not only for consumption locally but also for export.

The development of those three fields was fccompa—
nied by the development of special ships (as main unit, which
made those industries grow) such as: 1.-fishing boats and
fishing production ships for fishing purposes; 2.-Jjack up,
semi submersibles and other off shore constructions for the

exploitation of the sea, and specialised vessels for carrying

goods (liquid or dry) and/or comfortable passanger ships

(cruisers).

But the use of the sea has been more than that, even
to the extent of solving housing problems by the construction

of huge floating hotels at sea with all commodities as a floa-

ting colony.

Finally there is another field which is the Freigth

Market Operations or commonly called Shipbrokering related to

the sea but operated at shore, where most of the maritime
transactions are developed. Almost all requirements of mer-
chants and shipowners or others related with the field, are

gathered in these spots to satisfy the parties concerned,




whether definitive or temporal agreements over ships , cargo

and routes or markets.

As it is seen, the importance of maritime affairs necessa rily
has its influence on trade and transport in the world taking
into account that this exploitation must take care of the
marine enviroment to maintain a good balance of the living
resources of the sea to be shared by all mankind and preserve

it for future generations. w

But among those possibilities the one which has received a
great deal of importance is the "sea transport", therefore for
the purpose of this thesis, emphasis will be laid on, its

start, evolution and importance of the shipping.

A.- IMPORTANCE OF THE SEA TRANSPORT. -

1.- Scaning the earliest form of a «city, which is
the tribe; it is possible to see how human groups, such as
nomads had to walk through different places enclosed within
certain areas limited by natural barriers. The members of the
tribe had to help each other (without having contact with
other tribes), to survive the salvage nature by their own
account, resist extreme weather conditions, overflowing

rivers, wild animals or face illness etc. etc.

Once the tribes found a place where to stay, the agricultural
tasks were developed. While some of them cared for the safety

of the tribe or hard tasks, only a small group of them -the




hunters- went to get food for everybody. For that purpose,
without realizing themselves, in their anxiety for reaching
and seizing the prey, they ingeniously saved some barriers
upon which the tribes expanded their dominion and enlarged
their area, wuntil they got in contact with other tribes and
felt the necessity of solving bigger natural barriers which
limited their world.
«

They gradually drew advantges from natural resources such as
the streams of the rivers (to go more quickly or with heavy
loads), the narrow spots to reach the oposite side <(shortened

long distances)

instead of turning around the bays or lakes. For those consi-
derations and perhaps without making any mistake, possibly the
transport by water was the first way of transportation, not

only to go from one house to another house, but also as Eoday

to reach distant places.

This activity was done mainly to interchange products with

-

tribes fron other aerehs. therefore it was at that very moment
wvhen the means of transport appeared to save time and effort,

and the important economic activitiy called "trade"” was born.

For a while on land, the transport of certain animals expanded
from the simple use of pulling cart loads or wagons to carry

small quantities of cargo or a few passengers, gradually tur-
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ning paths into roads as they are today, facing many problems

in case of large distances.

Almost parallel to the car development, the train appears as a
solution , capable of transporting large quantities of cargo

and passengers.

Later on, the airplane appeared within air transportation,
very fast in comparison with othes means of transpdrt. This
mode of transportation was able to substitute the former ways
of transport, but not economical regarding fuel costs. In this
field, it is necessary to take into consideration something
old but now from a new point of view, such as the the "Bal-
lons" (Non Conventional Means of Transports which are taking
advantage of wind energy (eolic). In the future, they could
become an economical way of transport in order to save fuel

and money.

"In the field of passenger transportation, competition from
the air took over almost entirely the trade from sea carriers.
In general cargo, the situation is different. Physical condi-
tions and cost disparities make the competition limited in
scope and the list of commodities subject to competition very
short. The‘ two modes of transportation concentrate én diffe-
rent kinds and volumes of cargo. However, on given routes and
in certain circumstances the table of products which air car-

riers and sea carriers fight for can be quite long.
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Air transportation concentrates on the carriage of high value,

low volume goods."(3)

Each of these means of transportation has its own particulari-
ties involved within the most important aspect that was men-
tioned: time -money. Playing with these two premises and com-
bining each other, for conveniency reasons (as has been consi-
dered) the sea transportation must be the choice for being the

economical one.

2.- In the same manner nowadays the result of the
tribe on their high level are the cities; whose necessities
are expressed and satisfied by themselves or obtaining from
foreign countries, using various means of transport. Since the
ancient or simple up the actual sophisticated artefacts, over
which is layed the practice of the "international trade"” in
its different ways; by water (high seas or inland waters),by

road, by rail or by air.

3.- The means of sea transport in general underwent
many changes in its feature since tpe boat or ship was the
only way to transport merchandise and people to distant con-
tinents or countries, wuntil today when the passenger ships
became simple tourist cruiser ships, which attract people

only by the amenities on board.

On the other hand, the cargo ship or water transport is conti-

nuously growing up through the specialization, carrying all
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kinds of cargoes and calling all kinds of ports of commercial
cities, small cities such as markets and other strategical or
political key ports; irrespectively of being used as interco-

nextion with other ways of transport (rail road and air).

4.- During the process of changes that the shipping
activities suffered, the routes were also afected. Therefore
shipping activities have been shifted to other areas, pulled
mainly as a cosecuence of the change of location of« new row
materials produ cing countries to new industrialised coun-
tries, or in economic terms: the routes of the trade go
through the importation and exportation of raw materials from
developing countries, and manufactured with technology from
industrialized countries, as a result of new techniques app-

lied or price competition reasons.

"In the start of the period raw material was in general total-
ly manufacturgd and consumed' within a limited gegraphical
area. Now the way from raw material to final demand often pas-
ses through several geographical regions and industrial sec-
tors, and therefore gives rise to a still more important

international transit traffic.

This development is far away from the <clasical localisation
theories which required that localization took place where the
primary production factors were found. Thére is, however,
still a localisation pattern because localisation 1is now

dependent on the communication structure of the immediate
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higer and lower level in the highly differentiated production

process.

The value of the final product of the high ranked industrial
process 1is composed of the price for raw material and the
single "value added" elements in the differentiated production
process. Because of the advantages of economics of scale and
specialisation transportation become a still more important

production factor.

The role of transportation in the manufacturing process is
highly dependent on the cost of transportation and the econo-
mics of scale and specialisation. The growth in the transpor-
tation sector and the related infrastructural capacity prob-
lems is therefore to a high degree explained by the decrease

in transportation costs". (4)

Notwithstanding, what has been mentioned above, does no matter
if referring it is located in its own country or not, the
important is if it cam be obtained elsewhere, at any rate, if
there is no other alternative even at a high price because
after being proceseed, the final price will recover not only

the initial cost,but also other costs plus expenses and gain

good profits.

5.- Well, why is sea trade so important? As it is
know the water by itself, is an adequate media to transport

heavy loads. Once the optimal point of buayancy it is found,-
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the density of the water keep control of the weight, making
vessels float without any aid; then propulsion is added in
order to get the displacement from one point to another with
the linked speed and safety marging. From these results "ship-
ping"” became the best way of transportation, that is why bet-
ween 75% to 80% of all cargoes exported in the world are sea

borne.

"The main function of the world fleet of merchant shipsg is to
close the physical gap of marine space between production and
consumption in the world economy. There is a vast amount of
movement on the world’s seas; on any one day there may be
10,000 to 15,000 ships crossing the oceans. This movement
generally passes unobserved. Only at points of convergence, as
in the Strait of Dover through which 800 vessels pass in a
day, can the functions of shipping as an important integrating
factor in the world be appreciated; although when shipping is
disrupted by military activities or strikes the significance
of these services for food supply and industry is made more

apparent” (5)

6.- Considering the ways and the distances and the
movement of the total world trade, i£ is easy to deduce that
the continents are separated by sea water, which constitute
the bigger part of the world and ipso facto it does mean, that
two means of transport are excluded:1.the road, and 2.-the

railway; by its natural limitations and remainig.yet the air

transportation as the other competitor of the sea transport.
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Therefore, the comparison must be made looking at the advanta-
ges or disadvantage of each one, under "time /money" point of
view; and it is well known that the maritime transportation is
the cheapest one, despite the fast delivery and hand over

reached by air transportation in case of long distances.

In this case, because of urgency reasons it might be necessary
for time reasons to use air transportation whereby the« econo-
mical aspect would take second place to use expensive means of
cargo transportation, which in this case replacing and leading
the situation of the economy of transport. But this occurs
only with special cargo or in exceptional cases, when some-
thing falls out of the planification and without breaking the
rules and customs for the transportation of goods on the chea-

pest way, such as maritime transportation.

Otherwise, in the long run that spot of production must be
substituted by others, which necessarily should be cheaper in

comparison to other centres of production.

7.- Then after having seen the comparison, the choice
of sea transportation is recomended by it self, because that
is the reason why the greatest part of the world trade is car-

ried by sea.(6)

Ratifying the former, here is one comment made by Schwimer and

Amuusen in his book Management of the Sea Transport, p. 1,
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"Maritime Transportation has been the life blood of the world
trade from time inmemorial. Commerce between the nations of
"the world has always depended on ships, and ships in turn have
always depended on the ports from which they opergte and to
which they sailed. Despite the enormous growth of new trans-
portation modes, the economy of the sea transportation asures
that ships will <continue to be the chief carriers of world

trade in the foreseeable future." (7)

As justification of the growth of maritime transport annexes 1

to 7 show how it go up in the last years, since 1862.
WORLD SEABORNE TRADE 1962 - 1983
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8.- According to how the trade is growing, it chooses

its suitable way of transportation. Therefore this means of
transportation must arrange its interior in the most conve-
nient way possible, to store in and carry suitably all the
goods that they are sending by that way, at the cheapest cost

possible.

That is the reason why (when the shipping is fitting its per-
formance on what the technology and safety cover) the new kind
of trade namely, the ship building industry is forced to pro-
duce new kind of ships applying high technology, to transport
special kinds of cargo (from general goods to special and
dangerous cargo). Because, once the cargo is shipped, the car-
rier is responsible for it, and therefore the cargo should be
well fitted, located in acordance with safety regulations and
maintaining the temperature that it requires not only at the
time of departure, but also through different kinds of water
(cold or tropical) and weather conditions to the port of
destination, with the cargo in good conditions as it was loa-

ded at the port of origin.

1.- TRADE AND TRANSPORT.-

As much as the countries and civili-
zations could develop the trade, this was identified with
transport, because both terms are closely related, and to say
the truth it is not more possible to know which one gives more

importance to the other, if the transport to trade or the tra-

de to transport.
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Yet it is possible to deduce, that even without trade the
transpeort can exist. Consequently according tc how the trade
is growing, also the transport is climbing up or shifting rou-
tes, where the trade and markets are. That is the rason why

one is inherent in the other.

"Maritime transport serves world trade. Any changes in this

trade have direct repercussion on shipping and ports”™ (8)

B.- COASTAL COUNTRIES. -
The coastal country through their ports
play an important role in the development of a country by the

facilities or advantages that they offer to shipping services.

1.- "Ports are integral links in world transportation
system. In addition they tend to generate increased produc-
tion, consuption, employement, trade and commerce in their
immediate areas and thus they contribute to the prosperity and
development of their regions and ultimately, the nation. Major
commercial ports have certain physical and economic atribhtes
in common, though.each tend to evolve differently according to
its own unique location and governmental characteriftics. (8
The advantages of ports are wider, not only in the service of
shipping as was mentioned, but also by the facilities offered
to the industry in general, such as the place or area where

its activities are easier, to make its importations and expor-

tations within free ports. That is the <case of The Nether-
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lands, as they called themselves "A free port within the free-
dom", where the industries or factories installed there, do
not have to pay any dues to the government unless their pro-

ducts want to come out of the free area, solely in that case

they hiave to pay taxes for inwarding the goods in the city.

But on the other hand, the government despite of the fact that
they do not collect taxes from them, get other social advanta-
ges because the factories employ national labor force,., partly
solving the unemployment and contributing in maken the city an

international commercial centre.

2.- Within the shipping business, national ships have
the right to call national ports at always available berths,
and use the equipment and facilities offered by the port, in
order to get advantage of being a local company. By their side
the country get the benefits of easy importation of goods or

at least free of transit dues.

3.- The coastal country as such, enjoys a}l means of
transport (air, road, rail and water), taking advantage of its
use in the diffe}ent possible ways they can, to satisfay the
needs of its inhabitants, making distribution of trade the
easier, within the national country whether the goods were
produced locally or bringing all Kinds of goods from abroad

the country.

4.- In a coastal country, some cities have their own
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beaches to give sccial satisfaction not only to their own

citizens, but also to international tourist.

5.- In their exclusive economic zones, the coastal
country enjoys and encourages fishing activities as a way to
satisfay their internal food necessities and to sell the rest
abroad. PFPurthermore, when foreign flag vessels want to fish
witpin that area, the national country receives certain dues

for issuing licences.

6.- Other main industries such as off-shore activi-
ties could be exploited with similar privileges in view to
find minerals, crude o0il or natural gas, whereby the dimension
of this complex business could give employment to a lot of
people.

Consequently the economic movement that the country exercises

by that way is really in terms of national performance.

7.- All these aspects mentiocned should not have any
importance if they do not have, inherent within themse;ves,
the economic aspects, from which they would obtain benefits to
the balance of payments and the earnings obtained in business
with other countries. Because as it is known while the natio-
nal exportations is higher and the importations lower, this is

more benefical for the national country.




C.- LANDLOCKED COUNTRIES.

One could say that a landlocked coun-
try 1is the reverse side of a coin in relation to coastal
countries when they are compared within the field of maritime
activities, because the landlocked countries do not have all
those positive aspects and incomes enjoyed by the coastal
countries. However it does not mean that this paragraph about
landlocked countries will be described as a luck of laments,
full of disadvantages for not having coastline; defini&ly not.
Because not all landlocked countries are developing countries,

nor the word "landlocked" is synonimous of developing country.

Trade made progress because of technology in different ways of
transportation, viz water—-, rail-, road- or airtransport. 2
Based on that advancement, countries satisfy their different \
re dquirements using and exploiting those ways of transporta- /
tion, inoarder to reach their goals, as every developed or!
developing countrie does. At this stage the difference appears/
when a country does not have all ways of trahspért to carry'
out its own trade and feeling the necessity of it. That is the'
case of landlocked countries, which do not enjoyed one of the \

most important ways of transport, which is the sea trade . —

Although it is true that this deficiency could be replaced, by
exploiting the other three ways of transport or the non con-
ventional! systems. However, the other ways of transport has
their own natural restrictions or economical disadvantages

over the sea transport, because the maritime transport can not
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be susbstituted by the road, neither by rail, in case of
intercontinental transportation (natural restrictions). Then,
the only way which can be used in that case is the air trans-
portation, which has involved therein the econcmical disadvan-
tages. Therefore the sea trade or shipping must be practiced
anyway for landlocked countries in spite the fact that they do/

not have their own ports.

The countries which do not have a coastline, face some prob-
w
lems in order to find a sclution to compensate that deficien-

cy, developing other means of transport and make and effort in

order to develop a maritime company and fishing activities, in
orcer to deveiop a maritime ¢

its neighbouring and other coastal countries. When the sea
— T (R osinhatetsfe e i

transportation is yltimately exploted the country gets a lot

of advantages,not only to satisfy its own requirements but

also to transport goods to other countries, and to keep more

s

advantages to its national balance of payments.

These considerations should conduce the landlocked country to
exert ité‘gllilggnes&\to go —anyway- into maritime activities
in order to find solutions for its less priviledged situation,
inspite of the high risk and capital intensive industry cha-

racteristics that they are, within an international context.

Eventhough, this effort still constitutes a small part of the
total solution or develpment of the country, because therein

is involved all the fields that can cover the socio-economic '
= T

development of one country.
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FOOT NOTES

Det Norske Veritas, Annual Report 19883, p. 14

IMO, " Code for the construction and equipment of mobile

Of f-shore Drillings Units.

Amos Herman, LL.B. , S.J.D. LLoyds of London Presg Ltda.

“Shipping Conferences" 1983. p.97

Europen Conference of Ministers of Transport."Report of
the 45th Round table on transport Economics", Infraestruc-
tural capacity Problems raised by International Transit.

Paris February 1979, Economic Research Centre.

Couper A.D. "The Gegraphy of Sea Transport",
Hutchinson University Lybrary
London

1972

Irrespective of the price showed in the table, there 1is
also another <criteria expresed for the wine producers,
whose said that the movement of the ship at sea during the
tip and the time expended on it, make the wine more tasty.

(text book of GMA studies.

7 .- Schwimmer and Amuusen, Management of Sea Transport, p.
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8.- Chrzanowski Ignacy," An introduction to Shipping Econo-
mics" Edited By S.J. Wiater City of London Polytechnic.
Published by Fairplay Publications Ltda.

1985

9.~ Schwimmer Martin J. and Amudsen Paul A , Managenent and

Sea Port. p. 24. -
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CHAPTER 11

RIGHTS OF LANDLOCKED COUNTRIES TO PARTICIPATE IN

MARITIME ACTIVITIES. -

Everything in this world have its justifica-
tion, whether by natural right (law)or based on international

conventional laws, to claim any right.

In this case the landlocked countries have not natural and
originating right to sea side (unless they loose it), therefo-
re they must find their rights on international conventional
laws. Then "that is not forbidden, it is allowed", is the
Juridicial principle which backs up the right of landlocked
countries to maritime activities, based on other recognised
principles as the "freedom of navigation on high seas", "right
to innocent passage on jurisdictional waters" and others deri-

ved from them.

In fact, in the early days, the freedom of navigation was

broadly wide, also for fishing. Some countries had the custom

to transit or fish in seas far away from their own country.
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Actually based on historic rights, and because "the custom
make’s law" they still conserved their right to fish in thhose

areas.

