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CHAPTER I

INTRODUCTION

T ra n s p o r ta tio n  be in g  a  sec to r w ith in  a n  economy 

p la y s  a  v i t a l  ro le  in  th e  economic developm ent o f a  

c o u n try . I t  is  c le a r ly  a  fa c to r  o f im portance in  a l l  eco

nomic a c t iv i t ie s  a n d  fo r  a n y  p a t te r n  o f economic dev e lo p 

m ent chosen, w h e th e r e x p a n d in g  o f  a g r ic u ltu ra l  sec to r or 

a n y  o th e r  ty p e s  o f in d u s try  a n d  in d u s tr ia l  re la te d  d ev e

lopm ents, t r a n s p o r t  is  a  k ey  fac to r.

T he re la t io n s h ip  betw een tr a n s p o r t  a n d  developm ent 

is  a  su b je c t o f  co n s id e rab le  th e o re tic a l  in te r e s t  an d  

p ra c tic a l im portance. T he in te ra c t io n  betw een th e  le v e l 

o f a n d  p a t te rn  o f  tr a n s p o r t  resources a n d  th e  av e ra g e  

le v e l o f  l iv in g  o f p o p u la tio n  o f a n  a re a  is  a  c r i t ic a l  

fa c to r  a f f e c t in g  econo#mic an d  so c ia l p rogress an d  m ust 

be ta k e n  in to  a cc o u n t a t  a l l  s tag es  o f  n a t io n a l  an d  

reg io n a l developm ent p la n n in g  /I.

A c o u n try  re q u ire s  a  c e r ta in  le v e l o f t r a n s p o r t  p ro

v is io n  d ep en d in g  upon  i t s  economy in v o lv e d  an d  i t s  le v e l 

o f developm ent to  maximize i t s  p o te n tia L  T h u s th e re  is  

a n  optimum tr a n s p o r t  c a p a c ity  fo r  a n y  developm ent lev e l. 

T he  e x is te n c e  o f  u n s a tis f ie d  dem and fo r  t r a n s p o r t  may 

overtim e h a v e  a  se rio u s  a d v e rse  e f f e c ts  on  th e  economy o f 

a  co u n try .

<D KraftjG  T he Role o f T ra n s p o r ta tio n  In R egional
%

Economic Developm enLCCharles R iv e r Asso- 

c ia te s  E%esearch S tu d y , London, 1971.)p.0
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T he ro le  i t  p la y s  in  prom oting developm ent is  u n q u e s tio 

n a b le  an d  t r a n s p o r t  c o n s ti tu te s  one e lem ent in  a  v a r ie d  

in f r u s t r u c tu r e  n ece ssa ry  fo r  economic growth.

T he re la t io n s h ip  betw een t r a n s p o r t  an d  grow th is  

suggested  in  d i f f e r e n t  asp ec ts  o f  economic th e o ry , e sp -  

p e c ia lly  t r a d e  th e o ry  a n d  re g io n a l economics.The majDr 

im petus fo r  grow th comes, a t  le a s t  in  th e  s h o r t ru n , from 

th e  a b i l i ty  o f a  reg ion  to  p roduce goods a n d  se rv ice s  

dem anded b y  th e  n a t io n a l  economy a n d  to  m arket th e s e  a t  a  

com petitive  a d v a n ta g e  w ith  re sp e c t to  o th e r  reg ions. T h is  
p ro p e n s ity  fo r  e x p o r t d epends to  some e x te n t  on th e  

access t h a t  a  reg ion  shows in  assem bling i t s  f a c to rs  o f 

p ro d u c tio n  an d  d epends on th e  in te r n a l  economic s t ru c tu re  
o f th e  reg ion  12.

At th i s  p o in t  w h a t i r ^ e n e r a l  sh o u ld  be  m entioned  is  

t h a t  tr a n s p o r ta t io n  be in g  a n  in te g ra l  p a r t  o f th e  produc

tio n  process a n d  w hich h a s  a  d ire c t b e a rin g  on a  

c o u n try 's  economic developm ent is  o f v i t a l  concern. T he

re fo re , a t  a l l  s tag es  o f economic developm ent o f a  coun

try^  th e  in tro d u c tio n  a n d  developm ent o f a n  a p p ro p r ia te  

modern tra n s p o r ta t io n  makes a  wide ra n g e  o f new economic 

o p p o r tu n itie s  s im u ltan e o u sly  a n d  is  th e re fo re  l ik e ly  to  

promote growth. T h u s i t  is  e v id e n t  t h a t  a t  p re s e n t in  

d v elop ing  c o u n tr ie s  b e t te r  t r a n s p o r t  n e t-w o rk s  a n d  f a c i

l i t ie s  a re  seen  a s  a n  e s s e n tia l  e lem en t in  th e i r  d ev e lo p 

m ent process a n d  sp ec ia l co n s id e ra tio n  is  dev o ted  to  i t  

in  th e i r  sh o rt- te rm  an d  long -term  developm ent p la n s .