Other international conventional laws, which encourage and

recognise these principles and rights are namely:

1.~ United Nations Chart.- This chart which embraces world

wide, starts with expressing "We
the people of the united nations termined:... reafirm faith in
fundamental human rights, ... in the iqual rights of nations

large and small"

Chapter I. Purposes and Principles. Art. 1.- The purposes of
the United nations are: inc. 2) To develop friendly relations
among nations based on respect for the principles of iqual
rights"”

Inc. 3) To achive international co-operation in ., and pro-
moting and encouraging respect for the fundamental freedoms

for all without distinctions.

Had this chart been signed and ratified by all coun-
tries, they must recognise the freedom of high seas, iqual
rights for all countries, because there is not distinction

among nations (art. 2, inc.2), because the high seas are a res

nullius, thereby qualified as a heritage of mankind.
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After this general international conventional law, there 1s
the Law of the Sea, which is more related and concrete in

maritime aspects.

2.~ Law of the Sea.- Despite the Law of the Sea, it is not in

force vyet, it is hoped that in the near
future the necessary ratifications are going to confirm the
general desire for the enforcement of these rules, in case the

countries are really in pro of the general benefit. w

The most important articles related with the subjet discussed

in this thesis, which involves the interest of landlocked

countries are:

- Art. 69.- Right of Landlocked States.
- Part VII, High Seas, Sections 1, General provisions. Article

86.-

-~ Section 2. Conservation and Management of the Living Resour-
ces of the High Seas. Article: 116.- Right to Fish on the

high seas.

- Part X, Right of Access of Landlocked States to and from the

Sea and Freedom of Transit. Article 124.--

- Part XI. The Area, Section 1: General Provisions. Article
133.about the resources (solid, liquid or gaseous) of the

sea-bed.
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3.~ United Nations Conference on Trade and Development (UNC-
TAD).-In "Common Measure of Understanding on Shipping
Questions" paragraph 3, adopted with out dissent at its first

session ..considered that the development of merchant mari-

nes in developing countries, as well as their participation in
Liner Conferences as full members on equitable terms, is to be
welcomed. The question of development of merchant marines by

developing countries should be decided by such countries on
w

the basis of sound economic criteria” (1)

There are also some other important laws, related with land-
locked countries about transit to and from the sea through
coastal countries: but because they have not direct relation
with the subjet of this thesis they are no going to be inclu-

ded here.

Irrespective of international laws, on the other hand there
are also some subjetive reasons for landlocked countries,
which could choose their maritime development upon the advan-
tages of one of the maritime industries or base the develop-
ment of mariiime activities according the local necessities,

which are almost the same as other coastal developing coun-

tries.

Within those advantages it is possible to mention: 1) the eco-

nomic aspect in favor of the national balance of payments; 2)

a way to create new fountains to generate international reve-
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nues, or as diversification of the existence of existing
inductries, 3) 1limiting of imports of shipping services (sa-
ving of foreign exchange), 4) Export of shipping services
(inflow of foreign exchange); which 1is going to help the
national capacity to give employment to its citizens, with
positive consequent repercussions on the national national

income per capita.

Not only that, there are also additional reasons to Sonsider
concerning maritime activities as: 3) a way to practice, pro-
long or enlarge the national dominion on high seas, within the
rights of freedom of navigation on high seas. Even more, 4)
also exploit the resources from the bottom of the sea, to
benefit and alliviate the lgck of resources that their country
is suffering, also as a prevention of disruptions of services

during wartime, mainly when they are not themselves involved

in the hostilities.

"An important feature of shipping as an activity is that it
does not require any specific resource endowment on the part
of ship owning nations. An idustrial base to provide shipbuil-
ding and repair possibilities is desirable, but not necessary.
The experience of other countries, for example, Norway, shows
that a country can be succéssful at shipowning without an

extensive nationalltrade.(Z)

For that reason, considering the hard work to be done, the

young countries must challenge the opprtunity and start to
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make the people aware that it is not a problem for a landloc-
ked country to go into maritime affairs. The steps which must
be obtained and which are the important ones are: working in
the field, acquiring the know how and obtaining the needed
experience, as factors to get and utilize the hermeneutics of
small fleets, wup to handle larger fleets of varying kinds of

ships and cargo, to later on compete with traditional maritime

countries.

Despite the affirmation above, there are actually some develo-
ped and developing countries involved in maritime activities

such as Switzerland, Czechoslovakia, Hungary, Bolivia and

Paraguay.

By the former statement it is possible to prove that many
couuntries, depite being landlocked , they are involved in
shipping activities, therefore they could also come into the
of f-shore activities, fishing activities and brokering activi-
ties, in the same way as other coastal countries which have
their own ports but with the exception, that obviocusly the
landlocked countries can not percieve certain incomes from

port dues that the coastal countries receive (for various

uses, when vessels call national ports).

They should not be worried by problems related with contingen-
cy plans against oil spills, sea pollution and contamination,
which demand large amounts of money, nor get troubles from

national security to controel the territorial sea, neither
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problems with foreign fishing vessels within the exclusive

economic zone.

In this way the best use of the means of transport of the
country make the products cheaper, eventhough the goods were
transported from one side of the country to another , or much
more if they are obtained from foreign countries. Because in
that case irrespective of no increase as to the cost of the
product, charge of the cost of ftransport, or in case of expor-
tation of goods, at the same time that that they are exporting

the goods, they are exporting transport service.

That is the reason why some national products are not expor-
table because the cost of transport make them non competitive
on the international market, therefore the raw materials from

developing countries are cheaper (or must be) in order to be

sold. There is also a contradicting reason, as to why manu-
factured goods, which necessarily need to be acquired from
industrialised countries, are more expensive, because the

goods are produced to satisfy first, the national necessities
and then the international requirements with which cost serve

to pay its investments and there from, get its earnings.
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FOOT NOTES

1.- Proceedings of the United Nations Conference on trade and
Development, wvol.l: Final Act and Report, (United Nations

Publications, sales No.:64. I1.B.11), annex A.IV.22.,p.54.

2.- UNCTAD, "Establishment or Expansion of Merchant Marines

in Developing Countries". p.2
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CHAPTER I11

MARITIME ACTIVITIES IN LANDLOCKED COUNTRIES

?
Because the word "maritime" comes from the latin word

"mare", which in the English language means sea, maritime
activities were for many years identified only with coastal
countries and consequently excluded the landlocked countries

from those activities

But, the following could be one argument used for landlocked
countries to justify their activities in maritime affairs: as
most of the developed countries do not have prime materials
{(raw materials ) to beqome industralized countries; neither to
enter maritime activities it is indispensable to have the pri-
me factor or own "sea side” (which to be usefull, need to be

joined with shore by another complementary component which is

the "port", for having better wutilization of the maritime/

activities).

When the interchange of goods at an intercontinental level

around the world was increased, maritime activities became
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important, main ly because sea transportation was the cheapest
way of transport, without the possibility to find substitution
of that above mentioned media. The other reason for the impor-
tance of the sea, was the availability of resources from the
bottom of the sea for some developed countries, who did not
want to depend on other countries to get that kind of resour-

sSes.

To avoid the dependence on other countries and the possibility
w

of getting some benefits from the exploitation of shipping,

there were also reasons why some landlocked countries beca

interested in maritime affairs.

Eventhought it happened many years ago, it is‘still strange to
hear or say "maritime landlocked countries”, and maybe it
seems funny for people who do not understand much about the
theme, which of course is ignorance about the subjet.

From 30 landlocked states in the world, depending —on whether
one counts such entities as Andorra and the Vatican City as
"states". Of them, 14 (almost half) are in Africa, 5 in Asia,
2 in South America, and the rest in Europe. Five of them are

involved in shipping activities.

With that statement, it is possible to assume that the objec-
tions connected with maritime activities in landlocked coun-

tries are saved by the former and demonstrated for developed

and developing countries such as Switzerland, Czechoslovakia,
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Hungary, Bolivia and Paraguay, which sail around the world, as
active members of many conferences, pools or working as

tramps; backing up the interchange of goods at an interconti-

——

nental level.

e 4

Despite the fact that those recommendations are referred to as
shipping activities, it must not be forgotten that the mariti-
me activities (as was mentioned) alsc involve other fields,
therefore before any step, the important aspect to take into
account shoud be to check, on which of the maritime activities
is better to invest in; whether in shipping, fishing, of f-sho-

re or brokering.

Therefore the countries which want to come and form part of
the international maritime community have the right to fly
their flag on high seas, according to the international prin-
ciple of "freedom of navigation on high seas". That atitute
make them, part of the international agreements, in favor of a
shared development of countries; and if it 1is ©possible for

them, give them further assistance needed in other areas.

To come into the m;ritime business as such , is no question
which belongs entirely todthe economic field, it is also a way
to remenber and prove that the high seas are no property of
the coastal countries or larger fleets of the world, as well
as a common dominion of the world, where every country, it
does not matter how small or large it is, has the natural

right to use it in frank competition with other fleets.
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A.- SHIPPING.-

Being the sea the common denominator for maritime
affairs, upon which all related activities should be planned,
"Shipping is the business of transporting trade (ie. commodi-
ties and /or passengers by sea, from a required port of origin

to a required port of destination at a required time". (1

From this definition it is possible to understand thke main
characteristics of sea transport: A link in the chain of cargo
transport, an international industry at the service of the
trade, high capital intensive industry and a complex of agti-
vities influenced from many factors, involved within the

highly risky.

Therefore, in the case of i.e. the shipping company, it is
better to check again the kind of cargo to be carried and the
Kind of vessels needed for that purpose. The period in which
it 1is best to start (because there are fluctuations from time
to time); if the price market is not lower, to find the feasi-
bility of the business to diminish the risks to minimum. All
these possibilities should be performed till get the propi-

tious occassion to come intoc the maritime activities.

At the begining, that characteristics are more latent , just
because the business need certain level of experience, there-
fore it is not necessary to jeopardize the success of the

enterprise without reason if it - is possible to avoid the
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problems of market fluctuations (going up and down cycles) of
the shipping ecomony, strongly influenced by the international

environmental.

1.- Those aspects must not make the enterprise impos-
sible, because there is the possibility to enter into the
maritime activities by reducing two factors namely as: the
high cost business and the high risk of the enterprise, caused
by violent fluctuations that the shipping activity “has by

[

itself. —

In fact, those two negative trends are reflected in the use of
time or money to be applied, "in the implementation of any

maritime project, mainly in shipping.

But it will not be an easy question, because it is treating a
new field which needs a special attention from the planning
stage to implementation. In order to realize the goals, based
on flexible parameters, exXperience must be obtained from other
countries, or perhaps adapting from other models from abroad,
according to the national customs and concordance with inter-

national regulations.

The goal to build up a shipping company could be reached by
going over sure steps, and not getting everything immediatly,
because in the same manner maybe for being in a hurry, luck of
destiny, may suddeﬁly sink everything which was built up with

great effort, time and money.




34

1.HIGH RISK = ECONOMIC CYCLES.
The economic movement of any enterprise is judged
from the «climbing Uup (boom period), or falls (crisis) (2)
registered in its activities, which in casé of maritime acti-
vities that flow is reflected by the freight levels, "the
level of prices for ... shipping services, is commonly consi-
dered as the basic criterion in determinig the different sta-

ges of each fluctuations.

Prosperity

Recession

Tonnage aclivity

Recovery

Depression

Time

Fig. 8. Stages in fluctuations

the prosperity stage is, as & rule, longer. than the stages
of recession or recovey and lasts for several months. The
duration "of the depression stage is usually measured in terms
of years.
There is no grownd for assuming that the stages of future
fluctuations will or will not conform to the time periods bro-

daly indicate."(3)

The above mentioned fluctuations can be shown in the following
diagram of the tanker market. In the same way, but with diffe-
rent fluctuations, the diagram could be about other ship mar=

EFts. 1t is poqsible that while one market of a certain kind

B
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of ships is climbing up, enjoying a profitable long period of
boom, the other kind of ships is passing through a long period
of crisis, or just starting to climb up and so on. The ship

markets are not comparable, neither completely predictable.

Irrespective of the suply and demand in the open market, the
changes of level of the economic cycles, could be produced
also for many other reasons (see diagram 3) as for example,

low intechange of merchandises reflected in less trade& change

of routes, stricks or wars, economical inflation or deflation

etc.

"The open.market is influenced by the law of suply and demand,
but it would be an over simplification to state that the mar-
Ket is generated and direct by this. The variations in
freight levels are very large and this is easily seen in the
diagram showing the tanker market fluctuations during a quar-
ter of a century. The diagram would largely be the same if

notations are made for one of the important dry cargo commodi-

ties, e.g, coal.

‘World Scale

\.450 Korean War
1950-1953

The October War, 1973 |

-J L 400

-350

Energy Cnsis U.S
spnng. 1973

The Siz Day War
June, 1967

Suez Cnsis

300 Tapline

Biew Up
May, 1970
Libya
Cutung
Down Oni
Prod:

The Berin Wall August 1961
The Cuba Cams, Ociober 1962
The K dy Ass
November, 1963
The Vietnam War, 1964

N .

The O Consumption 20% less than during 1973

Iran Cnisis, 1878

(4)

g ¥ T T LA AL A B AR
1950 52 54 56 58 60 62 6/ g6 6 70 12 M 7 ]

Various events of world-wide importance uften have a great influence on freight levels.
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As a reason for the present period of depression in the oil
tanker market, ©professor Pierre Houssin said : "The drastic
increase in the price of price o0il, resulted in attempts to
consefve energy, on the part of consumers and further resul-
ted in a reduction in the amount of o0il carried.
On the other hand bulk carriers were also affected by an eco-
nomic depression caused by the increase in the price of oil
with less cargo to carry, carriers were forced to reduce
transport expenses and to seek shorter haul cargo. «
Finally, the other reason is the surplus of ships. Too many
ships were ordered and built in view of assume long distasnces
and capacity, but as a consecuence of the crisis the demand

of tonnage decreased and the capacity incresed.

DIAGRAM 4

ships A
tonnage
r".“ —ﬁ"s
Yt a’.. ~§\ .
y— ~\\
Taﬂﬁﬂﬁ I o
surplus
1970 1873 1976 1986

(5>
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By other side, Professor Sandevarn said : "While

some shipping companies are going to be declared in bankrupt,
others are looking for more ships, or does not want to sell
its ships because they are very occupied. Which make the busi-

ness more interesting".(6)

Therefore, the risky aspect could be less in certain
areas, for certain kind of goods (therefore for certain kind
of ships) and mainly 1in case of shorter periods,  because
according to how the cycles were given up to now,it starts
from the low level up to reaches its boom. Between both opo-
site points there is a certain period in the midle (recovery),
which would be the best time to enter in the business. While
shorter the period is in which the sh;p must be ready to come

into business, there are more possibilities to get the propi-

tious opportunity and less possibilities to fail.

To say the same from a different point of view, spreading the
answer, it is possible to say

-~ The high risk characterictic of shipping could be diminished
by coming into the business when presumably the crisis period
is finishing. Thereby it is alsc important to foresee the pos-
sible future trends of the goods production.and its commerce,
thus in the national behaviour or international trend. In
case, the climbing up of the business started already, the
question is to enter, as soon as possible, to be part of the

benefits of this boom.
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But this "coming into or entering the business" is the complex
key, because therein, various previous phases which are inclu-

ded as ie: 1) decision to invest in maritime activities, 2)

choose the shipping as the field, 3) Within the shipping se-
lect the branch, 4) select the type of ship, 5) order the
acquisition of the vessel 6) get the ship ready for that very
monent. Therefore, it might be preferrable to start at the end
of a relative crisis or stable season in order tq be regady in

the boom period.

Then, more probabilities exist to succeed when you get the
ship as soon as possible. Consequently, the answer that requi-
rement is a second hand vessel, because the time needed to get
it, is reduced to only the negociation period plus the handing
over period (depends on where the ship is located and if there
is any charter party involved). At least it prevents the new
shib from going straigh to be scraped, unless you came into
the business the last minute of the propitous opportunity,
exactly when the boom period is finished (then your market

forecast was wrong).

This game of alternatives given by the interchange of goods,
needs a kind of luck to foresee the new possibilities and
their consequences in the market of transportation by sea, its
chances stadied and based on past statistics. This 1is very
much related to the international and social policy, from

which the transportation market could suffer serious conse-
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quences , which in the case of a small shipping companies
could dictate its sentence of death,because of the repercus-

sions (strikes, clausure of canals or war).

Although, the risky still is latent, maybe not to find work
for the ship, in which case, the vessel could be condenned to
be laid down, shorﬁly thereafter which by itself it 1is not
good for experienced companies which procure to avoid

-anyhow- a laydown.

The reason is explained by the common principle wused in the
field as "once laydown,always laydown". Consequently the new--
comers, whether landlocked or a small country, they must care
about that aspect to avoid it, even hiring the ship at a lower
price than its real cost,in order to lose more money in the
long run. In that forecast, even the scrap value of the ship
is taken into account, to avoid more unnecessary expenses, Or
diyerse its wuse 1in other shipping branches, based on past

experience.

"The prosperity stage is characterized by a relatively high
degree of utilization of capital resources whilst, on the
other hand, one of the main features of the depression stage
is the existence of idle capital.

Supply tends to be inelastic during the downward trend of the
freight market, that 1is to say during the beginning of the

recession stage. This is due to the fact that shipowners

endeavour to Kkeep their vesses trading as long as the losses
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incurred are no greater than the cost of idleness. Moreover,
at the beginning of a recession period some of the industry’s

entrepreneurs may take the short-run decision to keep part of

their tonnage trading even though losses are expected to be
higher than the cost of idleness. Such short-run decisions are
taken if it is expected that competitors will socon proceed
with the laying-up of their tonnage and , therefore, "the mar-

ket will improve". (7)

2.- HIGH COST= NEW VESSELS VS SECOND HAND AND CHARTERING.

Those resources used in the former part to avoid or
diminish risks, could be useful also to diminish the high cost
characteristics of the shipping business, because while less
is the demand of ships, also the prices come down, and on the
contrary, while more is the demand, also the prices growing

up.

Being the second hand market the quick and easiest way to get
a ship, it 1is at same time the most cheapest in comparison
with the new vessels price, or finally resort the last other

alternative, which is through the chartering vessels market.

At this stage of desition, the high capital intensity of the
business could be diminished through the second hand vessels,

instead of purchasing new ships,

which are more expensive.
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"One of the serious problems facing developing countries is
that shipping is a capital intensive ...(8). As Jjustification
of that statement, here is.another point of view about the

high capital intensive of the shipping "The costs over the
last century are used as it is from about 1870 that shipping
as we know it today really started and an apreciation‘ as to
how the costs have developed and evolve over this period and
the lessons that can be learnt from analysing them will help
to form the all important judgements as regard what will hap-

pen to these costs in the future.

Where possible the variables on which the costs depend are
indicated so that the causes of the change can be better
understood, also in the tables comparing the costs, an index
of costs based on 1870 money values is included which gives a
better indication of the real changes in cost over the period,
which inflation tend to distort in the actual cost comparisos.
These costs are usually divided into three groups: Administra-
tion and depreciation; stores and repairs, crewv, insurance;
and propulsion, cargo handling and other port costs"(9), as it
is seen in annexes 8 to 13. and 26 down.

" One of the solutions to overcome the great capital
requirements so as to establish a fleet or expand it, a deve-
loping country may think in terms of purchasing second hand
ships of up to five years in age. The main difficulty meeting

a developing country in buying a second-hand ships is the
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financial facilities which will be granted. For a new ship, it
will be easier to find loans with better terms. Usually ship-
building yards and their governments would help in financing

the building of new ships." (10)

As an example of the cost of ships (from Fairplay Magazine),
here 1is a comparison of prices about 3 hypothetical standat
ships, comparing the prices with previous years. The calcula-
tion consider four important variables, the steel work, the
main and auxiliary machinery, labor and vyard overheads with
small profits margin cost-estimates is obtained from sources

in the U.K., Scandinavia, Japan and Europe.

No 1 ship is of 11,000/13.000 dwt cargo vessel. The vessel |is
assumed to have accomodation for crew of 35 and it is also
assumed that the vessel’s engine room is not designed for
unmaned operation although the main engine can be controled
from the bridge. The estimated cost of this vessel can be

shown in table ..(1)from december 1871 to december 1981.

The No. 2 ship is of 25,000 dwt a bulk carrier. The price of
this ship was estimate in years from december 1874 to december

1981 as in the table . (.21

The No.3 ship is a container ship of dwt of 25.000 dwt with
capacity of 1200 TEU’'s (twenty Foot Equivalents) of which 400

are of the reefer type and the remainder dry freight contai-

i
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ner-. The estimated price is shown in table 3 for the period

from 1970 to december 1981.

. ) Tabtle (3)
Table (2) The Contatner $hip
Tab e () Tne 25,000 d.w.t. S12¢ 25,000 tons d.w. Speed 22 knots
The '*:;}5l}y‘ 11,000/13,000 tonner Bulk Carrier ' Contarner Ury 800, Reeter 400
Price Price ¢
Year Price &
30th June, 1971 1,600,000 st Dec., 1974 4,400,000 1970 5,000, 000
3lst Dec., 1971 1,800,000 30uth June, 197% 5,300,000 1991 ° 6,800,000
30th June, 1972 1,900,000 3Ist bec., 1975 5,500,000 1972 8,200,000
3ist Dec., 1972 2,000,000 - 30uh June, 1976 §,000,000 1973 «10,000,000
. 30th June, 1973 2,250,000 3ist Dec., 1976 6,300,000 1974 (June) 20,000,000
31st Dec., 1973 2,800,000 30th June, 1977 1,600,000 ¢ 1974 (Dec.) 22,000,000
30th June, 1974 3,500,000 31st Dec., 1977 5,800,000 1975 (Jung) 23,000,000 -
st Dec., 1974 3,700,000 _3Utn June, 198,000,000 1975 (Dec.) 25,000,000
30tn June, 1975 3,450,000 31at Lec., 1978 7,250,000 1476 (June) 25,000,000
st Dec., 1979 4,150,000 30th June, 1979 7,000,000 ! 1976 (Dec.) 26,000,000
© 30tn June, 1976 4,200,000 31st Oec., 1979 7,500,000 ' 1977 (June) 27,000,000
31st Dec., 1976 4,400,000 30th June, 1980 8,200,000 | 1977 (Dec.) 27,500,000
30th June, 1977 4,600,000 31st Lec., 1960 8,250,000 1978 (June) 28,000,000 ;
3lst Dec., 1977 4,200,000 30th June, 1981 ,500,000 1979 (June) 28,500,000
30tn June, 1478 4,950,000 st bec., 1981, /00,000 1929 (Dec.) 28,700,000
- st Dec., 1978 5,000,000 1980 (Dec.) 29,000,000
- 30th June, 1979 5,200,000

' 1980 (Dec.) 29,200,000
Jlst Dec., 1979 5,500,000 1981 (June) 29,000,000
. 30th June, 1960 5,750,000

_ ‘ 1961 (Dec.) 30,100,000
: 3lst Dec., 1980 5,850,000 '

30th June 1981 6,000,000
st Dec., 1881 6,300,000

-

The UNCTAD Review of Maritime Transport of 1982 gives the pri-

ces of new buildings based mainly gn Jjapanese Yard prices.

This is shown in the following table.
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Table No.
Representative New Building prices, 1980 - 1982
(prices in 8§ million)

Type & size of vessel 1980 1981 1982
30 000 dwt. bulk 16.7 19.8 19.2
32 000 dwt. tanker 18.7 22.7 27.7
70 000 dwt. bulk 23.6 30.0 29.9
80 000 dwt. tanker 28.3 31.0 34.1

w
120 000 dwt. bulk 32.2 37.0 41.3
250 000 dwt. tanker 75.0 75.0 75.0
125 000 cu.m. LPG 200.0 260.0 249.0
75 000 cu.m. LPG 77.0 78.3 70.0
1 200 TEU ro/ro 43.7 45.0 43.7
15 000 dwt General Cargo Ship 13.9 14-.0 14.0
1 600 TEU Full containership 31.5 34.5 34.7
* Source:Lloyd’s Shipping Economist, various isues.
Because of the large amount of capital invested in

a ship wich has heavy annual

great importance that the ships

periods when ships is idle or

depreciation charges, it is of

¢

should be fully employed. The

sailing with low rates of uti-

lization must kept to the minimum.

Nevertheless at this stage, the

new ship to be bought,

the fleet or constitute the fleet,

essential is to decide if the

which is going to increase the size of

will be obtained from the
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shipyard, brand.new and just built, or from the second hand

vessel market.

The selection of second hand vessel, does not mean the acqui-
sition of obsolete machinery, because on the second hand mar-
<iet there is ships which can be used as new ones for good con-
dition and maiﬁtenace received . The following table will make

this statement about trade of second hand ships clearer.

Tamie w
Vesesls sold for farther trading, Janeary-December 1966

Type of wessel® &0 NS 1620 2130  Over @

yuars Yoars years yoasrs Juars Total
hucns_z liners 2 7 2 10 21
Cargo liners ..., 15 19 27 k7] 4 99
Tramps ......... 9 11 8 6l 4 93
Bulk carriers.. . ... 11 s 4 | 21
Tlnk.tu feeereens 21 43 26 8 2 102
Refrigerated. . . . .. 2 4 7 6 1 20
Towl ........... &0 86 75 113 ; 356

mh)-'u Feirpiay, January w Ducember, 1964 (London, Fauplay Publicaiswns
¢ Vemsls of 1,000 GRT asd under not included.

“"One point needs to be noted. The figures in the former table
cover vessels sold, but do not include vessels transferred
from one line to another. In fact, such transfers without sale
are quite importanL and usually concern reiatively young ton-
nage. Within tbe large shipping groups, particularly those in
the United Kindom, there is some switching of tonnage between
the constituent 1lines of the group. Further, there is great
deal of long-term time chartering of tonnage. There 1is also
time chartering between liner companies, although this is

smaller in volume.

Two conclusions can be drawn from the data. The first is that
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the- market in second-hand ships is extensive, .in fact over
1.5% (356 ships out of a total of 21,697 at 31 december 1966)
of the world’s ships in service changed hands in 1966. The
second 1is that ships of all types and all ages are traded on
the market, making it clear that second-hand tonnage does not

necessarily mean either old tonnage or inferior tonnage". (11)

DEVELOPMENT OF SECOND HAND PRICES

MILLUS § —- Estimated Values in US $ _
30'1 l
4
281 ——ree—eg Bulker, 25000 dwt 1969 ,cranes «
1 acucemce—masss Bulker, 65300 dwt,1972,gearless

26

—o—o——o—o0—<Liner, 15000 dwt, 1967, 12000 hp
M/ Tanker, 100 000 dwit , 1967

b S e OBO M/S, 100000 owt , 1970

| o—e—eo—e—a¥LCC T/T,280000awt , 1974 ,

e O3 '

T L FMAM) 1 ASOND
1984 |

Let see which one is the best way for a landlocked countr& (or
not) which does not want to run any risks concerning money. If
gt is possible it would be preferrable to invest in a safe
business, with the purpose to increase the capital. Therefore,
it would be wise to analyse the advantages or disadvantages of

getting a new vegsel, whether brand new or second hand. Both
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of them have their own peculiarities, depending on, from which
point of view the problem is watched.

In general it is appropriate to say Lhat the characteristics
of land locked countries are either within the characteristics
of developed countries and also within the charactistics of
developing countries, because as was said before, the word
landlocked is neither a synonimous of developing nor are all
landlocked countries developig. With this reasoning each case

should be considered according to the circunstances.

1.- Brand new ships are wusually built with new
technology and must meet the international standards on its
field,to satisfy specialised cargo requiremnts. Consequently
this ship becomes a specilised ship for carrying the cargo
more suitable . Irrespective of that, the ship also need, if
not a specialised port with facilities a£ shore té recive that
kind of ship, at least some facilities for both of them (the

ship and the cargo).

Certainly, those charateristics involve a great amount of
money investment, which is a characteristic of most developed

countries and some of developing countries

Where developed countries really got an advantage of that
situation is by the technology utilised to design new types of
less manned vessels, fully automatic to load and discharge

certain cargoes, in order to avoid and save problems of scar-

city or high cost of the crew and man labor; also to diminish
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the ship’s time at port.(considering always the geographical

area where the ship is going to serve and have its main way of

trafficy.
In fact time needed to get a brand new ship, depend on the
season, adding over that period some monthes for negociation

with the shipyard. Then sSumming both periods there 1is consi-
derable time, in which the market fluctuations could suffer

many changes or go up and down, which is very risky for the

new-comers. (12> w

2.-On the contrary some other countries do not suffer
from that situation, because they have more than enough labor

force at the cheapest cost.

Yet, even if developing landlocked countries select a type of
vessel, based on its cargo neccessities, it should not bhe
really highly sophisticated, because it could cause unemploye-
ment .Therefore it is not recommendable for them, because of
the cheap labor force (at same time they are compeled to give

jobs to their workers).

The automation chosen must be foreseeing the problems that the
ship could face when it is passing the port state control of
the surrounding countries, in a way to satisfy the requiremnts

in the places where they expect to have the main trafic.

Consequently, high technology is not needed in the ship, nei-

ther many machineries or equipment at shore, because they do
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not need it while the cargo is not specialised , it is just
raw material and general cargo, which can be loaded easily by
many cheaper ways on bord of non specialised vessel.

In this manner,the scarcity of capital could be dimished 1in
case a shipping company is established in a landlocked develo-

ping country.

3.~ Yet, remains another possiblity to diminish the
capital intensive of the shipping business, which rest over
the possibility to build up the shipping company or ‘;nlarge
it, not only with a large quantity of their own vessels. On
the contrary:, it should be better if the new shipping company
could get over one or at least a few own vessels, enlarged

with other chartered vessels, according to the requirements

and the kind of cargo on the market.

The advantages of chartering are more or less the same as the
advantages of acquiring second hand vessels for the time nee-
ded to hand over the vessel. In this case, it is important to
point out that the contracts must be arranged before hand ,
otherwise the competitors will get advantages of that chance
and at the time when the new-comer or small company need to
charter ships there is no one, or the cost is very high, which

makes it impossible to tie the ship.

"It is some times suggested that it may be a more economical

proposition for developing countries to charter than to pur-

chase ships.
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With a time charter the shipowner provides the crew and main-
tains the ship, leaving the charter?r to pay fuel costs, cargo

and port costs and some crew overtime”. (13)

The practice to get vessels by chartering in certain periods,
is showing an other possibility of business as to re-hire the
vessel by sub-contracts when the rate market of that kind of
vessels is high, to earn the difference from the cheap initial
contracts to the second or other wulterior sub-contracts at

higher rate.

In order to get more lights about chartering vessels, it is
necesary to differenciate what period of time must be under-
stood by short time chartering or long time chartering.
Almost any statistics exist about chartering vessels for a
short time, and there is litle statistics about the long time
chartered vessels. Here, certain statistics of chartering ves-

sels separated by time chater or trip 'charter of dry cargo

vessels.

TRAME FRUEIGIHT RATES IN HHE YEAKRS 1978-1982

Ury cargo tramp time charter 1976 = 100 Ddry carge tramp trip chartee July 1965, June 1966 = 100
Maonths 1978 1979 1980 [£2.1] 1942 1978 (L 1980 1981 1982
January 134 144 194 228 [}
*J  February 37 118 354 o4 1" 1) 146 Mo 220 166
March 134 158 18 215 16y
Apnl . 1 1360 247 U 177
May i 94 7 224 129 (E1.] 10k 22 200 17}
June B 1 196 226 02 159
July 137 196 o ot 147
August o on 252 [RE} L2 (R4 190 07 177 145
Septembet EY] R 201 179 150
Uctobet 142 203 204 177 151
Novemher 13 W 201 142 34 149 256 227 178 153
December - 150 203 241 169 152
Annugl dverage P12 194 226 200 [['}] 140 179 213 195 159

Source, UNCTAD Review of Mantime [iansport 1980 and 1982
The indea s cumpiled and publishied by 1he Geaerad Coauncd of Boitush Shipping
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The statistics made over past facts, shows that chartering is
a wuseful tool even for large companies. The system hase the
same advantages such as getting some benefits within a short
period of time, which does not justify the acquisition of a
new vessel, because the period involved till the time of deli-

ver of the new ship, make its use more risky in the long run.

B.- FISHING.

Here again, another aspect which for conservative
people or not well instructed people, is that fishing or
fishing activities, is a field only reserved to be worked by
coastal countries, which is a real injudicious thinking. As a
consecuence of this missunderstanding, they ignore that the

fishing activities can be carried out on inland waters in

rivers or lakes as well.

Despite this position, it is true that every country has their
own right over the coastal water and exclusive economic zone,
beyond which is the high seas, where nobody is the owner. Not
without reason 1is qualified as a heritage of mankind. Conse-
quently all nations, big or small have the right to fishing in
this waters, but they should take precautions not to destroy

or exterminate certain kind of living resources from the sea.

Despite of that, actually if the coastal country allows its
neighbouring landlocked country by any agreement, there is no
problem for the landlocked country to go into the fishing

activities in areas limited and marked for the coastal country
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where the landlocked country can fish, whenever it has fishing

ships or fishing processing ships.

Concerning international legislation which can back up the
international right to fish, there is The Law of the Sea,
which will be approved in the near future (once it has enough
ratifications to come in force).

The referred Law of the Sea in Section 2. Conservation and
Managemet of the Living Resources of the High Seas;warticle
number 116. Right to fish on the high seas, concordant whith
article 69, where irrespective of giving various recommenda-
tions about cooperations with other states, some rights and
obligations are foreseen for the coastal countries, sharing a
system of the resources from the sea with other countries and
the rights and some advantages in favor of the landlocked

countries.

As it is possible to see through article number 69, which
should be applied according to articles 61, 62 and concordant
with article number 116 of the same law of the sea, which
recognises rights which should be practised by the nations
within the reasconable terms. Therefore, a landlocked country

could come into the fishing activities without any troubles.

When the riht to fish has been established, the next step 1is
to look for fishing vessels (one of the possibilities mentio-
ned in former chapters about shipping could be wused), which

according the IMO Code of Safety for fishermen and fishing
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vessels in the port, the fishing vessel is "a vessel used com-
mercially for catching fish, whales, seals walrus or other
living resources of the sea...vwhich also may be applied to
vessels used for the processing and cold storage of the
cath".(14)

The major technical explanations about how to do it, it is not
going to be considered here,because it needs special conside-
ration and requires a separate analysis. For the moment this
paper is limited to give only the general aspects o legal
reference which support this possibilty for landloched coun-

tries.

C.- OFF-SHORE. -
The off-shore activity is carried-on at the sea, off

from the shore-line of any any state, seawards for the explo-

ration and exploitation of mineral and sub sea socil and gas.

The main field touched by the off-shore maritime activities
are: -~ Hotels (coastels)

- Semi submersibles (drilling rigs)

- Floating Production Vessel

- Jack up (drilling rigs)

- Platforms with or without accomodation

- Multipurpose support vessels

- Diving and constructions support vessels
However if the law of the sea enters into force then any
nation wunder the common heritage principle, can exploit the

resources of the sea (ie. oil,gas, and minerals on the sea bed
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or ocean floor or sub soil), beyond the limits of exclusive

economic zones for peaceful purposes.

If the maritime activity is characterised by the use of high
capital in its business, the branch called off-shore activity
is in fact the costliest one by way of the vessels (ie. plat-
forms,semi-submersibles, Jjack-up and others) which really are
bigger (around 100 x 100 metres) with a capability to receive
hundreds of people working on it, plus heavy capital required
for operating all the machiﬁeries and equipment fitted on bord
these units. This makes this business really the most expensi-
ve one within the maritime activities, where the landlocked

countries if they desire to participate could also involve

themselves in this kind of business.