<2> K ra ft, Ibid, p.20
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T here  is  a n  im p o rtan t d if fe re n c e  in  th e  tr a n s p o r ta 

tio n  in d u s tr ie s  a n d  h a v e  m any forms. T he t r a n s p o r t  forms 

a re  m ain ly  la n d , a i r  an d  w ater. A lthough  t r a n s p o r t  in  

g en e ra l is  v e ry  im p o rtan t fo r  economic developm ent o f a  

c o u n try ,th e  r e la t iv e  im portance o f  each  o f th e se  modes o f 

tr a n s p o r t  may v a r y  from o ne  c o u n try  to  th e  o th e r, d ep en 

d in g  upon  th e  n a tu r a l  c o n d itio n s  a n d  endowments. I t  

d epends on th e  in te r r e la t io n s h ip  o f  d i f f e r e n t  p h y s ic a l 

a n d  economic fa c to rs , such  a s  th e  geographicad loca tion , 

e x te n t  o f n a v ig a b le  in la n d  w aterw ays, economic a n d  

tech n o lo g ica l advan cem en t an d  d ire c tio n  o f  th e  main 

e s s e n tia l  t r a d e  ro u tes . B u t a l l  th e se  forms o f t r a n s p o r t  

in d u s tr ie s  b ecau se  o f th e  d if fe re n c e  in  th e i r  c h a ra c te 
r is tic s , each  h a s  i t s  p e c u lia r  s ig n ifican ce .

M aritime sh ip p in g  which is  a n  e lem ent in  w a te r t r a l l^  
p o rt system  h a s  a n  im p o rtan t ro le  in  th i s  process o f a  

c o u n try 's  economic developm ent.

S ince th e  e a r l ie s t  records o f world h is to ry , peoples 

h a v e  v e n tu re d  upon  th e  w aters.T he developm ent o f  ocean 

sh ip p in g  p ra c t ic a l ly  co incides w ith  th e  developm ent o f 

hum an race. Human in g e n u ity  h a s  c o n triv e d  to  im prove th e  

m eans o f tr a n s p o r tin g  o f ^oods a n d  people b y  w aters, from 

th e  e a r ly  age c r a f t s  to  th e  modern su p e r l in e r  sh ip s  a n d  

w ith o u t d o u b t th e  f u tu r e  w ill b rin g  f u r th e r  im provem ents 

in  design  a n d  o p e ra tin g  e f f ic ie n c y  w ill p la y  a  v i t a l  ro le  

in  c o n tr ib u tin g  to  th e  f u tu r e  w e ll-b e in g  o f hum an socie
t ie s  in  th e  world.

T he P re s e n t S h ip p in g  scene

E f f ic ie n t  low cost t r a n s p o r t  b y  ocean  sh ip p in g  is  

th e  m ajor im p o rtan t to  a l l  th e  p a r tn e r s  in  th e  i n t e r -
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n a t io n a l  tra d e . T h is  is  p a r t ic u la r i ly  im p o rtan t fo r  

d ev o tp in g  c o u n tr ie s  a s  th e y  seek to  ra is e  th e  le v e l o f 

th e i r  p ro d u c tio n  an d  consum ption b y  open ing  up  new mar

k e ts  an d  source o f su p p ly . World sh ip p in g  is  d ire c tly  

a f fe c te d  b y  two m ain tre n d s  p re v a i lin g  a t  p re se n t an d  

p ro b ab ly  a lso  in  th e  fu tu re .  T hese a re  th e  developm ent o f 

th e  t r a d e  an d  th e  tech n o lo g ica l an d  in s t i tu t io n a l  d ev e
lopm ents in  th e  in d u s try .

T he m ajor tecno lo g ica l developm ents w hich h a v e  ta k e n  

p lace  in  th e  sh ip p in g  in d u s try  a re  c u r re n t ly  a p p a re n t  in  

th e  follow ig fo rm s- such  a s  c o n ta in e r  sh ips, l ig h te r  

ab ro ad  ship(LASH) vessels, ro ll/on  /ro ll/o ff , mammouth 

ta n k e rs ,su p e r b u lk  ca rr ie rs , o i l-b u lk  ore(OBO) c a rr ie r ,-  

S pec ia lize  u n i t s  such  ta n k e rs  fo r  chem icals, u n tiz a tio n . 

N uclear p ropu lsion , th e  gas tu rb in e , au to m atio n  on board  

a n d  th e  u se  o f 6om puters in  th e  o p e ra t io n a l sec to r o f 

sh ip  m anagem ent, w hich a c tu a l ly  r e f le c ts  th e  d ram atic  

ch an g e  o f sh ip p in g  techno logy  in  re c e n t y ears . A f u r th e r  

developm ent h a s  th e  tr e n d  tow ards au to m atio n  an d  reduced  

crews, w hich reduced  or re s tra in e d  in c re a se s  in  cost o f 

tr a n s p o r t  an d  a lso  w hich m eant g re a t ly  in c reased  a q c u is i— 
tio n  cost o f sp ec ia lized  vessels. All such  developm ents 

h a s  been  seen  p a r t ic u la r ly  on th e  v esse ls  o f developed  

m arket economy c o u n trie s  which a re  ow ners an d  su p p lie rs  

o f  th e  s ig n if ic a n t  p ro p o rtio n  o f th e  world sh ip p in g  to n 
nage.