The table below shows how costly those units have been since

19772. This has lead to an increase in cost and capacity:

COST OF THE UNITS

(U.S.millions dollar)

year Jack-ups‘ Semi Sumersibles Drill Ship
Shallow Deep water Shallow Deep water Moored D.P.
1972 7 > 8 9.5 > 10.5 20 > 25 -—- 10 > 12 20>22
1975 18 > 22 20.0 > 25.0 30 > 42 -—- 25 > 30 40>45
1980 20 > 25 35.0 > 45.0 63 > 75 120 90 -—-

1982 27 > 30 €8.0 > 75.0 100 > 135 180 75 >130 160>180

................... (185)
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Also in the annexes 15 and 16 it is show the develop-
ment of this units, since 1947 up to now when reach larger

sizes (could be biger tomorrow)

D.- BROKERING.

Brokering is a specialised medium activity between
the seller and the buyer or between the owner and the char-
ierer,engaged to satisfy the business requirements of both
parties and to reach a happy conclusion throught out the con-

. «
tacts that they have in different markets a within certain
field at national, regional, or world level. People concerned

with brokering are well aware of the business whether it is

about sale / purchase of ships or of cargo markets.

That is the reason why they have the possibility +to foresee

(in a sense) the future fluctuations in the shipping market.

In order to have good bussiness in favor of their principal,
they must give honest and earnet advice and be loyal to them.

They should also try to get the best possible advantages in

their favor.

The documentation filed orderly at the broker’s office could

be an important asset in case of dispute.

"The shortest way of describing shipbrokers and shipbroking is

to say that the term "shipbroker" includes any person, firm or

company carrying on business on an agency basis in relation to
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the operation and employment of ships, including sale and
purchase thereof, and the carriage of merchandise and passeng-
ers by water and the negociation of freight by water and the

term "shipbroking" includes all business of that nature."(16)

Thereby, the importance of the brokering activity is reflected
in the former description which shows, what is possible to get
from intermediate business if somebody wants +to have safe
steps at the time of any transaction. Of course it is smot com-

pulsory to make the transactions through them.

In case someone tries to avoid the comission ( percentage)
against which the broker works, any deal could be settled
without them, but in case any mistake, it could be much more

expensive than the comission.

In order to make some diferenciations of the aspects involved
within the brokering activity clear, here is the meaning of
some concepts:

Broker.~ A person who transacts the business of negociating
between merchants and shipowners respecting cargoes
and clearances.He also affects insurances with
underwritters. Brokerage.- Comission charged for

securing and transacting bussines for vessels etc.

Shipbroker.- A mercantile agent who transacts busines for a
ship when it is in port, and usually combines the

business of insurance.
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Then, another important aspect which is necessary to know in
order to identify the areas of the brokering activities, are
about its principal branches
- Chartering

- Sell and purchase of shipping property

- Agents

The brokers as such are identified in:
- Owners broker
- Chartering agent b
- Cable (or cabling) Broker
- Tanker Broker

- Loading Broker

S & P Broker.

Also these activities recognise special and general agents,
exclusive and competitive brokers and ship agents as a func-

tion of a broker and not as a kind of them.

Having known by the above, the concepts and division of the
brokering business, correspondingly it is now possible to ana-
lyise the possiblity to build up this activity in a landlocked
country. Deducing, it looks as, the broker should be placed on
the one hand in the port area to give full attention to the
ship; but on the other hand they must be placed in centres
where the mercantile activity is being developed, in order to

find and stay in contact with the people who need him to car-

ryout their cargo by sea to other places.




58
In fact he should stay in close contact with the disposable
cargo and ships, maintaining almost the perfect circle of com-
munication (telephone, telex. etc.) as a key to carry out the

business.

Keep concordance with this position the following point of

view

"1.- With the improvements in modern communication the loca-
tion of a shipbroking office is no longer so imp0£tant as
it was. .

2.- One of the main aspects of a successful shipbroking compa-
ny is an extensive network of international contacts.

3.- It is‘easier to build up local contacts in an area of
shipping activitie.

4.~ It is easier to build up international contacts from one
of the large centres of international shipbroking like
London, New York, Tokyo etc. because vyour contacts will
then visit you and you will not have to do all the travel-

ling yourself.

In conclusion it may well be possible to operate as a shipbro-
ker from Bolivia but you would need to identify a)d)your clien-
tele b)What service you would offer them and c)what the cost
of the operation would be, bearing in mind the lack of a local
market base and‘the need for international communication for

almost any transsaction.™ (17)

Apparently, there is no problem to implement the brokering
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system in'a landlocked country, but the hardest part of this
is to get the connexions to build up a company with a certain
hierarchy , fame and good reputation within that environment.
Years of experience is needed to get it,because that is really

the costly part, irrespective of the money involved in it.

Consequently, there is not any problem for a landlocked coun-
try if they want to enter the brokering business. A good
system of communications, contacts such as forwarders or
agents at port (the Customs Offices of landlocked countries
have already these functions),could aid in the formation of
the enterprise in order to be well managed.

With regard to this aspect, part of the brokering activity
-the agents- they are implemented everywhere to consclidate

international cargoc. In Bolivia there is the " Agencia Naviera

Boliviana (ANABOL)" which has this functions.
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FOOT NOTES

.- Text book of shipping Economics, by Proff.AA Mosefff. WMU

1984) p.

Profesor Pierre Houssin, identify the crisis periods in:
V, when there is almost a climbing down and almost inme-
diatly climbing up to reach again a boom period.

The crisis period in U, is characterised when the crisis
has certain period of duration, to climbing up again.

Then there is is the crisis period in L, when there 1is a

fall

which period has 1long duration. (personal interview).

METAXAS B.N. "The Economy of Tramp Shipping", page 200 and

201.

See foot note No. 2. personal interview on 1 of november

1985, 14,15 hours.
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5.- SANDEVARN,Visitor Professor of the WMU, Lecture on charte-

ring

6.- Gorton, Ihre, Sandevarn, "Shipping and Chartering Practi-

ces

7.- Op. Cit. N. 3, p. 201

8.- Op. Cit. N. 1, p.

9.- ALDERTON, P.M. "SEA TRANSPORT" Operations and Economics.

p.111.

10.- See foot note No. 1 ;page 9.

11.- UNCTAD, "Establishment or expansion of merchant marines in
developing countries”" New york 1968

p.30.

12.- Here is a quotation of time needed during a boom period;
"Where new ships are concerned after an order is placed
and deposit paid, there is normally a waiting period of
up to two vyears before the ship is delivered"” (UNCTAD,
“Establishment or expansion of Merchant Marines in Deve-
loping Copuntries”, N.Y. 1968). But nowadays of crisis

period, to build a ship take between 3 t 6 monthes.

13.- Id. Ob cit. 11. p38.




14.

15.

16.

17.
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# .- "For a country wishing to enter shipping in order to
improve its balance of ©payments, time chartering is
clearly not an acceptable short-run proposition. As a

long-run proposition, time chartering is much more viable
becauce it enables esperience of ship management to be
obtained, some nationals can usually be included in the
crews and thus receive training, while the profits of the
enterprise remain with the charterer. Chartering is also

useful where there 1is difficulty in raising purchase
«w
loans . "

- Op. cit. No. 11, p.37

Code of Safety for Fisherman and Fishing Vessels. IMO.

Development of the modern Semi-Submersibles Drilling

Units"” by: Mr. T.V. Rodnight, RINA 83.

Dieter Griebel, Managing Director of Shipbroking Co. in

Germany. Text of its lecture in his wvisit in 19 Aug 85

Manager Director of the Edgar Forrester Limited (broke-

ring Co.( personal interview)
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CHAPTER IV

SHIPPING ACTIVITIES IN LANDLOCKED COUNTRIES

Narrowing the wide field of the maritime activities,
it is now possible to elaborate something more specific for
land-locked countries, by choosing the development of shipping

activities to be implemented for landlocked countries.

In earlir chapters it was possible to learn, that many coun-
tries, despite of the fact that they are landlocked, they are
involved in shipping activities, therefore they can go into
the off-shore activities as well as fishing activities as
other coastal countries which have their own ports , or sea

coast.

In other words, just to make this paragraph clearer it should
be good to compare for instance a landlocked country pursuing
to have a shipping company, with the intention of one person

who wants to have a car.

If the person wants, and can afford it, it does not matter if
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he has his own garage or expects to rent a garage or pay par-
king dues elsewhere. The same as that person, if a country
wants to have a shipping company, it is not necessary to have
her own port, because it can pay port dues for berthing and

other services.

Then considering the fact that ships spend less time in port,
it is not very essential tthat the landlocked country has its
w
own port, to carry out this field of business once the fleet
is obtained. Nor that the port must be necessarily placed in
another country, because some times, perhaps the strategical
nearest port is located in the neighbouring country {(depending
the country’s geography). Therefore, the basic infrastructure

(the ports) can be obtained against certain fees in favor of

the coastal country.

Also, it is much more useful for the business to reduced the
ship‘s time at port, in this case for one or more reasons,
because the landlocked countries do not their own ports where
their ships could berth (and pay in national currency). Conse-
quently for these reasons mentioned, the ships of a landlocked

country must reduce its stay at port at the very miminum.

Once the port requirements are partly solved, the main aspects
to be dealing with in this thesis, is to break other traditio-
nal aspects considered up to now, as unavoidable premises used

for some conservative shipowners in case somebody want to be
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engaged in maritime activities (whether a coastal country or a
landlocked country), to.descourage the new countries. They
argument that it is almost impossible, in maritime transport,
to start a shipping company if the country 1) does not have
enough national cargo to carry in its fleet and of course, 2)
the size of the fleet must be large enough to do it. But if
somebody wants to establish a maritime company without taking
care of these recomendations he will have to face &ll1 the

problems that exist in this highly risky business.

The landlocked countries can not react as in the fable, when
the fox could not get the grapes as satisfaccion to go he
expressed: "they are not ripe yet”. No, absolutely not, becau-
se the last statement shows that it is possible for landlocked
countries whether developed or developing, to go into shipping

activities, therefore now could be good to analyse that possi-

How can it be possible,to have a company without the basic
elements of shipping? Statistics to be shown later on, will
refer to both statements, that even the successful big compa-
nies have many chartered vessels within their fleets. Further
more no country has the capacity to transport their own total
national cargo. Due to those optimistic tables, the possibi-
lity is given to landlocked countries, to come into maritime

activities.
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1.-Irrespective of planning the development of ship-
ping activities in a counﬁry. it is also necessary to have
another not less important factor to accompany it, which is
the assignation of sufficient economic resources (to buy ships
and other expenses), not precisely in great amounts as to do
entirely -everything at once, not at all. Just to go step by

"step, to reach the main target as it is going to be paid off.

Having considered both aspects (planning and economic resour-
ces ), then comes the building of the shipping company Jjudging
from where the money is coming, one can learn the kind of body
"to be constituted to manage the future company, wheather
governmental , semiguvernmental or private. In each case there
are some common methods within the variety, based mainly upon
those three classes, irrespective of many other varieties

which were derived from them.

1.1) Starting from the national or governmental
effort, where the state provides the money and works on the
plan according to the national needs, without external or
managerial assistence. The state establishes the elementary
infrustructure and offices in the national territory, the
branches, forwarders , agents and other contacts abroad, just
for the advantages that they can get in the future from buil-

ding up a shipping company in the country.

At the same time the national government, in the purpose to
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oriented enocught money to build up a shipping company, they
must sacrifice and squeeze from other sectors of the public
administration (plus the inconvenience and controversy for do,

or do not pursuit within this highly risk enterprise).

1.2) Taking into account the prior considerations and
for avoiding those problems in building up a shipping company,
most of the new businesses are built up on the Jjoint wventure
bases, for gather in once the experience and part of the eco-
nomic. resources from the counterpart. In the majority of
cases, they are foreign or international organizations who are
looking for new places where to invest because in their own
countries there is a lot of competition (plagued market) and

no opportunity of growing up. This is the reason why they must

reach other areas where they can make new investments.

If they ask for joint ventures with other non exprienced
countries, they are certainly not going to lose anoything ,
specially if they are big companies because of their experien-
ce they know before any negotiation (prior studies that they
already have). They are not going to run risks for nothing,
unless there is an opportunity to obtain new/more profits on
new markets or for escaping from the imposition of taxes in
their own countries, even in this case the economical aspect

prevail.

The joint venture could happen from state to state or from




foreign company to a governamental body (depending on the per-

centage of sharing distribution to so called private or semi--
governmental) and finally it should even been possible that
this agreement could happen with other national private compa-
nies in which case it comes entirely under the rules of the
private sector, by giving permission to a foreign company to
build up the maritime company under national flag , with the

main office in the national state and under certain gowyernmen-

tal control regulations.

1.3) In respect of (the latter —case, or) private
shipping companies, it 1is rare to find such companies, thus
for the economical aspects or for the subsidies that they can
get if it is a semi-governmental body , which will not happen
quickly within the private sectors, so everything depends on
the national-poclicy in general; how the government is driving

it, especially in the field of maritime activities.

2.~ Upon these considerations, in respect to who gave
the money to build up the shipping company once the business
is working, its management can assume other juridical entities
such as a governmental body, mixed (public and private share)
or entirely as a private business, in which case the national
state is only the rule maker according to its own customs and

international regulations, caring only for its compliance with

the ships which fly the national flag.
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One of those methods could be applicable also to start not

only: . Shipping co.,but also to a Fishing co. (1), Off-Shore

activities and Brokering.

3.~ Then comes the greatest problem in reference to
what kind of fleet or which branch of the shipping activities
should be the future undertaking. Should the fleet obtain new
vessels, or second hand vessels, or just chartered vasséls?.

Should the fleet trade in liner markets or tramp markets 7

These are the problems to be solved before starting to work
the shipping company, in order to find out the influence
played for each one of those aspects in the management and
growing up of the shipping company.

Playing with some figures , tables and statistics it will be
possible to show that there are no barriers if a country,
developed or in process really wants to c¢come into maritime
activities, even if it is a landlocked country, worse if it is
a coastal country; where there really is no excuse for not
promoting their maritime activities, well planned and over
safe steps; upon the experiences from other maritime coun-

>

tries.
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A.- FLEET.
Under this term shall be understand Ane ship or more
(one kind or various kinds) engaged in the same business (in
this case by sea) and operated under unified control. There-
fore, attention must be payed to "quantity and kind" of ves-

sels to be chosen.

Types of Ships

TYPES
!
I T Ll 1
Fishing vessels Cable Ships Research Ships Ships which keep
(12.889) ’ the sea lanes open
|
l T ]
Dredgers Survey Ships Tugs
Ships which carry things
r t —
Passenger GeneralCargo Bulk
3 |
tong distance Unit load Breakbulk
Short Distance (Ferries) Contaner [ I ] j
Tanker Dry Timber Specialist
l I Bulk
Ro-Ro Barge Carrying Ship I
Comibination Chemicals
hovercratt | |
00 Beer
hydrofoils 0BO Wine
0CO

Crude Carricrs -
Refined Product Carsier

Liquid Natural Gas

From this most common division of types of vessels' only some
of them will be considered in this chapter , including the
subdivision that each one of these types has plus some com~-
ments about the combinations that are becoming more common
with the purpose of making the ship more useful and the busi-

ness more profitable.




TRADING FLEET

|
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c

MERCHANT FLEET

NON-TRADING FLEE ™ |

—
| SHIPS CAPAIING | | SHIPS CARRYING | | SHIPS CARRYING L FISHING - o AvxiziARy ! RESEARCH
! ey canso ! LIGUIT CAPGOES PASSENGERS | | swirs SHPS . SHIPs
[ , | — J L i [ |
!
| . /
! /o
.IlLJ 7 \
L converTionas | seeciavisen | ‘ / .
% _ i /
- ! / \
o 1T N T : ~ T .
|BENERAL | [, camring | carrrme | cascenscr | FERRIES |
* t P o - H H
, CARSD | R CENERAL Butk H X VI HOVERCRAFT
I cammiers Y ) ; | LINERS i
SHIPS 5o . CARGOES - CARGO ] | Y YCROFOILS
werpisEhare: {080, 0,08 '
SHiPS,PALET  CARRIERSICEMEN"
SHIPS, FRU™ CARR TATILE -
CARRIERS R0~  LAR®Y ETC)
20S, BARGE .
CARRIERS ETCN : Figure 1.2. The strecture of world merchant fleet
1
1 1
1
CARRYING 01L& | | CARRYING OTHER
oIl PRODUCTS m , LIQUID CARBOES
s :
! M
OIL TANKERS, LPGLNG CHENICAL 2

PRODUCT CARRIERS

TANKERS, WATER
TANKERS ETC..
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Other identified clasifications also exist i.e. by the way how
the cargo is loaded /unloaded (ro-ro,lo-lo), by the systems of
propulsion that the ships use (steam,motor,gas turbine and

nuclear?), by the distance that they cover, etc. etc.

The previous table looks as it is showen all kinds of ships
and combinations, but many more come into existence day by
day. As many kind of goods to be transported exist, as many
types of vessels will exist. This could give an idea afout how
many branches of the shipping activities could exist, from
where to choose, according to the national requirements and
the local circumstances, to get experience in managing small

fleets <(at the beginig), to study the problems related with

them, to later on coming into the <circle of <cross traders.

1.-First of all it is essential to know what will be
transported in that fleet, whether passengers or cargo. In the
first case, the demand of the service for passengers should be
studied, and the existing competency of other means of trans-
port. Alternatively there may be a combined system to carry
cargo at the same time. In case of cargo ships, its selection
must be based on the main "kind" of cargo that the national
country has or expect to develop his fleet, to define the type
of vessel to be selected. Then, the "quantity" of the cargo
ie. import/export, national or regional etc, of cargo to be

transported by the fleet will determine the size of the fleet.

The type of vessel, must be related with the kind of cargo to
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be carried, even before ordering 1its acquisition, and the
quantity of cargo to be carried must be related with the
extension of the fleet. Defining if the fleet should be built
up only over the total or partial national volume of cargo or
also adding some percentage of cargo from the surrounding
area. But nevertheless, both aspects -fleet and cargo- looking
at each other (does not matter if they are foreign cargo and
foreign vessels), because here is when the tricky aspects come
afloat as a consequence of cross traders and why no ,country

carries its total national cargo by itself.