T he dem and fo r  ocean sh ip p in g  b e in g  a n  in te g ra l  an d  

d e p e n d a n t p a r t  o f  in te r n a t io n a l  tra d e , h a s  been  a f fe c te d  

b y  world economy. T h ere  h a s  been  a  period  fo r  sh ip p in g  
in d u s try  o f grow th a n d  dynamism a n d  h a s  a lso  ev o lv ed  
se rio u s  th re a ts .

In th i s  e ra , we w itness g loba l problem s fa c in g  man

4



k ind , such  a s  th e  problem s o f raw  m ateria ls , energy ,food  

a n d  envirom ent,etc- g iv e  r is e  to  se rio u s  concern ,each  o f 

w hich in v o lv e s  in te r n a t io n a l  sh ip p in g  e i th e r  a s  m eans o f 

tr a n s p o r ta t io n  an d  en e rg y  consum er o r a s  a  p o te n t ia l  

th r e a t  to  th e  m arine env irn m en t.

In th e  p a s t  few y e a rs  d u e  to  th e  world economic 
depression , th e  sh ip p in g  in d u s tr y  was fo u n d  among th e  

most s e r io u s ly  a f fe c te d . In  fa c t ,  sh ip p in g  an d  in te r n a 

t io n a l  t r a d e  follow  th e  g e n e ra l developm ent o f world eco

nomy an d  th e  world economic system  h a s  p roved  i t s e l f  to  

be  ex tem ely  u n s ta b le . T he s t r u c tu r a l  weaJcness- i.e, th e  

p re v a ilin g  com plim entary system  in  th e  world economy, in  

p a r i t ic u la r  th e  u n fa v o u ra b le  b a la n c e  o f t r a d e  betw een  th e  

in d u s tr ia l  p ro d u c ts  an d  raw m a te ria ls  added  to  th e  reces

sion  h a s  a f fe c te d  world sh ip p in g . F urtherm ore , sh ip p in g  

a s  a n  in te r n a t io n a l  in d u s try  is  e sp ec iaJ ly  su sc e p tib le  to  

v a r io u s  im balances in  in e t r n a t io n a l  p o li t ic a l  a n d  econo-- 

mic processes. For th e se  rea so n s  a  red u c tio n  in  th e  

grow th o f world commerce an d  th e  economy a s  a  w hole w ill 

a f f e c t  in te r n a t io n a l  seab o rn e  t r a d e  an d  sh ip p in g  n e g a t i

v e ly . According to  UNCTAD^3) d u rin g  1979-1983, world se a 

born  tr a d e  dec lin ed  from 3. 77 to  3.25 b il lio n  to n . As p e r 

GATT s e c re ta r ia t  estim ates, 1984 showed a n  in c re a se  in  

th e  volum e o f world commerce o f a b o u t n in e  p e rc e n t which 

b ro u g h t a n  upsw ing in  seab o rn e  t r a d e  a s  w e ll B u t a t  th e  

beg in in g  o f  1985, th e  la id  u p  to n n a g e  s t i l l  stood a t  

a b o u t 50 m illion  deadw eight.

T odate, we f in d  t h a t  th e re  is  m arket im balances 

a n d  d iseq u ilib riu m  in  world sh ip p in g  Le.,excess o f  s h ip -

<3) A vem J. M aritime T ra n sp o rt In  th e  Wrold Econmy,

(A rticle, S o v ie t S h ipp ing , A pril, 1985)p2
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T

p in g  c a p a c ity  o v er th e  dem and fo r  se a  t r a n s p o r t  sevices. 

V arious programmes fo r  sc rap p in g  o f  U ie la id  u p  to n n a g e  

h a v e  been  tr ie d , th e  f r e ig h t  m arket s i tu a t io n  to d a y  is  
s t i l l  dep ressed  a n d  b a n k ru p tc ie s  o f  sm all an d  medium 

sh ip p in g  e n te rp r is e s  became a  common phenom enon As a  m at

te r  o f  fac t,m ark e t mechanism w hich in  th e o ry  sh o u ld  reg u 

la te  th e  su p p ly  an d  dem and fo r  th e  sh ip p in g  sev ice  h a s  

p roved  i t s e l f  u n s ta b le  to  perform  i t s  fu n c tio n  in  th i s  

s i tu a tio n . In th i s  regard , i t  would seem t h a t  th e  d ec lin e  

in  dem and fo r  th e  sea  t r a n s p o r t  se rv ice s  sh o u ld  h a v e  s to -  

ped th e  grow th o f world to n n ag e . B u t p a ra d o x ic a lly , some 

sh ip b u ild in g  y a rd s  in  some c o u n trie s  h a v e  c o n tin u e d  to  

su p p ly  new sh ip s  a l th o u g h  th e re  is  a  problem  o f em ploying 
them  in to  o p e ra t io n a l a c t iv i t ie s .

For dev e lo p in g  c o u n tr ie s  such  com plicated a n d  p a ra 

d o x ica l s i tu a t io n  in  th e  p re se n t a re n a  o f world sh ipp ing , 

h a s  b ro u g h t a d d i t io n a l  problem s in  e s ta b lis h in g  o r e x p a n 

sion  o f th e i r  own n a t io n a l  sh ip p in g  in d u s try .

As we know from th e  h is to ry  o f world m aritim e t r a n s 

port, u n t i l l  en d  o f World War II, in te r n a t io n a l  sh ip p in g  

was co n tro lled  alm ost e x c lu s iv e ly  b y  a  few  m aritim e 

powers, a n  in te r n a t io n a l  t r a d e  was a lso  dom inated  b y  th e 

se  co u n trie s . Economic grow th is  v i t a l l y  lin k e d  w ith  a n  

in c re a s in g  s h a re  in  th e  in te r n a t io n a l  t r a d e  s in ce  th e  

s ig n if ic a n t  p ro p o rtio n  o f th e  d ev e lo p in g  c o u n trie s  e x p o rt 

is  composed o f m ain ly  p rim ary  p roducts, th e  p rice  fo r  

th e i r  m ajor e x p o rts  h a v e  b een  g e n e ra lly  s ta g n a n t  o r dec

lin in g  a n d  on th e  o th e r  h an d , th e  p rice  o f m a n u fa c tu red  

p ro d u c ts  h a v e  been  ris in g . I f  we m easure th e  im pact o f 
th e se  d iv e rg e n t p rice  tre n d s  on th e  economics o f  th e  

d evelop ing  co u n trie s , i t  h a s  in te n s if ie d  th e i r  problem  b y  

in c re a s in g  th e  dem and fo r  im ported c a p i ta l  goods an d
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in d u s tr ia l  im petus fo r  th e i r  economic in f ru s tru c tu r e ,  

a g r ic u ltu re  a n d  in d u s tr ia l  developm ents. T he d e te r io ra 

tio n  in  th e  term s o f tra d e s  o f  dev e lo p in g  c o u n tr ie s  h a v e  

been  f u r th e r  a g g ra v a te d  b y  th e  h e a v y  im pact o f  r is in g  

f r e ig h t  r a te s  t h a t  th e se  c o u n tr ie s  h a v e  ex p erien ced  as  

n e t  b u y e rs  o f sh ip p in g  servlce.<4)

T h ere fo re , d ev e lo p in g  c o u n trie s  in  th e i r  d e te r io ra 

t in g  b a la n c e  o f  paym ents  s i tu a tio n ,  th e y  h a v e  rea lized  

th e  a d v e rse  e f f e c t  oh th e i r  b a la n c e  o f paym en ts  o f  th e  

ou tflow  o f fo re ig n  ex ch an g e  in  pay m en t fo r  in v is ib le  

tra n sa c tio n s . In w hich sh ip p in g  tra n s a c tio n  is  th e  m ain 

among th e se  in v is ib le s .
T he o b je c tiv e s  o f m any d evelop ing  c o u n tr ie s  fo r  

f le e t  a c q u is itio n  a re  d iv e rse  economic a n d  non-economdc 

ones. To a t t a in  th o se  o b je c tiv s  th e y  sh o u ld  be  en a b le d  to  

develop  th e i r  m erchan t sh ip p in g  th ro u g h  th e  ad o p tio n  o f 

m easures a s  m ight h a v e  b een  a p p ro p r ia te  to  perm it th e i r  

sh ip p in g  to  p e n e tra te  a n d  compete in  th e  in te r n a t io n a l  

a re n a  o f sh ip p ig  fo r  th e  a t ta in m e n t of- th e i r  economic 

o b jec tiv es.

A c tu a lly  world sh ip p in g  a s  a n  in te g ra l  com ponent o f
\

th e  g loba l system  o f in te r n a t io n a l  economic re la tio n s , 

th e  ab o v e  m entioned  s i tu a t io n  h a v e  b een  d iscussed  a t  

v a r io u s  co n fe ren ces  a n d  in  some o th e r  in te r n a t io n a l  

forum s. T he p u rpose  o f  m en tion ing  some p o in ts  h e re  is  to  

g iv e  some n o tio n  a b o u t th e  p re s e n t s i tu a t io n  o f world 

sh ip p in g  in  g e n e ra l an d  h a v e  in s ig h t  in to  th e  m aritim e 

t r a n s p o r t  need s  a n d  sign ig ican ce  in  th e  economy o f a  

dev e lo p in g  co u n try .

(4) R ajw ar, LJIS. S h ip p in g  a n d  D eveloping C o u n trie s
(G en ev e-Jn te rn a tio n a l C o n cilia tion , 

p u b lish e d  b y  C arneg ie Endowm ent fo r  

in te r n a t io n a l  Peace, March4.97D p.7
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I t  is  in  th e  l ig h t  o f  th i s  t h a t  we see E th io p ia  as  

one o f th e  dev e lo p in g  c o u n trie s  in  th e  world h a s  i t s  own 

n a t io n a l  sh ipp ing , so u g h t n ece ssa ry  fo r  i t s  economic 
developm ent in  genera l.