2.- Yet, once the elecction of the branch on which
they are going to work is made, it is necessary to think about
a new ship for the fleet.To acquire a new vessel (whose plani-
fication started a long time before), will be possible on cash
(with their own money saved) or credits, with. money obtained
from the revenues, or the scrap value of an old ship in addi-
tion to some loans. A new ship, does not nessesarily mean a
brand newv one, on the contrary it does mean that the ship is
going to be new in this particular fleet; so it does not mat-

ter if the vessel is second hand.

3.~ Continuing in the same way , other important
aspects to think about is the kind of service in which the
ship is going to serve; if the characteristics are suitable

for that purpose , as liner or as a tramp, on coastal voyages

or high seas trips.

o
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4.-Finally, but no the least, in which geographical

area and the kind of water and weather on which the ship will
have its main trade and traffic course. Is important to take
into consideration as well as that there is not too much com-

petency as to drive to the new comer to give up the field.

If it is true that there are many plagued markets and plagued
routes, there are also at the same time some routes where by
the circumstances the bigger shipping companies do not“call at
all, whether by being further away from its main traffic or
maybe because there is not enough <cargo for them (large
ships). That appreciation is only from his point of view (of
bigger companies), which prefer to carry great amounts of car-

go or valuable cargoes as to compensate its expenses.

That it is not the case of a new comer company, because it is
not bigger at all, on the contrary it is small, which requires
small quantities of cargo and it is also possible that the
route is not far from his main traffic and port, which gives
an advantage for them; free of competition from the largest

shipping companies.

Thereby, those aspects, as many developed countries did, the
land locked <countries or non maritime countries, can comple-
mént the undertaking getting advantage of the circumstances
experienced by other developping countries and recruit expe-

rinced labor force from other countries, and later on try to

make his own people attend training courses.
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Nevertheless, the shipping business is really a complex one,

because some countries even being developing countries have

all the facilities and technology required for bigger ©ports

and some times much bigger than some ports located in develo-

ped counties, which ratify that the frontiers between develo-

ped and developing country are not clearly defined in maritime

activities either.

1«

CARGO. -
As ‘the cargo is "the only reason for the ships"(4)},
it can be <classified as it is in the following table:
Cargo
| .
f ]
Bulk General
| | ,
I l I - 1
Liquid Dry Containerized Non-containerized Refrigerated
Type of cargo Examples Type of ship How (un)loaded
liquid bulk crude oil, fuel oils 1ankers pumped through pipes (5)
dry bulk grain, iron-ore, coal, sugar |bulk carriers conveyor belt, tubes, grabs
containerized many types of general cargo|container ships special cranes
non-containerized |tobacco, rubber, tea, rice  |multideck vessels cranes, derricks
refrigerated meat, fruit, dairy produce |refrigerated ships cranes, derricks
SHIP'S CARG O~
._:;__._____‘
BULK CARGO
________.:,.e\_—-J
_..___-_.44‘.‘../__., e e e e -
CONVENTIONAL-\ [ UNITIZED ] { LrQuiIo ] ‘ DRY
BALS SLINGS CRU!JE ol //?ONl ORE
! | (ROCKE PELLETS)
CASES PALLETS oIl PRODUCTS ' COAL & COKE
.aales CONTAINERS CHEMICALS GRAINS
DRUMS BARGES LFG, LNG PHOSPHATE
BARRELS OTHER OTHER e.«uxrrt:;fuumm
ATER WINE ETC
KEGS (WATER WINE ETC) OTHER 8)
. (SULPHU I CEMENT
OTHER ETC)

(PIPES, HIDES ETC)

Figure |, Classification of carpocs in acean transport
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This classification shows the basic differences of cargo. In
the same maner it is possible to find many of them, depending
on from which point of view it is made. At the same time, the
types of cargo mentioned at the botton of the diagram, could
be sub divided in many other kinds, and then this last Kkind
could suffer other modifications and so on, up to the point

where a incomprehensible network is found.

This is because certain kinds of cargo could be included or
“w
separated from the traditional commodities, within the non--

traditional goods or new inventions. This is becoming increa-

singly complicated. Consequently, the classifications must be

changed according to that development.

1.- Now talking about the cargo as such, the kind (of
cargo), in most cases has great influence over the ship’s evo-
lution, mainly to define the type of vessel; despite the inf-

luence that the technology and other aspects, have over it.

In general, the trend of the new ships is that they are desig-
ned for making the transportation of the cargo more suitable
,efficient and profitable, for instance: liquid or chemical
cargo which can be transported in barrels on board of general
cargo vessels, but it is prefereble to trasnsport them either
for the quantity or the quality, on tanker or chemical car-

riers. In this way its transportation is safer and more profi-

table.
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That is also the case of the transportation of cars, which can
be carried on conventional vessels , but since the PCC (pure
car carriers? was designhed, the damages of transporting cars
dimiﬁished to 90%, making 1its business more profitable as a
consecuence of less damage which the cars received while they

were transported and of course for the quantity of cars trans-

ported at once.

There is a lot of examples like this on which we can see, the
iw

influence that exists from the cargo over the ships design to

avoid the ballast journeys, based on the kind of cargo to be

transported, as 1is the case of combined ships ie. OBO and

others(ore,bulk and oil).

Anyhow it is not possible to disown the influence of the cargo

over the ship design, as a major factor.

2.- For those considerationas, it certainly seems
that the cargo is one of the prerequisites to get a shipping
company and it depends on how large the national cargo is, in
order to know how large the national fleet will be. And if
there is not enough cargo in one country, they should rent
services from other countries and do the same as the people
who made a comparison, "if you have a lot to transport con-
stantly, buy something on which to carry it, but on the con-
trary if what you have to transport is not great and frequent,

just rent a mean of transport, otherwise there will be prob-

lems for you to maintain it" (in this this case the ship).
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Of course,that reason is perfectly logic 1f they are talking
in terms of a horizontal and vertical industry, and not in
terms of a service company, where irrespective of carrying
their own cargo it is possible to carry the cargo for those
countries which do not have sea transportation at all, or do
not have enough ships to carry the total cargo, or need extra

ships (to carry) at that very moment.

3.- Then the problem is to enter the maritime trans-
port anyhow, mainly bacause no country has the capab:lity to
carry its own total national cargo. The percentage of nataional
cargo carried by own flags varying from country to country,
from kind of comodity to another, etc. For example, USA trans-
port around 3 % of their general cargo, while one of the coun-
tries which transport most of their cargo is Norway with 40 %
(see annex 26). At same time this, justifies the existance of

cross traders, which rarely call their home ports and always

are serving foreign ports, as service shipping company.

Consequently in this case, to come into the shipping business
the importance it is not precisely the existence of cargo in
their own cuntry, but rather the existence all over the world,
because the national cargo is only the minimum or part of the

total to be carried.

Therefore, the quantity of the national cargo that each coun-

try carried by themselves is small in comparison with the car-

go which remained and left to be carried by others, which in
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this case are the cross traders, who transport the remaining

cargo of the world to be transported by sea.(7)

4.~ But the question is, why do the national coun-
tries not transport their own total cargo? Many answers could
be given to that question, depending on of the national rea-
lity each case, whether for uncapability( infrastructural or
technical) or for economical advantages that they get, in case
they leave the transport of the remaining national cargo to

others.

In any case where a country can not carry its total national
cargo it céuld be because, it is not in his route,for being
far from his country, for lack of ships or finally perhaps for
the kind of cargo which needs special type of vessel. Anyhow,
for the goal of this thesis, it is important to ratify that
there are amounts of extranational cargo to be carried for

other flags.

5.- Here is the main point or narrow aspect of this
demonstration, in order to get advantage of that situation,
seeking some cargo which 1is enjoyed by the <cross traders
(which sometimes are national lines registered under a flag of

convenience country).

Nevertheless the importance is that, there is still some cargo

remaining which can be shared by new comers, together with the

traditional cross traders. Therefore, before the possibility
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to have a national fleet in the future, it is not very neces-
sary to have enought national cargo, because a shipping compa-
ny can be built up, to serve to others countries which need

that service as well.

6.- The existence of extranational cargo is also sta-
ted by the approved Code of Conduct for Liners Conferences, of
the United Nations for Trade and Development (UNCTAD), in for-
ce since October 9th. 1983. w
The referred article, art. 2, inc. 4, part a) and followings,
by one side (theoretically) said "the shipping lines shall
have iqual rights to participate in the freight and volume of
traffic generated by their mutual foreign trade and carried by

the conference;

b) Third-country shippng lines, if any shall have the right to
acquire a significant part, such as 20% in the freight and

volume of traffic generated by that trade.”

Following that rule it is understood that the right to carry
at least 40% of the national cargo, and on the other hand the
posibility to have the reminig 20%, is given in wvarious cases
named in inc.5,6,7 and followings.{(This 1is independent of
national resolutions, given up to now for each country about

cargo transport reservations and protection).
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FOOT NOTES
Not only at sea even in lakes or rivers.
ALDERTON, "Sea Transport”, p.

CHRZANOWSKY Ignacy, Introduction to Shipping Economics”

p.12.

ALDERTON, "Sea Transport"” as Mr. Alderton call in his book

Sea Transport, p.
English for Maritime Estudies, p.

CHRZANOWKY, Ignacy. Intriduction to Shipping Economics,

p.- 7

"It is worthwhile noting that the developing countries
generate some 60 % of all cargoes loaded in the world,

while they receive only 22 % of all imports.

The developing countries possess 12.5 por cent of the
world tonnage. They doubled their share in the last ten

years. However, their tonnage remains insufficient compa-
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red to their transport needs.

Over three quarters of the world tonnage remanin control-
led by the shipping interest of the traditional maritime
nations.

The ambitions of developing countries to increse their
tonnage face considerable difficulties, while the fleets
of socialist countries have mostly an instrumental cha-
racter with only a part of their carrying potencial being

involved in cross traders”"Ignacy Chrzanowski Ob. c¢it.

:0f course the port could be able not to serve only natio-
nal ships, also other ships from foreign countries because
the port is a public service that the national country
nust support and maintain (even if it is not profitable);
with equipment, facilities and many other things which
invol;e great amounts of money. Therefore it is sometimes
cheaper to pay port dues in the neighbouring country (even
a coastal country), of course this is according to the
geographical position of some countries and in relation to
the country that you are trying to serve (from the princi-
pal producer or market countries, or strategical ports

near by.).
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CHAPTER V
DEVELOPMENT OF COLLATERAL FACILITIES
Former chapters were devoted to analizing posibili-

ties to diminish the high cost and risk characteristics of the
different branches of maritime activity with reference to a
country which newly enters into the business, particulary when
it is landlocked and lacks maritime tradition. It also dealt
with the problems related to entering into shipping activities
without having large amounts of natiocnal cargo and without
owning a large fleet. It would be necessary to discuss some
parallel and complementary supporting activities to the above
which need to be build up within the country or with other

countries.

The collateral activities to be developed for the landlocked

country in question are the following

a.—- Port, channels and transit dues. -

b.- Free ports.
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c.—- National carge in foreign ports.
d.- International rivers and lakes.
e.- Multimodal transport.
f.- Inland dry ports or terminals.
g.—- Subsidies.
a.—- Nowadays every landlocked country has agreements

for the use of ports in adjoining coastal countries, including
passage through canals or transiting overland. These. agree-
ments may be direct or indirect. It is direct when there is a
formal protocol signed by both countries specifying one of
this special aspect with reciprocal obligations. It is indi-
rect when there is no formal document of the type mentioned
above, but there exists a unilateral expression by a country
to allow the use of these services against a monetary conside-
ration (dues). Both types may apply to: a) use of ports, b)
pasage tﬁrough canals or ¢) through its territory. Depending
upon the type of agreement it is possible to identify sporadic

or permanent services.

The problem is to reach or revise an agreement in the most
favorable way possible for the landlocked country. In many
situations the least that can be attempted is to equalise the
terms’ o©of the agreement because almost always landlocked coun-
try’s are at disadvatage in imposing their propositions. Most

often they do not have any alternative but to accept.

Despite the fact that coastal countries have established
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c.- National cargo in foreign ports.
d.- International rivers and lakes.
e.— Multimodal transport.
f.- Inland dry ports or terminals.
g.- Subsidies.
a.- Nowadays every landlocked country has agreements

for the use of ports in adjoining coastal countries, including
passage through canals or transiting overland. These« agree-
ments may be direct or indirect. It is direct when there is a
formal protocol signed by both countries specifying one of
this special aspect with reciprocal obligations. It is indi-
rect when there is no formal document of the type mentioned
ébove. but there exists a unilateral expression by a country
to allow the use of these services against a monetary conside-
ration (dues). Both types may apply to: a) use of ports, b)
pasage through canals or «¢) through its territory. Depending
upon the type of agreement it is possible to identify sporadic

or permanent services.

The problem is to reach or revise an agreement in the most
favorable way possible for the landlocked country. In many
situations the least that can be attempted is to equalise the
terms of the agreement because almost always landlocked coun-
try’s are at disadvatage in imposing their propositions. Most

often they do not have any alternative but to accept.

Despite the fact that <coastal countries have established
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tariffs for port uses, <crossing through canals or transit
through their territory, the landlocked countries and some

developing countries, should seek to obtain special treatment
for their national fleets, with facilities for easy berthing,
warehousing, prompt passage through the canals at reduced dues
and with payment in national currency. This special treatment
should prevail for such period as to enable them to acquire

enough experience in managing their new shipping company.

b.- The landlocked countries should look for a free
port 1in coastal countries, to be built or managed by themself
as in the case of Bolivia which has a free port in Rosario -
Argentina. The strategy should be to have more than one port,

in different countries, or at least a berth and warehouses.

c.- Having obtained the warehouse,it is iquelly
important to ensure prompt despatch of the national cargo
destined to a landlockéd country. Therefore, an efective
mechanisme must be given to have a prompt despatch and transit
of the cargo to a landlocked country. The transit dues for the
cargo should not be so high as to be a burden for the landloc-
ked country (because it has no choice but to accept it). Coa-
stal countries do need those dues to support and maintain this
infrastructure but the rates must be fair and cost based. The
intention must not be to overcharge and transfer the burden to
the economy of other countries. Infrastructure has to be supp-
lied by them and this does result in more facilities to this

country. It has an internarional obligation too to provide
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such services.

d.- The use of international rivers and lakes shall
be allowed for landlocked countries (on an equitable basis) in
order to gain economic advantage frém fishing activities and
cargo transport <(on a minor scale). This will allows these
countries to gain basic experience from which to progress into
maritime activities <(at sea) with larger investments. If
rivers are navigable, its exploitation is more important, as

«
it may be able to receive ships with special design (shallow
draft), and with high capacity capable of sailing on both,~
inland and coastal waters. This kind of navigation is also
important, as it will allow feedering of cargo from larger
ships, to smaller <vesseds which will distribute cargo on

inland waters.

e.— A landlocked country has to develop all possible
fields complementary to the chain of internapional transport
such as the multimodal transport system. If the system 1is
found to be economical for the country, the multimodal trans-
port system could be applied with its philosophy of a door to
door system and containerization. A feasibility study for such

an infrastructure should be done in order to ensure unneces-

sary expenses.

f.-Atention must be given to improve the cargo termi-

nals or dry ports, in order to get better distribution of the

cargo through the country. A well interconnected network of
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all means of transport should be built according to the actual
importance of new cities or industrialized places. These ter-
minals should have facilities as banks, warehouses,various
systems of comunication, customs offices,and space available
for cargo , container operations, refrigerated cargo, special
and liquid cargo. They should be situated preferably close to

centres of production and consumption.

"Provision of adequate terminal facilities represents a major
element in total investment requirements... and ensure that
close cooperation with institutions reponsible for the other
modes of transport is exercised to safeguard the integration
of terminals in the nationwide transport network. The vital
questions to be considered in the planning of terminals relate

to the following: location of terminals, planing of the modal

mix, size and type of terminals, and equipment of terminals.

Once the regional allocation of terminals has been decided,
the specific location must be chosen according to the follo-
wing criterias, which are essentially identical witb
decision-making criteria for terminals for other modes of
transport. These are:
Existing road or rail connections, and costs of providing
such connections; qualitative factors, such as capacity of
roads and railways, density of traffic, etc.
This must also take into account;

Average distance of road and rail haulage;

Possibilities for extending facilities;
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Necessary infrastructure and suprastructure investment;
Availability of public utilities;

Dredging requirements." (1)

All transportation networks must terminate/begin at dry ports

or inland terminals from which strategical point (within one

country or city) the cargo should be distributed in different

directions. Only with this policy, on a country efficiently

undertake international trade and thereby plan movement of 1its
«

cargo at foreign ports. This will allow the landlocked state

to be able to negotiate more favourable tarifs or dues fer the

transit of its cargo through foreign countries.

Planning and building up of cargo reception and distributions
centres with differents modes of transport and capacity’s

must be given important consideration.

The development of the above facilities, depend upon the poli-
cy of landlocked countries. These facilities are important
even if maritime affairs are excluded, because the infrastruc-
ture is useful for national comunication. It will help them to
better manage the national or international connections and
increase the knowledge and expertise in the country such as,
whether to provide facilities for special cargo or to charter

ship for national purposes.

This strategy, irrespective of national considerations should

be amplified at the international level among countries (at
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least among neighboring lands), and must be coordinated for
mutual benefits. UNCTAD in its publications indicated "In
view of the fact that large container vessels will call only
at a restricted number of ports and that many developing
countries will not be served directly by such vessels, inter-
national inland transport by rocad , rail and inland waters can
be expete& to increase in ihportance . Similarily, the parti-
cipation of landlocked country in multimodal transport calls
for international transport connections of quality aequired
for the transport of containers. The introduction of containe-
rization and multimodal transport requires not only the adap-
tation of the physical transport infrastructure but also, clo-
sely linked to this, a reconsideration and possibly revision
of transport policies, taking into account the characteristics
of multimodal transport operations . Such policy reconéidera—
tion is essential to avoid uncoordinated investment and sub

optimum use of capital:resources” (2)

g.- Governmental subsidies play an important role in
encouraging the above mentioned activities. Subsidies should
encourage investment by institutions and private citizens,
giving them licences and oportunities to facilititate initia-
tive in activities related to the maritime field and other
connected modes of transport. Such subsidies should be limited
for certain periods. It would enable the company to eventually
grow to work without any subsidy from the government. There is
also the possibility of having some form of protection "in

shipping there exist numerous and diversified forms of protec-
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tionism. The objectives of protgctionist policy are in ship-
ping are of twofold nature; i) to maintain the already estab-
lished position od a countryés merchant marine, and 1ii) to
expand the own merchant fleet to the size and structure desi-
red and determines by the needs of the national economy of
that country.

The classification of aims and methods of shipping protectio-
nism givéﬁ by S G Sturmey deserves a particular mention. The
objetives of a national shipping policy he suggested, may be
the following: )
i) To promote and protect a merchant marine for defence
purposes;

ii) To establish a merchant marine capable of ‘transporting
the country’s essential trade in order to avoid the dis-
ruptions consequent upon wars in which the country 1is
not participating;

iii) To satify national prestige;

iv) to enable an infant merchant marine, which will even-
tually be able to dispense assistance, to become estab-
lished;

v) ... (3)

vi) To save foreign exchange otherwise used in freight pay-
ments;

vii) To provide or maintain employment for national seafa-
rers;
viii) To protect the merchant marine in times of severe compe-

tition;

ix) To counteractual or suspected discriminatory practices
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by conferences or national trade groups;
%) To improve the quality of merchant fleet and increase
its competitive strength;
®i) To compensate national shipowners for an overvalued
exchange rate maintained for othef purposes, or for
disadvantages imposed on shipping by the protection of
industries.

“

As part of that protectionism policy, there is the financial
i

assistance for shipping. This mainly takes form of

"subsidies".

Direct subsidies may take form of:
i) construction subsidies,
ii) postal subsidies or postal mail contract,
iii) operating subsidies,
iv) scrap-and-build subsidies,
v) admiralty subsidies for special defence equipment,
vi) credit facilities,
vii) guarantee of profits, share of loss, etc.,
viii) subsidies of special marine insurance,
ix) lease of ships belonging to the State to private com-

panies.

Among indirect subsidies one may indicate:
i) Subsidies to the shipbuilding industry,

ii) Customs reductions,

iii) tax and depreciation allowances,
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iv) subsidies to immigrantés fares or operators transpor-
ting them,
v) reductions in port, canal and other charges,
vi) subsidies for construction and operation of ports and

canals,

vii) preferencial railway tariffs to/from the country

seaports.” (4)




1.

4.
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FOOT NOTES

UNCTAD, Multimodal transport and ‘Containerization,(lnland
waters terminal requirement) p.47 document TD/B/C.4/238
rev.1 "

(UNCTAD,TD/B/C.4/238/Rev.1.- Guidelines on the introduc-
tion of containerization and nultimodal transport and the
modernization and improvement of the infrastructure of

developing countries, p. 10 and 11)

It is no included (vi), because referes to trade with

colonies.

Ignacy Chrzanowski. An Introduction to Shipping Economics)

p. 116.
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CHAPTER VI

ECONOMIC ADVANTAGES

w

So far it was possible to identify the enormous eco-
nomic implications of maritime activities. One of its charac-
teristics, (1) which makes the business a little daunting is
the high risks under which it operates, created by political,

social, or natural causes (or act of god as it is called).

Despite these characteristics, when the business is well mana-
ged, it can also give great economical benefits. The benefits
arise not only for the company or shipowners, but also the
society where the company operates such as by ‘creating more
jobs, diversification of industries, impulse to other indus-
tries, attracting new activities, increasing the commerce and
imposing greater dynamism to the city. In general it may

improve the social environment in the country.

The economic advantage of this business at the national level
is reflected in the balance of payments. (2) It is possible

to measure the economic situation of a country through the

balance of payments which act as a thermometer.
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Despite the capital intensive of the shipping business, and a
low percentage of national cargo being carried in national
flags, the industry nevertheless still produces benefits for
the country. A governmental maritime company may realise
benefits to a nations balance of payments. It may be able to
meet at .least a little of the country’s necessities, and
reduce dependency on other countries. |
It is possible to see how beneficial it could be to have or
create maritime activities in a landlocked country through the
following tables . It shows countries with balancé of payments
or gross national product (3) which are influenced by maritime

activities.

Table
UK SHIPPING CONTRIBUTION TO BALANCE OF PAYMBNTS 1969

Credits £m
Freight on exports 196
Freight on cross trades 501
Time charter receipts ' 61
Passenger receipts 64
Disbursements by overscas ships in UK 137

Total credits 959
Debits
Time charter payments to overseas shipowners 210
Disbursements by British ships abroad 371
Freight on imports by foreign ships 318
Passenger fares on foreign ships 15

Total debits 914
Net gain 1o balance of payments £45 million

Sousca: United Kingsdom Boloncs of Payments 1969 (HMSO 1970, p. 68 L 2

Therefore, it is posible to deduce that the same impact (not
exactly, but at least in possitive figures), may be reflected
in the balance of payments of landlocked countries involved in

maritime affairs. Although if there is no a national shipping

company, anyhow the country have to disbursement in foreign
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exchange (outgo) due to naticnal <cargo carried by foreign

ships.

Despite of that, "the econcmic role of shippihg, and sea
transport in general, cannot be overestimated. In time of cri-
sis or political unrest the merchant marine plays a stabila-
sing role. 1t enables the country to be an independent of
import of shipping services which can be unavailable , or can
be obtained at the price of political concessions. Sea trans-
w
port has been and still 1s an important factor cf their econo-
ric growth. The newly emerged nations see in maritime trans-—
port a prerequisite for their political and economic indepen-
dence. They are making a considerable financial effort to

establish their own merchant marines and acquilre necessary

expertise in maritime operations.

To show a relative importance of the mwmerchant marine for a
country’s economy the ratio of GRT per capita 1s sometimes
used .Annex 18.1 shows this ratio for some selected countries.
Furthermore, the share of national marine in the transport of
international trade of a country 1s also used. Figures 1llus-
trating this share for EEC countries are shown in annex 18.2.
1t can be seen from this data that apart from Greece and the
UK the coverage in the remaining countries is low, and they
are all importers of shipping services. In fact some of these
countries ,e.g.Belgium or the Netherlands are cross-traders.

In Norway nearly 90 % of the country’s tonnage 1s employed for

the foreign account. These figures show how difficult 1t 1s to
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properly measure the economic role of shipping . The econonic

indicators used have only a relative value.

In summing up the considerations in thigs chapter it should be

emp hasized that the actual role of the shipping industry for

a country’s national economy is much more complex than it

seems from the analysis of key economic indictors. Direct and

indirect economic consequence of the existence of national

merchant marines are not easily quantifiable. Furthermore,
«

economic and political aspects are closely related to each

other in shipping which renders a sound economic analysis more

difficult.(5)

"Two specific advantages of investment in shipping.- Quite
apart from the question of internalities and externalities
discussed in the preceding section , shipping as an industry

has certain advantages over other industries as a channel for

investment.

First, the assets in shipping, namely the ships are generally
more. easily transferable physically than are the assets in the
manufacturing industry. If one trade declines, they can be
switched to another trade, whereas if the demand for the pro-
duct of a factory declines it is less easy to switch the plant
to diferent use . Alternatively, the vessel can be sold to an
operator in other country without necessarily any great loss,
unless theére is a widespread depression in shipping. If a

factory cannot be made to pay in a country, the machinery can
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be dismantleg, moved and reassembled elsewhere but this is an
expensive operation and the building and service connexions
remaining are likely to be unusable. This transferability of
the assets in shipping reduces substantially, but does not
eliminate, the risk of heavy capital loss following an inve-
stment decision which subsequent events show to have been
mistaken. When there is a general depression in shipping, or a
ship is specialized to a particular type of trade, the possi-
bility of transfer without loss is wvery much reduced. Further,
if the ship has been allowed to deteriorate through winexpe—
rience in vessel management the chance of finding a buyer at a
price much above scrap value may be slight. Finally, if the
shipowner has been granted aid to enable him to purchase the
ship, there may be restrictions on its sale for several vyears

after the initial purchase.

Another result of asset transferability is an active market in
second-hand tonnage of all ages. In other industries equipment
available in the second-hand market 1is often obsolete and
inferior and in;erior to the equipment in use in the most
progressive parts of industry. This is not the case in ship-
ping. While much obsolete tonnage is traded in the second-hand
market, there is also a significant supply of modern tonnage,
fully comparable with the best in use. Shipping is thus a
special case in that the use of second hand equipment may be

considered, without this necessarily implying the use of infe-

rior equipment. This does not apply to all branches of ship-

ping. In the field of tankers and bulk carriers the opportu-
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nities open to a buyer to acquire first-class second-hand ves-
sel of the larger sizes are somewhat limited, whereas in the
case of tramps,cargo liners and passengers vessels the market
in first-class tonnage is much more extensive

. with leading

shipping companies entering both as buyers and as sellers.(86)

33
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FOOT NOTES

1.- In fact the various aspects which involve maritime affairs
also require huge ammount of money (cost of the ship plus
maintenance cost, buildings, workshops, vehicles, « crew’s
salary at least in comparison with international rules,
infrastructure at shore and salaries of the employees,
etc) This gives an idea of great number of economical
aspects that are involved and must be considered. At same

time the profits may be high.

2.- "Balance of payments is an account which includes a syste-
matic recording of all the economic transactions made
during a definitive period of time (usually a year), bet-
ween the residents of one territory and the residents of
other territories” Definition given by Professor M. Bye

(Op cit. Ignacy Chrzanowski)
o]

<

3.- There are two indicators which characterise the economic
performance of a given country: ie: Gross National Pro-
duct(GNP) and Gross Domestic Product (GDP). The World

Bank‘s definition of GNP reads: Gross National

Product(GNP) measures the total domestic and foreign out-
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put claimed by‘the residents. It comprises GDP and factor
incomes(such as investments income and workKer’s remittan-
ces) accruing to residents abroad , less the income earned
in the domestic economy accruing to persons abroad"” (Op.

cit. Ignacy Chrzanowski)

A.D. COUPER,Professor of Maritime Studies University of
Wales Institute of Sciency and Technology " Geography of
Sea Transport." 1972, Hutchinson University Library, Lon-

e
don.

P. 98 and 111, op. cit. Ignacy Chrzanowki.

UNCTAD "Establishment or Expansion of Merchant Marines 1in

Developing Countries.




CHAPTER V11

NEED FOR INTERNATIONAL COOPERATION

International cooperation is one effort that the
inter national community must practice leaving aside unneces-
sary suspicions and selfishness. A country must stop viewing
the other country with which it is cooperating as a possible
danger in the future. Without such cooperation the gap between
countries may never be diminished.

There is a strong urgency to do something more concret at the
international 1level than making simple declarations intergo-
vernmental bodies such as the UUNN or others. These declara-
tions must be put in practice international cooperation giving

one step ahead in the field of maritime activities and rela-

tions.
Looking at human institutions , only those ého cooperate are
distinguished by being successfull. Such cooperation may vary

from the very top at national level(l) or lower down between

per sons or companies.
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As prove of such success, some countries integrate to accele-
rate their development througt regional cooperation. In these
regional groups each member maintains its identity but the
benefits reach all as it in the case of the European Economic
Community fEEC). The success of the latter can not be ignored.
It set out, to help or cooperate with each other. The purpose
was not to establish hegemony over other countries, or to
obtain individual advantages over some items. The lack of
co-operation was one of the reasons why similar syste;s could
not be developed completely in Latin America (ALALC).

Therefore, countries must become conscious of the situation
and bear in mind that cooperation is unification of efforts
for a better world. This may appear theoritical and something
utopian because it rarely accursQin real life. It is always

preached but is never reached.

"Even though cooperation is rare, and inspite of ©politics,
differences of religion, language and technologycal that sepa-
rate the countries, it is necessary to overcome the divergen-
ces. There is recognised the necessity that countries have to
share certain guideliness for their own wellfare, without
being confined by such differences or territorial disputes.
After all every nation‘s real desire is to coexist as indepen-

dent and sovereign countries, with right to be heard in the

world consensus.
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If these differences between countries can be ended, it also
will be the end of mutual suspicion by nations. General deve-
lopment could be regulated through protocols or agreements.
Countries may between themselves, share any succes as contri-
butions to their own benefit and for posterity. At which sta-
ge all countries -technologicaly speaking- will not see each
other as competitors, from whom certain things are hiden, but
some times to take advantage of for common benefit. Each
country must view the other as a cooperator, with whose help
it may be possible to carry on the development of mankind in
general. The problem of underdevelopment may thus be globally

approached through a better aplication of various technically

planned methods (economics, social and political).

Development can be achieved through international technical
cooperation, as one of the principle awarnes to be exerted in
each country. It must be done on the basis of experiences gai-
ned in other places. It does not mean, there will be wholesale
transplanta tion of systems. On the contrary, the experiences
of other countries need to be taken into account for adapta-
tion of application in the local environment and to reach our
own objetives. Such development may eventually reach the

point to share and cooperate with others for the progress of

humanity"”. (2).

These efforts are based on the concepts enshrined in Chapter

IX International Economic and Social Co-operation, Article 55

of the United Nations Charter. They are exerted at internatio-
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nal level through the specialized agencies of United Nations

such as UNDP, IMO, UNCTAD and others. Also multilateral,

bilateral co-operation must be practiced not only with expe-

rienced countries but also with between developing countries

(south - south co-operation).
FOOT NOTES
1.- The workers of some far east countries, before the actuall
economic depress of shipbuilding market, by themselves,

they agree to reduces their salaries in order to retain

the shipbuilding market.

2.~ Cooperacion Tecnica Internacional y Bolivia.
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CHAPTER VIII
CONCLUSIONS
1.~ The importance of the sea 1is growing mQre and

more every day. Ulike early times, the sea today is a fountain
of resources such as food, fresh water, way of comunications,
minerals, energy,knowledge, aids for metereology purposes,

human settlements and interface.

2.- The most important resources nowdays are

fishing, shipping and off-shore activities.

3.- Sea transport remains the largest mode of trans-
portation mainly for being the cheapest despite the air trans-

portation in case of urgent delivery.

4.- The coastal countries enjoy the benfits of having
an ocean front, in comparison with the handicaped situation of

landlocked states.

.- Despite this handicap, landlocked states have the
right to participate in maritime activities. This right 1is

bestowed by many international laws and principles. Nowadays
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some landlocked countries such as Switzerland, Tzechoslovakia,
Hungary, Bolivia, Paraguay and others are involved in shipping
activities. It is therefore also possible for landlocked
countries to enter into fishing activities, off-shore activi-

ties and even in brokering.

6.- The main characteristics of sea transport: are it
is a link in the transport chain of cargo, an international
industry at the service of the trade, highly complex aad capi-
tal intensive industry with a high risk of business. Of these
characteristics two of them <(high cost and risk) make the

business difficult to enter.

7.- The high risk characteristic of shipping is a
consequence of economic cycles caused by many factors such as
recession of international trade, international competition,
depression of the national industry and other factors. By stu-
ding the characteristics, causes and consequences of these
fluctuations it is possible to reduce the risky element invol-
ved and thereby avoid or reduce adverse economic consequences

for the comers in the business.

8.- The high cost of the shipping business can be
reduced by the acquisition of second hand vessels or char-
tering them, according to economic considerations and neces-—

sities.

9.- It is possible to build up a shipping company
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even without owning large fleets or having great amount of
national <cargo. For example, within the shipping company,
instead of owning a large fleet, this may be substituted by
some vessels acquired fron the second hand market or throuh

chartering.

10.- The types of ships to be selected must be based
on the kind of cargo to be carried, taking into account the
geographical area it is going to serve as its main trafic,

kind of water, weathers and other factors.

11.~ The expansion of the fleet need not necessarily
be in strict <co-relation with the amount of national cargo,
because the fleet can provide shipping services to other
countries, which are not able transport their total national

cargo.

12.- A large amount of national cargo it is not a
prerequisite .to own a fleet because a great pecentage of
national cargo of most cguntries are carried by third flags.
Therefore, the lack of national cargo may be subtituted by the

existence of international cargo.

13.~ Landlocked countries parallel to building wup a
shipping company (as new comers in maritime activities),
should also ne gotiate with coastal countries to obtain:

- Free use or reduced port dues;

- Free ports in coastal countries;
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- Fast despatch of national <cargoc to landlocked

country.

Also they must encourage:

- Navigation on international rivers and lakes;

- The building of infrastructure for maritime activi-
ties, also useful for its own benefit and to inter-

connect with multimodal transport.

Finally:
- The governments should protect the initiatives of
mariti me activities, enable them to be established.

It must be done at least at the begining.

14.- The participation of landlocked states in ship-
ping activities 1is beﬁefical also for the diversification of
the economy and its industries, the creation of new Jjobs and
also for the national balance of payments. This ultimately may

be reflected in better per capita income of its citizens.

15.~- Efforts to build up and achieve the enumeraied
points, irrespective of the need or willingness of the land-
locked state in building up maritime activities, can only be
accelerated lhrough international cooperation on a regional,
multilateral and bilateral basis. Such cooperation must inc-
lude intergovernmental bodies, experienced countries and also

developing countries (south -south co-cperation).
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RECOMENDATIONS

Landlocked countries which are not presently involved in
maritime activities, must try to enter these activities
in order to solve partly the handicap of being landloc-
ked. Such states should endeavour to enjoy the genefits
of the sea, given that the sea is considered as a heriti-
ge of mankind, and not merely the property of a coastal

state.

Although it is nowadays not the right season to enter the
maritime or shipping business due to the many bankrupt-
cies that exist in the shipping field, it must be taken
with optimism. In some sense that is better for the new--
comers, because there willbe 1less competitors in the

future.

Coastal countries, intergovernmental bodies must sincere-
ly attempt to help in-solve the great gap between develo-
ped and developing countries. Particulary it is time to
buttress the attempts of landlocked countries to build up

their maritime activities by allowing them the use of

facilities that they need, particulary for new companies
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to strengthen themselves. They must not block‘the desire

to progress.