In th e  w ritin g  o f th i s  p aper, a n  a tte m p t is  made to  
see  th e  economic s ig n if ic a n c e  o f  E th io ia n  N a tio n a l 

S h ip p in g  in  th e  economy o f th e  c o u n try . Hence, fo r  t h a t  

pu rpose ,an  o v e ra ll  rev iew  o f th e  E th io p ia n  economy an d  

f u tu r e  grow th p rospects  is  described  in  c h a p te r  II, which 

summarizes th e  p re se n t g e n e ra l s t r u c tu r a l  c h a ra c te r is t ic s  

rev iew ing  th e  p a s t  perform ance a n d  th e  p la n  fo r  f u tu r e  

growth. T he g e n e ra l c o n s id e ra tio n s  a n d  o b je c tiv e s  in  

e s ta b lis h in g  o r e x p a n d in g  o f a  n a t io n a l  sh ip p in g  in d u s try  

is  d e a l t  in  c h a p te r  III. T h is  describes some g e n e ra l 

is su e  o f dev e lo p in g  c o u n trie s  in  th e i r  am bition  o f e s ta b 

lish m en t o r e x p an s io n  o f sh ip p in g  in d u s try  to  th e i r  p e rs 

p e c tiv e  economic needs. C om prehensive d e sc rip tio n  o f  th e  

p re se n t E th io p ia n  sh ip p in g  p a t te r n  is  i l lu s t r a te d  in  

c h a p te r  IV, w hich in c lu d es  some ch a llen g in g  a sp ec ts  o f 

sh ip p in g  w ith  E th io p ia n  p a r t ic u la r  re fe ren c e . F in a l ly  

com prehensive e v a lu a tio n  is  made in  c h a p te r  V fo llow ed  
b y  conclusion.
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CHAPTER n

REVIEW ON THE ETHIOPIAN ECONOMY,

PRESENT STRUCTURAL CHARACTERISTICS AND GROWTH PROSPECTS

2.1 G eography, H isto ry  an d  p o p u la tio n

E th io p ia  is  la c a te d  in  th e  n o r th  e a s te rn  A frica  

betw een 4 a n d  18 degrees. I t  i s  a  ru g g ed ly  m oun ta in o u s 

c o u n try  w ith  a  g e n e ra lly  tem p era te  c lim ate th ro u g h  o u t 

th e  y e a r , bordered  b y  th e  S udan , K enya, Som alia an d  D ji

b o u ti. I t  h a s  a  coast l in e  o f 800 k ilom eters long  on th e  

Red Sea.

T he c o u n try 's  la n d  mass a re a  e x te n d s  to  o v e r 1.2 

m illion sq a re  meters, w hich is  th e  te n th  la rg e s t  in  

A frica. I t  is  tw ice th e  size  o f F ran ce  o r o f T ex as  of 

th e  n e ig h b o u rin g  K enya. T hese  la n d  a re a  is  b ro a d ly  

dev ided  in to  two m ain g eo g rap h ica l zones, nam ely  th e  

h ig h la n d  p la te a u  o f  c e n tr a l  E th io p ia  an d  th e  su rro u n d in g  

low lan d s.

T he to t a l  p o p u la tio n  is  a b o u t 42 m illion  according  

to  1985 census, w hich is  th e  th i rd  in  A frica, i .e ,a f te r  

N igeria  a n d  E gypt. T he c a p i ta l  c i ty  is  Addis A baba,loca- 

te d  in  th e  c e n tra l  h ig h  la n d s  w ith  a  p o p u la tio n  o f  a b o u t 

1.5 m illion.

T he b o u n d rie s  o f  E th io p ia  em brace a  w ide d iv e rs i ty  

o f c u l tu re  a n d  h a v e  c o n ta in e d  a  long  v iv e d  h is to ry .

E th io p ia  m ay w ell be  cadled th e  t r u e  'c ra d le  o f  m ankind ', 

s in ce  th e  fo ss ilise d  rem ains o f  m an's o ld e s t known an ce
s to r  h a v e  been  fo u n d  h ere , d a t in g  3.5 m illion  y e a rs  /5.

5> E th io p ia n  Tourism, D iscovering  E th io p ia , (H a n d  L

Communications, London, 1978)p.30
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By th e  f i r s t  c e n tu ry  AJD. Axum was th e  th e  c a p i ta l  

w ith  a  s izab le  em pire co n tro llin g  th e  n o r th e rn  h ig h la n d s  

a n  in  c o n s ta n t to u c h  w ith  th e  o u ts id e  world th ro u g h  h e r  

main p o rts  o f A dulis (now ly in g  b u rie d  some 40 k ilom eters 

so u th  o f th e  p re se n t d a y  p o r t  o f  Massawa > in  th e  n o r th  

a n d  some o th e r  p o rts  in  th e  Horn o f A frica.