For example reducing highly canal or port dues for a
certain period, may cost negible ioss to the enormous and
well organised port or chanal administrations. On the
other hand, this small saving may help greatly the new
entrant to shipping activities to help establish themsel-

ves.

Similary conceding an unused area in coastal countries
(beside the sea), in favor of a landlocked country will
inmenselly benefical to the new maritime country. It 1s
also good for the coastal state, because a new centre of
activities will be created on land which was empty befo-

re.

For their own, the landlocked countries must regard the
advantages received, with due considerations, to obtain

maximun experience.

The coastal experienced countries should share its expe-
rience, by giving training to people of landlocked coun-
tries. This should include practical training through
local institutions, including being employed as a regular

employee to.have experience on the job.

Part of this training may undertaken at the WMU which




must be maintained and used as a sorce of high

Irrespective of the subjet, the student also

share and coexist with people of different

customs, language and religions, as a great

join the world in one.
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Comparisons of Shipowners’ Port and Cargo Handling Costs expressed as an
index .

The assumption is that a ship enters a port to load 1,000 Bill of Lading tons incurring
Owner's costs in respect of port dues, towage. etc and cargo handling charges. The
information is based on the annual experience extracting the average unit cost per ton
and the average cost per port call and expressed as a comparative index where the
cheapest port is seen o have an index of 100 and other ports are relaled thereto.

Melbourne 808 ‘Southampton 219

Sydney 671 Middiesbrough 218

Birhenhead 413 Swansea 206

Liverpool 372 Marseilles 205

Antwerp 367 Calcutta 204 ¢
London 277 Genoa 169

Hamburg 276 Mombasa 145 .
Glasgow 275 Cape Town 102

Rotterdam 264 Durban 100

Estimate of Port Costs for a “typical” ship visiting London

Port Costs (other than cargo handling costs} in Pounds per NRT per visit

Year File Value Actual Index Values  Index (1870 Values)'
1870 0.20 100 100
1880 0.20 100 105
1890 -0.20 100 131
1900 0.20 100 135
1910 0.25 125 156
1920 0.37 185 68
1830 0.46 230 216
1940 0.46 230 190
1950 0.50 250 106
1960 0.64 320 85
1970 1.42 710 127
1975 3.78 1,890 112

As can be seen in real value terms, cosis have not increased very much as regards
their expressed value in pounds per NRT. However, as the size of ships has greatly
increased the actual amount paid by the shipowner per ship visit has increased
considerably.

CARGO HANDLING COSTS

Loading Costs in London in Pounds per ton DWT

Year Value Actual Index Values  Index (1870 Values)
1870 0.03 100 100
1880 0.03 110 115 ¢
1890 0.03 110 144
1900 . 0.04 123 . : 166
1810 0.05 166 208
1920 0.19 578 208
1930 0.09 300 283
1940 0.17 566 468
1950 0.52 1,733 737
1960 0.73 2,433 ‘ 647
1970 3.33 11,100 " 1,889
1875 8.03 26,766 1,598

Note the effect on costs of the wartime (1940-45) “regularisation” of dockers and the
very large increase in costs caused by decasualisation in 1967 (Devlin stage one).
The high costs in 1920 seem to be due partly fo very high costs prevalent at the time
and the considerable port congestion that came with the post war boom in trade.
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60% 1245

55%

507

40%

37%

a % of above 34%

Victualling

140p 240p

47p 57p

.34p

25p 30p

per man per

day
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CNRTR
6.34
6.25
5.47
4.91
3.45
2.26
3.13
4.00
435
3.80
7.09
6.40

6.34
5.94
4.16
3.63
2.76
6.11
3.32
4.84
10.23
14.28

CNRT

in £
39.54
106

8,836.9
8,333.0
10,4924
12.980.2
16,402.7
37,4971
26,866.0
41,194.2
103,207.2
167,688.5
496,422.5
1.255,106

in £

CH DD Total
4
4
4 6
6
12 10
16 6
16 15
20 9
33 5
36 4
64 3
63 4

V E
8 24
8 23
7 23
4 29
3 23
22
13
2 16
2 15

P C
18
18

0 17
14
11

0o 1
14
13

9

18
21

16
14
14
10

SR
8
13

D
15
14
14
14
14
20
13
14
19.
23
11
11

- A
1
1
1
1
0
0
1
1
1
1
0

-1

Year

1870
1880
1890
1900
1910
1920
1930
1940
1950
1960
1970
1975

Speed 10 GRT 4500

Eng. type SRC
Speed 11 GRT 5500
Eng. type STC
Speed 11 GRT 6300
Eng. type STC
Speed 12 GRT 7000
Eng. type Diesel
Speed 12 GRT 7000

Eng. type Diesel
Speed 15 GRT 9000

Eng. type Diesel
Speed 15 GRT 10000

Eng. type Diesel
Speed 15 GRT 10000

Speed 7 GRT 1500
Eng. type Diesel

Eng. type SRC
Speed 7 GRT 1500

Eng. type SRC
Speed 8 GRT 2000

Eng. typ® SRC
Speed 9 GRT 3000

Eng. type SRC
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Sale and Purchase

14

Activity/Prices

s Table 37, REFORTED SALE AND PURCHASE ACTIVITY )
(M. DWT)
pPE PB4 OCT B4 MAYB  JUN B JUL & AW B Sep 85
) N, DWT
Tankers 1, 42 1,438 2,2 2,13 2,623 2,21 | 16 1,35
Bulk Carciers 801 825 99 1,247 1,218 516 | 20 856
Cambis - 495 332 684 583 - - 1 75
| ToTAL . 2,438 2,594 3,999 3,973 3,901 2,537 | 37 2,2%)

£ TIVITY/PRICES

E.~'¢ September saw the S & P market in a quiet
.&: 4 which commentators seemed to be attributing
t. either a general holding-off from the market
i.. :rder to observe the extent to which freights
move upwards, or total despondency. However,
1 3 in September the market appeared to gain a
1 “:le momentum, with broking sources taliking of
the tempo of business increasing and the variety
of sales expanding. On the tanker side, market
sources suggested that purchasing activity
ce-*red very firmly on Greek buyers, many of
W .“h were said not to be traditional tanker
owers. In the bulk carrier sector, there uwere
reports of a ‘'steady flow' of modern smaller
bulkers plus a number of older 'bargains' being
Gfered on the market, but despite growing in-
t ceat sales were pot being ocompleted with any
&, 1t urgency. For *tweendeckers there were
8a » .) be few serious buyers.

T »vhap. the month's most curious purchase centred
on tne acquisition of Utah's 1976-built 127,800-
tcnner 'Orco Trader' by Japan Line for $10.5 MM,
a figurs asemingly well below the market norw.
Moreover, the buyers are reported to have no use
for the vessel and are said to be interested in
offers of around $6.5 MM. The key to the deal,
however, lies with a CQA which has been so0ld along

with the vessel which will give Japan Line access
to 400,000 tonnes/year of coal for Australia-
Burope shipment. Moving down in size, interest
in the Panamax bhulker gsector arose aound the
compulsory sale of the 1984-built ex-Wheelock
64,000-tonner ®Annalock®, reliably rupoured to
have been finalised at around $8.6 MM. For older
Panamaxes - and also ageing handy units - the
trend in prices was much more disappointing, as
Table 38 illustrates. Furthermore, in many casea
the prices available for dry cargo tonnage over
10 years old now look 80 perilously olose o
scrap values that the option to sell for further
trading ow.egwpllot to the vessel's geographical
position. , .

Looking to reported tanker sales, modern units
traded included a 1980-built 81,500~-tonner (Shell
paying $8.5 MM) and a 1980-built 64,487 dwt upit
- the IGS/COM/SBT-fitted "Eastern Venture" - at.
prices reported varjously between $5.75 MM and $6
MM. However, also mmoured traded was a Polish
(1984) bullt 47,000-tonper with Greek buyers
agreeing around $9.8 M4,

Also of interest was the sale by Mavrskis of tha
1975-built 12U,000-tonner "Gracious Fountain® for
$6 M - the vessel having been acquired as part
gf" speculative puying spree at mid-year for only

Table 38. DEVELOPMENT OF SECONDHAND PRICES h
r— T
TYPE SEP 84 OCT 84 MAY 85 JUN 8 JUL & AG 85 SEP 85
Tankers ' '
l(a) -~ 3-6 - 6-0 “02 - -
‘ 1(b) - m - 176 129 - -
2(3) - - - . - - - -
2(b) - - - - . - - -
Bulk Carriera
- 3(a) - X3 2.8 3.1 2.4 2.3 2.3
. 3(b) - 155 110 " a7 84 79
4(a) 7.0 5.7 4.9 - 3.3 - 2.6
4(b) m o i) - 51 - 41
';-: 4, 30,000 LDHI;, 9-12 years old. (a) $ M Lumpoaum .
2. 20,000 + DWT, 5= 7 years old. (b) $/DRT
3. 25,000 + DNT, 6-10 years cld.
b, 65,000 » DWT, 8-12 years old.
y

Source: SSE Magazzine




-

\

[ S

g

T

U-F

ut

wl
»t
ot
L2 4
»4
uv
.t
»s

ut

(J 5 e -
L} ‘1 f. X o “Jos —
s oo 3, o e D0 eTa e ” :
~~ ---—---——--= - M‘"""""‘ . '\
un wn "wis l.'ll wn 1900 198 1" ! -] 14

-5
) 15
9
Stationary Steel Platlorms - Development of Water Depth
el 1 E
ZM " '
63 sy
Mobile Oftshore Rig Types
floating research ship
plattorm  [3k=UP ¢ b rersisie drHiship .o o Challenger’
w
e
_ Mwsber of Unibs "w
" WL ™
- OFFSHORE DRILLING UNITS
" ¢ +He
Completions 1971-1982
i . 'Projected Deliveries 1983-1985 ™
. L - %
w4 Comploiad  Projeciad T
*s0orsesevere mmmmonm: Submersibles
» 1 S, w—CK-UDE - 8
assemsams ecm—=e Somi-Submersibles . 1
-T ..q.:.-. [RNS— omf::up. Te

-rn
T+
,T.

-~ 55




16
o
- 114 - axs 2
Jable 16
. .
elacted Info iom on Profitabilicy of Shi anies
Net working Net working Net operating MNet incoms before
surplua ss X surplus as X surplus as 2 taxes ag 2 of net
Comtry Company Period of fixed assets of net fimed of nat fixed worth Jor capiral
ac acquisition  sssets asests oaployed/
value
United Rochdals Commissicn Sample  1938-1969 6.2 1.2 boé /3.¢/
Kingdom fconomist:Shipping Companies . -
Sample 1950-1969 oD.a. n.a n.a. 16.2/
Zconoalst:Shipping Companias —
Sanple 19501937 o.a D.a. n.s. 710.3/
BcononistiShipping Companies ‘ —
Sample 1938-1969 n.s. 8.a. D.a. 13.3/
Uaited Subsidized shipping
Stacen companias 1970-1976 n.8. 12.0 7.5 .6
Unsubeidized dry cargo
shipping companias 1970-1976 | W'Y 17.3 9.9 6.3
Unsubsidised tanker
shipping companies 1970-1976 n.a. 1.1 12.1 13.7
Combined 19701976 n.s. 14.0 8.8 6.8
Combined 1976 D.a. 19.9 14.0 13.7
Norvey Ship owning joint stock
companias 1945-1963 B8, n.a. 7.5
Ship owning joint stock .
companies . 1945-1957 .8, n.s. 10.2
Ship owning jeinc stock
companias 1958-1965 B.a. n.a. 3.2
Internacionsl shipping 1970-1974 1l . n.a. n.a. n.a.
Internacional shipping 1975-1976 3.6 o.a. n.a. (23.%5)
Iodis Aggregate of 10 large
companies 1970/71~-1972/73 10.5 14.3 8.2 13.0
Aggregats of 13 cowpanies 1974/75 a.8. D.8. a.8. 30.7
" " " 1978/76 8.8, n.a. a.8. 11.5
SCI 1967/68~1976/77 n.a. B.a. n.a. 12.9
$ri Lanka Ceylon Shipping Corzp. 1975-1976 3.9 48.3 39.2 35.2
Chile Empreasa Maritima del Eatado 1975 12.1 18.3 10.3 1.0
Empresa Maricima del Lstado 1976 5.1 6.3 1.2 1.2
Sangladesh  Bangladesh Shipping Corp. 1971/72-1978/76 10.3 11.9 s.1 12.1
" " " 1976/77 3.0 2.6 2.9) (21.1)
Morocco COMANAY 1969/70-2971/72 21.3 68.9 35.6 10.6
COMANAY 1975/76=1976/77 6.6 10.4 A7 1.3
Gernany Hapag Lloyd AG 1970-1976 n.a. s.a. .8, 3.3
(r.8.)
7
Sources:

Coupiled ou the basis of various sources. Valus of f{ixad assets or et worth as at end of year, not aid year:
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' Salscted Information on Profitability of Shipping Companies—

Average Profitability of a Sample of Shipping Lines in 1975 and 1976
' (in perceant)

Nat Working Net Opcut. ng |Net Incowma Before Tax as Parcent

Surpluat/ Profich of Bouity
as Percent of | as Percent of
Book Value Book Value as DerivedS/ | as Reportedd/

yyd Triestino, Italy 62.0 48.8 220.8 (7.3)
itui O.L.K. Line, Japan ' 47.6 32.6 41.6 6.5
'ska Amarika-Lijne, Norway 39.0 17.1 5.6 3.1
pon Yussn Xaisha, Japan 3s.2 19.7 12.2 . (%4
1asaki Kigen Kaishs, Japan 31.9 21,5 26.4 .1
wshita Shinnthon Steamship, Japan 31.6 21.4 31.5 5.6
ete Navale Delmas-Viaeljeux, France 30.9 (2.1) (14.3) 8.3
'.D.S., Denmark 28.6 21.0 22.4 17.5
l.S.M.Group, the Netharlands 28.5 12.6 11.4 7.0
l« Auxiliaire de Navigation, Prancs 27.2 6.9 .5 1.6
wva Lins, Japan . 25.5 14.9 21.2 4.0
an Lins, Japan 20.5 5.3 (2.1) 4.3
sn Transport and Trading, U.K. 19.3 9.8 2.1 13.0
lloyd Group (R.S.U.), the Netharlands 19.1 7.4 6.6 8.6
ko Staamship, Japan 18.7 8.4 (1.2) 4.0
raseas Shipholding Group, U.S.A. 18.4 13.0 20.4 23.9
land-Amarika-Lijn Holding, the NHetherlands 16.0 1.5 2 9.6
lia d1 Navigazione, Italy 15.7 8.9 (176.4) (18.5)
tican President Line, U.S.A. 13.0 2.8 2.7) 5.9
strom Group, Sweden 8.1 (.9) (11.2) .7
. des Mass. Maritimes, France 7.2 (.2) (9.9) (7.5)
« Maritizme des Chargeurs Reunis, France 6.9 (22.2) (21.3) (6.5)
ckholms Rederi AB., SVEA, Swaden 5.5 2.1 (11.0) (5.2)
+ Generala Transatl, Prance 3.5 a.n (15.3) (9.6)
rican Export Lines, U.S.A. .5 6.9) (12.7) 1.7
. Generale Maritime (7.6) (20.1) (38.9) (25.6)
fete Navals Caennaise (26.5) (42.6) (153.6) (46.5)
bined . 23.0 1n.2 5.8 3.1

Jperating revanues less operating costs, less persounal costs.
Yat working surplus less dapreciatiom.

¥et oparating profit less intarests.

Net profit/loss plus allowance for taxas.

3t It is assuned that the differances batwean net incoms before tax as derived under

mathods ¢ and d are due to the inclusions of net non-operating profits or losses
in the latter,

'ce: Compiled on the basis of summsry profit and loss data as well as bdalanca data for
some 41 major shipping lines obtained from Instituts fur Bilanzanalysen, Prankfurt,

Garmany. Companias for which a breakdown of costs was not available have been
omitted for this comparison.




CONTRIBUTION OF SHIPPING TO GROSS NATIONAL PRODUCT OF

Country

Denmark

Finland

Federal Republic
of Germany

India

Japan

Netherlands

Norway

Sweden

United Kingdom

*1979

SELECTED COUNTRIES

GNP (million §)

1980 (million §) 1980
61,520 1,637
46,360 928

758,480 4,433

153,390 999*

1,053,930 11,959

155,740 1,710
52,410 4,058

114,150 2,600

476,880 6,408

G;-oss freight revenue  Share of freight

reveaues in GNP %

2.7
20
0.6

Source: World Bank Atlas 1983, p. 16-26; UNCTAD: Etude sur les transports maritimes

1982, p. 44.

w

POPULATION, GNP AND MERCHANT FLEETS OF SELECTED COUNTRIES

1

Country

Brazil

Canada

China, People’s Rep. of
Denmark
Ethiopia

France
Germany, Fed. Rep. of
Greece

India

lialy

Japan

Liberia
Netherlands
Norway

Panama

Saudi Arabia
Switzerland
Turkey

USSR

United Kingdom
United States

Source: World Development Report 1983. The World Bank, p. 148-149.