T he m iddle ages were e v e n t f u l  w ith  r is e  a n d  f a l l  o f 

d y n a s tie s . And in  i t s  m odem  h is to ry , d u rin g  th e  E u ropean  

co lo n ia l ex p a n s io n  period, th e  s to ry  o f  I ta l ia n  a tte m p t 

to  co n q u est E th io p ia , o u t  s h o r t  a t  th e  b a t t l e  o f  Adwa in  

1666 a n d  th e i r  second a tte m p t a f t e r  40 y e a rs  was a lso  

f  oiled.

T he c e n tu r ie s  o f t r a d i t io n  h a v e  b een  ta k e n  an d  

su p erseded  b y  a  fu n d a m e n ta l so c ia l an d  p o li t ic a l change  

in  1974.

22  A g ricu ltu re  a n d  In d u s try

E th io p ia  is  p red o m in an tly  a n  a g r ic u l tu ra l  c o u n try  
an d  a g r ic u ltu re  is  th e  m a in s ta y  o f th e  economy. T he v a s t  

m a jo rity  o f  th e  p o p la tio n  l iv e s  in  th e  r u r a l  a re a s  en g a

ged p rim arily  in  su b s is te n c e  economy. T h is  sec to r p rovdes 

a b o u t 65 p e rc e n t o f to t a l  em ploym ent in  th e  cotflff'y- Ins

p i te  o f th e  f a c t  t h a t  i t  acco u n ts  fo r  most o f  th e  employ

ment, i t  acco u n ts  fo r  a  much low er s h a re  o f  th e  o u tp u t. 

T he a g r ic u l tu ra l  p ro d u c t c o n s ti tu te s  a b o u t 50 p e rc e n t o f 

th e  gross dom estic product(GDP> a n d  80-90 p e rc e n t o f  th e  

to t a l  v a lu e  o f th e  e x p o rts  /6.

(6> Document o f  th e  World Bank, R eport on  P roposed Cre

d i t  to  E th io p ia , (R eport N a P.3942-ET, W ashing

ton : March, 26, 1985), pj.
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T he a g r ic u l tu ra l  perform ance in  E th io p ia  shows t h a t  

crops acco u n t fo r  a b o u t 80 p e rc e n t o f  th e  gross v a lu e  o f 

p ro d u c tio n  w hich a re  th e  m ain sources o f food a n d  in d u s 

t r i a l  raw  m a te ria ls  su p p ly  a s  w ell a s  fo re ig n  exch an g e  

ea rn in g s. L ivestock  w hich is  th e  la rg e s t in  A frica, con

t r ib u te s  lim ited  am ount to  th e  n a t io n a l  economy b u t  in  

re c e n t y e a rs  th e  e x p o r t o f  l iv e  an im als  h a s  began  to  

in c rease , th e  m ain food crops a re  ' t e f f '  i.e J .o ca lly  

consumed cereal, maize, b a re ly , sorgum ,wheat p u lse s  an d  

o il seeds. C offee  is  th e  m ain e x p o r t item  w hich g e n e ra te s  

a b o u t 60 p e rc e n t o f th e  c o u n tr ie s  e x p o rt ea rn in g s . T he 

o th e r  e x p o r t crops o f E th io p ia  in c ludes, o ilseeds, p u l -  
s e s ,s u g a rc a n e /ru its  a n d  v e g e ta b le s  /7.

T he r e la t iv e  im portance o f th e  a g r ic u l tu ra l  sector, 

how ever, does n o t  im ply t h a t  th e  a g r ic u ltu ra l  

p o te n t ia l i ty  o f th e  c o u n try  is  w holly  u sed  in  th e  sec to r 
a s  p ro d u c tiv e  i t  can  be.

T he la n d  u se  a n a ly s is  o f th e  c o u n try  shows t h a t  

a b o u t 64 p e rc e n t o f th e  to t a l  la n d  in  th e  c o u n try  could 

be  d e f in e d  aa  p o te n t ia l ly  o r a c tu a l ly  a n  a g r ic u ltu ra l  

a rea . B u t o n ly  8-10 p e rc e n t o f  th i s  aurea is  a c tu a l ly  

d evo ted  to  th e  p ro d u c tio n  o f  a n n u a l  crops a n d  th e  b u lk  o f 

th e  lan d , a b o u t 55j^is p a s to ra l  lan d .

According to  th e  la n d  u se  a n a ly s is  a n d  d e sc rip tio n  o f 

th e  e f f ic ie n c y  a n d  p ro d u c tiv ity  o f th e  a g r ic u l tu r a l  a jid  

l iv e  stock  p ro d u c tio n  is  much more below th e  p o te n t ia l  in  

two sense, t h a t  th e  b u lk  o f th e  c o u n try 's  a g r ic u l tu ra l  
la n d  h a s  n o t  y e t  been  b ro u g h t in to  c u l t iv a t io n  a n d  th e  

a g r ic u ltu ra l  p ro d u c tiv ity  is  much below th a n  i t  can  be.