Population  Gnp per capita Merchant fleet
(million) (Dollars) (000 grt)
Mid-1981 1981 Mid-1981

120.5 2,220 5,133.2
24.2 11,400 1,168.9
913 300 7,653.2
5.1 13,120 5,047.8
320 140 253
54.0 12,190 11,455.0
61.7 13,450 7.708.2
9.7 4,420 42,005.0
690.2 260 6,019.9
56.2 6,960 10,641.2
117.6 10,080 40,835.7
1.9 520 74,906.4
14.2 11,790 5,467.5
4.1 14,060 21,674.9
19 1910 27,656.7
9.3 12,600 3,121.8
6.4 17,430 3153
45.5 1,540 1,663.7
268.0 —_ 23,4929
56.0 9,110 25,419.4
229.8 12,820 15,2320

Lloyd's Register of Shipping Siatistical Tables 1981,

Grt per 1,000

inhabitants

42.6
48.3
7.7
989.8
0.8
212.1
1249
4,3304
8.7
189.3
342.2
39,4244
385.0
5,286.6
14,556.1
3357
49.3
36.6
91.4
453.9
66.3

18



Tanrz A-3 (cont.) : .
(b) Developed countries
($ U.S. million)

haly Jopan United Kingdom . United Stewes of Americe

1961 1962 ]963 1964 1965 1961 1962 1963 1964 1965 1961 1962 1963 1964 1968 1961 1962 1963 1966 1965

Gains
A. Freight on imports 758 700

B. Freight on exports 285 414
C. Cross-trade freights 69 955

846 1023 1168 2273

Losses

E. Foreign exchange receipts forgone. 45 91 158 188 178
F. Port disbursements sbroad 232 262 303 3 860
G. Import content of local expenses. . 36 41 52 62 9]

T3 98 S13 ST3 11D

424 452 510 595 1144

Sowrces' IMF, Belance of Payments Yearbook, vols. 14 10 18, for Raly, Japan and the United States of Losses toms E and G—ace table A-3 (b).
America. Chamber of Shipping of the United Kingdom, Annus! Report 196667 (London, Witheiby & Co. * May include air fares, and excludes p
Lud.), tables 31 (a) and 31(D), fot the Upited Kingdom. (Eachange rate wed: £] = $U.S. 2.80). * See table A-4 (b),note .
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C. TasLe A4
Derivation of oases E and G

(a) Developing countries
(8 U.S. million)

Argentina india dsrael *
1963 1964 1965 1961 1962 1963 ° 1961 1962 1963 1964 1963
E. Foreign exchange receipis forgone®

1. Tota! estimated earnings of foreign

ships on exports and imports©. . .. .... 1664 1827 1897 2063 1752 2002
2. Net port disbursements by foreign ships *. 213 254 26.0 s51.6 45.2 50.0
3. Net port disbursements by foreign ships

as percentage of lotal estimated earnings

of foreign ships on exports and imports. 13 14 14 25 26 25
4. Freight earnings by national ships on

exports and imports®................ 494  49.2 59.9 523 61.3 66.6
S. Estimated foreign exchange receipts

forgone 3 x 4) .................... 6.4 6.9 84 13.1 15.9 167 -

G. Impor: of local expenses

1. Gross eamnings of national ships ...... 627 618 73.7 65.1 69.3 813 745 945 985 1103 1303
2. Of which operating expenses (70 per

cent) L 439 433 516 456 485 569 522 662 690 712 912
3. Less port disbursements abroad ...... 200 200 257 19.5 20.8 244 1701 22 251 354 355
4. Local operating expenses (2— 3)...... 239 233 259  26.1 271.7 325 350 440 439 48 58.7
S. Import content of Jocal expenses (12 14

pereent)? ..., 0 29 3.2 33 35 4.1 44 5.5 5.5 5.2 7.0

Sources: As for 1able A-) (a).

Nore: T. K. Serangan in his Liner Skipping ‘in India’s Overseas Trade,
chap vn, tabie 36, arvives a1 the following Bgures for freighi revenue on exports
Peid 10 foreign shipping lines.

1961: 362 million rupees ($518.0 miliion)
1962. 481 million rupess ($101.1 mitlion)

1963, 618 mulhon rupees ($129 8 muihion)
The lting **Foreign hang wpls " would compare with the
Ppreceding calculstions as follows:
Serengon Tabie above
(SUS. msllion)
9.4 131
11.0 15,9
1) 16.7

‘s estimates of “freight revenue on #3pors paid to foreign shipping
limes'* are arvived st by “‘applying the perceniage freight Lo valie of imports 10 the
value of exports and deducting the sctual freight earmings of lndn ahipping
companm: on exports’ (. + 0p. €il, table 36, fool-note).

The official Government of India estimate for freight revenwe on exports to
foreign shipping companies is a residusl arvived st afler deducting the reposted
of Indun shipping companms from the Lotal sstunafed freight on erports.
ssumate 13 based on the survey of GR Expon Form which gave a figure of
3.7 per cxnt for {reight (see The Merchant Marine Direciory, New Dulhs, 1966).

-~ .

62

mehmmmlnvmbk.uw!munldwmm&w
is deducted as forengn exchange receipts forgone.  See table A-) (a), foot-nom ¢.
No sllowance could be made for the eristence of Passenger fares, with the 1esult
that the foreign exchange cammings forgone may be shghtly undersisted.

In this item. the import element is besed on bal f-pay

(sec sources sbave) The export element in the case of Argentina is calculated
ded ng d liaes’ sarnings on exports from 10 per cent of the total

f.0.b. value of all exports  (This ¢ can vary widsly, probadly betweso

7 and IS per ceni.) In the case of India, the Bgures are derived from the sources

tneniioned i table A-3 () (Exchange rate of SU.S.1. = rupees 4.76) (s0e ROs 5

below),
A 121,, per cent allowance is made from the gross disbursements 1o allow for the
import in the dubd A this is approzimatsly the

percentage found 10 bave obtawned in Israe! in 1958-198
partment, The Jsrael Merchan: Marine: An

1962), p. 102).

Tabie A-3 (a): sum of “Gains’’ items A and B,

Assutwed: based on Lsrael study and scattered data for other countries.

See noie ¢ above. Also, § itly i for crew wages spent or
remitted abroad of 12 i/, per ceni; actual fgures unknown, but beinved (0
be sbow 10 per cent for deveioped countrm (but pote that Norwsgian figure
i about 30 per cent); allowance seeds to be very much higher when foreign crews
are employed.

. Bank of [sracl Research
Ecomomic Appraisal (Jerwalem,




B. Tamz A-3

gzi&gglirﬂsg&‘ii&-;nﬂ%gv
) (a) Developing countres

(8 U.S million)

India ©

1964

25.6
5.7
6.9

61.8

6.9
20.0
29

298 373

320 364

1962 1963 1981 L2 1904 1963

363 389 245 283 283 338 382
250 217 ST 14 12 .11 27
140 180 269 288  3is

BOY 147%  one 263 U3 111 13

69.3 81.3 64.6 80.0° 86.7 80.8 85.0

159 16.7 37¢ 47¢ 49 5.5 6.5¢
¢ 208°c 244° 17] 16.8 20.0 28.2 29.3
s, 4.1 44 5.5 55 5.2 1.0

40.2 45.2 252 21.0 304 389 428

29.1 3e.l 394 53.0 56.3 419 422

Sowrces: Arpewting laf & pimd by A G jar Clament Indie:
{#) Treepor: Sarcrriary, Gowernment of India The Merchant Marine Directory
7966, New Delki, 194, pagee r1i/ and tzxass, (3) T K Sxracgan, Liwr Shiypping
i Jndie') Overveas Trade, abica M and 33 /srarl Datr Gom lermel halancx of
PuyDarpts report sdpamiad 10 eaciude e pu end dishuwisements by sir carrmny
Actual Agures sappimd by Iosa! delegauor 10 U sacond mgaron of the Unsted
Natiome Comfernrcs om Trede sod Dewslopomnt

Lowous, iswme E and G—em table A4 (o).
* Cowvareics mam wand. US| = rapems 4.76.

.YKE-?EBE>E-¢8§E.
* Lerwel pot Imewn ?%’g!_&.éigiix

by § N Santlacha, Tremg Shipping in Indtc (Bombay, Uriversiny of Bombey,
1966] sbows & Apwe of X per cent Theee are 50! all overrass disbursemarais:
on the other hand, dobursemcois for Iuen are ighar, Sincs lodis has pro-
porionaicly more tramps than 10 the world Baet (183 Pet orot &1 agaimst 1S pet
cent), the relatively low figure of X0 per cant is amuroed.

4 msgﬁiigsﬂnéﬂgiusgs-évr.u]l

of pross gaens w sasumed.

a
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Coutrlimtios of matioms! merciwnt

TadLE 7

soorimes fo helsoces of MeYmeots, exchading capltal - charges (pverages of yesan shown)
(8 US. millon)

Ncl.hk
g dhoon United
Argexting Indua Isracl liely Japan A.'MU“ h.lﬂ..._s of
&nd Nociaera America
e land
1963-1985  1961-1963  I9GI-1985  1901.1985 1661963 19811963 1961.196.¢
Gairs
A. Freight on impons ... .. 270 338 30.0 183 579 678 345
B. Freight on exports .. ... 25.8 4.6 6.0 67 218 409 513
C. Croas unde fresght .. ., 6.1 118 N 242 236 35 1013 160
D. Passcoger fares ... . ... 7.1 : i9.2 178 39 227 102
Total ............... .. 66.0 19 79.4 664 89; 2327 1120
Losses
E. Foreign exchange receipis
forgome ........ ...... 7.2 15.2 5.1 49 105 178 414
F. Disbursernent overscas . . 219 216 2.3 193 204 873 484

G. Import conient of local

339

51

38y

58

54

20

Krarce © Bt arner. tables A-? (@) A-Y (B}, A4 (c) and A4 )
& Moy comruad for e Unare Suro of Ame;ics op the grounds thei i is a

QOL- PO -ar v nte tad ROy,

segligibic

asd therefore (hr impon coolent musi be
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D
Tamee 11
lenmmﬂw—duulmdmm
“‘P‘ﬂcch c-l.r!bullon Comment
Fleet studies
@i 20 63 Foreign exchange costs of buying ships mof included.
The United States of America is included in (i), exclu-
(i) * 4“4 63 ded in (ii)
(idi) * [+] 43 Capital charges assumed to absorb 20 per cent of gross
carnings and to be payable in foreign currency. The
(iv)* 24 43 United States of America is included in (iii), excluded
in (v)
Specific figures ® relate 1o Israel Jor:
14 1959
16 1958 : .
25 Latin America, 1950 ¢ '
47 United Kingdom, 1952 ¢
k2 United Kingdom, 1958 ¢
28 United Kingdom, 1960 ¢
27 United Kingdom, 196] ¢ "
- Single-ship studies
53 7,000 ton cargo ship constructed in France *
4 As abowve, constructed and financed abroad *
60 13,500 ton petroleum carrier constructed in France ¢
kY) As above, constructed and financed abroad *
s s Semi-hypothetical but realistic example, liners only !
25 3s Australia, 1967, ship built wholly in Australia ¢
s 19 Australia, 1967, ship built wholly abroad *
55 Bulk carrier, India, 1963; actual data *
. 73 Bulk camner, India, 1966; actual data; capital charges
’ pot included *
51 Tramp-cum-liner, India, 1966; actual data; capital
charges not included ¢
Source and notes: the balance of payments affects of establishing s national merchant marine through

© The first liaw is derlved from table 7 above. For the second line the grounds 8 lpotbetical ssample whach yislded Lhe resut that *'the ratio of improvement
for eacluding the United States of Amenica are explained in paragrapb 173 in the balance ofp.yn:nl_: (0 §70¢s sarnings of the fleet varies from 3.4 per caat

sbove. In the third and fourth lines Lhe Agures are shown after making allow - ﬁzhw.ﬁ"h?hmam:‘f&'.’:‘rg‘?;:x!?m;-::‘::,:"? "M'“ﬂ
.o for capital charges as axpiained is paragraph 193 above. for » m; purchased abroad and operating when rates are “unprofiable”. Even
+ * Dau from Baak of lu-! Reecarch Department, The Irrael Merchant Marine: thess results may be optumistic. Gows assumes 80 per cont capacity uiilization
An E ic Appraizal (. { 1962). Ab approach cios foml}on to which may seidom be excesded in 800d periods, whorcas is bad ods it will
that used hare was adopied by the Bask of Istael in its praisal of ldom be witained: bowever, the method of work used probably means that
the Isrme)-marchant marine. A carful snd dewailed anslysis of the accounts similar retults would have been obuined from differsot load factors. Further,
:: mm thres t:r-:w lm:: o‘{h‘”ml.q“u:p.nlt"lmu ; u::' contribution Goss assumet that all wages are & domestic cost to the mipl:-:xn. ?umry
balance of peymea Iarae to per cent o PO sarvings bereas f blishi i chan to the

of the nationa! merchant muarine in 1951 and 14.0 pur eat o 10" reniviances formacyly e pabiag » nitional merchant mar o i

runitiances formerly made by seamep working on foni‘n sbips end 10 incur
.T. (Washing- balance-of-payments costs for remittances homs of foreign ssamen smployed
ton, D.C., The Brookmge Insutotion, 1966), pp. 100 and 10). Browa’s calcula- in national ships. ¥

:Lo.mmlu-ly based on figures given by P. Garoche, “The lmporance of Hand-  » A. Hunter, “Some Notes on Natioaal Shipping Lines: the Australiao Case''

on 8 Ship's Operating Costs’’, Uniled Nations Transport and The Ecomomiv Record, Australia, 1967 (Journal of the Economic Society
Communications Review, vol, 3 (AprilJune 1930). The Agwe are ! in of A Iis and New Zealand, A lian Naticna! Usnivenity), pp. 26-27.
he wense that they do nol refer 10 any particular country It is assumed that MHunter tly foll Goss's bod of wosk. The mimimum Bgures relate
the ahip is built oversess, but capital charges 1o the balance of payments are $0 an unprofitable situation and the mazimum fAgures to & profitable situatioq.
oaly 7 per csnt of towal costs, which s wvary low,

He ai30 makes an intermaediaie calculation for s ship built 85 per cent in Austraba
¢ Studa relating (0 Brizusb shipping in the years 1932, 1930, 1960 and 1961 yiclded and obiains & munimum figure of 22 per cent and & mazimum of 33 per cemt.

the follo results: The capiial cost of the ship is £1.23 milliop sterling and anaual capital charges
0 the balance of paymeants ars made up of straight line depreciation over twenty-
Gross ., Net foreign exchange  Foreign sxchange five years, plus interest at 6 per cent on the svarage capital employed aver the
Y oaraings Sain of British 8oin a3 par cent 1ifs of the ship, giving annual capital charges of £89,000 ste1ling to the balance of
sar #hipping o gross earnings paymeats for a ship built wholly abroad. l:::u m‘-’::hn;hy method for h“lt;
i ual ital chary uald t t X snaum, whic!
(Pounds sierling miiitons ) (Percontages) m‘d“n;:. .’c;p’" cent E ﬂ'nou rl‘h:.n in |.°ubh form shin when the
7ss 260 ar ship is built overseas. ” ndie
y * Calculated {rom figures presented by 3. N. Sankische Tramp Shipping i
o v i (Bombay, Usiversity of Bombay, i966), p.122. Data derived frovg two siudiss
, e 2 et bm S My S e e T
. ober related (0 & bulk -Lurops ore
The tor for l”ﬁ,";’.,‘y“rlm have :l; e e M’ -orey sad the United Staim-lodia grain trade. both showed foreign exchange
Pros). 2- 417; 1961 calculated frow Britmd Shippiag and Baiance of Faymamine: |, —'“”"‘“““""""“"‘""“"'"'”"._"D."‘:,"""“‘;,m
vs. & Summey. in Bemiers Magazine, London, Ociober 1962, p. 264, The Calculated from data presenisd by 8. N. Sankischa opmens

Sownard tread in the Rritush Byures s 201 ignificant o the srgument ta chapies v Shipping and Forsign Trade Earnings' in Foreign Trade Review, July-Seprwmber

i it i 1967, Now i Institute of P Trade). No aliowance sppean
The trend arises from Iaciors specifc (o British lhlppu‘; wun-nna:mlhai:mmﬂd content .rn-lm‘,.:m. otc., taksn 1o homs porw,
* Comiué Contral des Asmaieurs de Frasce, Effers de I'investissament mariiime Bor for forsign exchangs receipcs forgons by wsing lodian rather than forsign
B s dbalance des paiements (Paris 1967), pp. 10, 24, 32 and 36, ships, Capital charges not aciuded.  The two ships were paid for over eight
? R. O. Goss, duts from “ln in Sbi and ths Bal of Pa : years and durlog this period the capital chargss absorbed on averange 7) per
A Case Scudy of Iaport Subuii Policy™, Journal of Induitrial E. . amat of tbe met foreign exchangs sarmings of the bulk carrier and 6 per ceat ia
s March 1965 (Oxford, Baai Blackwell), p- 118. Goms approsched the quastion of the case of ths tramp-cum-liner,

40
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source: "Shipping- How it Works"

Th. Rinmman. R. Lindén , p.148

£s 1000) per man employed at constant (1968) prices

26

Proportions of various countries’ foreign trade in tons transported by own

national merchant navies.

Third World countries %

Philtpines .. covveveeecninnre 22
South Korea... TTTTITI 24
TAIWAR e eereeiereraeeeen riescraertaneeaane kY]
Thatland .....coovovivninines e erar e v
Uruguay

VenezZUEld.. oviiiirees s e 10

Industrialised countries %
Australia

Belgium. ...oocnviineiininanns

Can‘ddd .......................

Denmark

Finland

Franue ovneeieins ceenvnecsnsineiseneenanes 38
Germany (Federal Republicy . o, 29
GICREE . ot veireiiteiaeivrraeaianseranneonns 30
Ireland ....ooooete e 10
Rady © o e Lo23
Japan ..o e e 47
Netherlands oo e 7
Norwad ... ... ettt e e ae et aas 43
South Afnica’

Span ...

SWEAEN . ooeieereiieee e 1
United Kingdomi...... ..ooooe. " SUPPPR
Uinated States of AMERICA. ....cooe cvvennees 6

Trends in capital intensity P
804 /, ~- = Sea {Tunsport
-
'//
40 L ’
. e e — o Rullways
L — -
301 et
o //
/"/4/’
///
— ... ==+ Port and inland
20 - icati
. Telecommunications
—_————— P s .
T Ty L ST TR ~ Air transporl
(1 S T I Rouad haulage contracting
, and storage
[ sememma’_ Road passenger
Lu- B S R RS T transport

FEEizEEcic

197

T
& & &

1978

Sources: Deakin and Seward as well as Metaxas.
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