11
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T he p o te n tia l  seems enorm ous in  t h a t  th e  n a t io n a l  

co n d itio n  seems to  allow  alm ost a n y  co n ce iv ab le  a g r ic u l

t u r a l  p roduct, c u l t iv a t io n  o f new la n d  w ill g re a t ly  con

t r ib u te  to  a n  in c re a se  in  p ro d u c tio n  a n d  te c h n iq u e s  an d  

modern in p u ts  a s  w ell a s  im proved crop m anagem ent, so il 

a n d  w a te r p re se rv a tio n  a n d  o th e r  im provem ent o f  p ro d u v -  

t io n  p ra c tic e  w ill in c re a se  g re a t ly  th e  y ie ld  p e r  h e c ta r  

a n d  a g r ic u l tu ra l  o u tp u t  o f th e  co u n try .

T he ro le  o f a g r ic u l tu ra l  sec to r in  th e  developm ent 

o f th e  c o u n try 's  ecomony is  o f v i t a l  im portance fo r  th e  

f a c t  t h a t  a s  a  sec to r w ith in  th e  n a t io n a l  economy can  

c o n tr ib u te  to  economic grow th a n d  developm en t b y  in c re a 

s ing  p ro d u c tio n  w ith in  th e  sec to r to  emerge a n d  grow, b y  

t r a n s f e r in g  o r lo a n in g  resou rces to  o th e r  sec to rs  /0.

A g ricu ltu re  is  la rg e ly  considered  a s  o ne  o f th e  m ain 

p o te n t ia l  source o f developm ent o f E th io p ia . In f a c t  th e  

squeez ing  o f resources from th e  a g r ic u l tu ra l  sec to r would 

n o t be  smooth u n le ss  th e re  is  a  co rrespond ing  in c re a se  in  

th e  p ro d u c tiv ity  o f th e  sec to r th ro u g h  th e  in tro d u c tio n  

o f  im proved tech n o lo g y  in  a ig ricu ltu ra l a c t iv i ty .

E th io p ia 's  known n a t io n a l  resou rces a re , gold p l a t i -  

nium , copper an d  p o ta sh . None o f  th e se  m in era ls  h a s  b een  

ex p lo ited , in  most cases, th e  p o te n t ia l  fo r  commer

c ia l e x p lo ita t io n  rem ains to  be  e s ta b lis h e d  on a  la rg e  

scale . M an u fac tu rin g  in d u s try  acco u n ts  fo r  a b o u t 10 p e r

c e n t o f  th e  GDP an d  i t  is  d e p e d e n t h e a v i ly  on a g ric u l

tu re . Agixi-based in d u s try  c o n s ti tu te s  a ro u ^  70 p e rc e n t o f

(8) F a s il  G/Kiros, R u ra l D evelopm ent, A ddis Aha ha ,1077.

12



lairge a n d  m edium -scale in d u s try .  H a n d ic ra fts  an d  sm all 

sca le  in d u s tr ie s  a re  o p era ted  b y  th e  p r iv a te  ow ners /9. 

T he s tru c tu re  o f th e  in d u s tr ia l  sec to r in  th i s  c o u n try  is  

ch a ra c te riz e d  b y  th e  l ig h t  m a n u fa c tu r in g  in d u s tr ie s  pro

d ucing  consum ption items. T he  f u tu r e  developm ent o f th i s  

c o u n try  a s  a  whole w ill depend  on th e  b a lan ced  d evelop 

m ent o f th e  p re se n t d o m inan t a g r ic u l tu ra l  sec to r an d  th e  

modern in d u s tr ia l  sector. And hen ce  th e  p re s e n t p la n n e d  

developm ent e f f o r t  could  n o t do o th e r  th a n  e n v isa g e  th e  

developm ent o f  th e  in d u s t r ia l  sec to r a s  to  th e  need  of 

th e  c o u n try 's  economy. In a c tu a l  f a c t  th e re  a re  c e r ta in  

b o ttle -n e c k s  in  th e  developm ent e f f o r t  o f  th e  c o u n try 's  

economy a s  a  whole a n d  th e  in d u s tr ia l  sec to r in  p a r t ic u 

la r . F in a n c ia l  resources, sk ille d  manpower in  a l l  a sp ec ts  

an d  o th e r  in f r u s t r u c tu r a l  a n d  s u p e r s tru c tu ra l  probleios 

a re  among th e  main problem s fa c in g  th i s  c o u n try . Hence 

th e  so lu tio n  lie s  in  a l le v ia t in g  th e se  problem s in d iv i

d u a l ly  o r on reg io n a l b a s is  w ith  th e  o th e r  dev e lo p in g  
co u n trie s .

Domestic tra d e , e sp e c ia lly  r e ta i l  t r a d e  a n d  road  

tr a n s p o r t  a re  la rg e ly  in  p r iv a te  h an d s , p u b lic  sec to r 

co n tro ls  a n d  own a l l  th e  B anking, Inusrance ,S h ipp ing , 

R ailw ay, A irways, U tilitie s , alm ost a l l  o f th e  la rg e  an d  

medium sca le  m a u fa c tu rin g  amd a  la rg e  p ro p o rtio n  o f 
c o n s tru c tio n  /lO.

T he p a s t  h is to r ic a l circum stances (i.e .,sem i-feudal 

an d  sem i- c a p i ta l is t ic  lamd te n u re  system ) were ab o lish ed  

fo llow ing th e  1974 re v o lu tio n  an d  th e  r u r a l  p o l i c ^  h a s  

been  to  o rgan ize  th e  sm all a g r ic u l tu ra l  p roducers  in to  

p e a s a n t a sso c ia tio n  a s  b as ic  soc ia l a n d  a d m in is tra t iv e  
u n i t s  in  th e  r u r a l  a r e ^

<9) T he World B ank, Op.cit. pJ. 

(10) Ibid. p 2
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T he re c e n t macro-economic developm ents o f  th e  co u n * * 

t r y  h a s  been  a f fe c te d  b y  th e  a f te rm a th  o f th e  re v o lu tio n  

m arked b y  th e  in te r n a l  p o li t ic a l u p h e a v a l  a n d  armed co n f

lic ts . T he economy th e re fo re , h ad  began  to  recover w ith  

GDP a v e ra g in g  5.5 p e rc e n t p e r  annum  developm ent cam paigns 

(or ‘Zem etchas" p av ed  th e  s e t t in g  an d  m onito ring  process, 

combined w ith  b u d g e to ry  a llo c a tio n s  to  a g r ic u ltu re  ajid  
in d u s try .  T he economy w itnessed  a  s e t  back  d u rin g  th e  

fo llow ing th re e -y e a r s  Le./rom  1980/81 to  1982/83,with 

GDP grow th d ec lin in g  to  a n  av e ra g e  r a te  o f  a ro u n d  3.4 
p e rc e n t p e r  annum  /IL

T h is  ad v e rse  tr e n d  became more p ronounced  d u rin g  th e  

p a s t  two y e a rs  owing to  th e  re c e n t d ro u g h t an d  c a lls  fo r  
a  p ronounced  u rg e n t an d  a p p ro p r ia te  m easures to  

re v e rse  th e se  d e te r io ra t in g  tren d s . With a  view  o f 

in tro d u c in g  a  sh o rt- te rm  focus, th e  p rim ary  goal o f  th e  

Ten y e a rs  P e rsp e c tiv e  P la n  is  th e  ach iev em en t o f a n  

av e ra g e  a n n u a l  grow th r a te  o f 6.5 p e rc e n t in  r e a l  GDP a t  

1980/81 fa c to r  cost. T h is  would ra is e  th e  le v e l o f th e  

r e a l  GDP a t  m arket p rice  from 9,772.4 m illion  b i r r  in  

1983/81 fa c to r  to  18,345 m illion  in  1993/94. S ince th e  

c o u n try 's  p o p u ltio n  is  growing a t  a n  e s tim ated  r a te  o f 

2.9 p e rc e n t p e r  y e a r  o v er th e  same period , is  ex p ec ted  to  

in c re a se  from 34.6 m illion  in  1983/94 to  46J. m illion  in  

1993/94, r e a l  per c a p ta  GDP w ill grow a t  th e  a n n u a l  r a te  

o f 3.5 p e rc e n t r is in g  from a b o u t 282 b ir r  in  1983/84 to  

397 b ir r  in  1993/94.At th i s  pace o f grow th th e  d o u b lin g  

o f  p e r  c a p i ta  GDP w ill ta k e  a n o th e r  te n  y e a rs  /12.

(11) Ibid, p.3

(12) E th io p ia n  Ten Y ears P e rsp e c tiv e  P la n , (Offoce o f

th e  N a tio n a l Committee fo r  C entrad 

P lan n in g , A ddis Ababa, 1984/85), p.44
* E xchange ra te : 1 USD = 2.07 E th . B irr.
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F or such  macro-economic developm ent ■ s tr a te g y  a n d  s tru c 

t u r a l  tra n s fo rm a tio n  o f  th e  economy, a n  e s ta b lis h e d  com

p re h e n s iv e  sa v in g  a n d  in v e s tm en t e f f o r t  would be neces

sa ry . T he E th io p ia n  Economy is  ch a ra c te riz e d  b y  v e ry  low 

dom estic sa v in g s  a n d  in v e s tm e n t fo r  y e a rs  a n d  h a v e  tu rn e d  

ev en  to  n e g a tiv e  in  1984/65, w ith  to t a l  consum ption 

ex ceed ing  o u tp u t. T he r a t io  o f  to t a l  in v e s tm e n t to  th e  

GDP h a s  rem ained fo r  m any y e a rs  a t  a b o u t 11 p e rc e n t d u e  

to  la rg e ly  to  c o n s tra in ts  in  dom estic a s  w ell a s  e x te r 

n a l  resources /13. T h is  low r a te s  o f  in v e s tm e n t h a s  b een  

among th e  se tb ack s  in  economic grow th o f  th e  c o u n try .

In th i s  re sp ec t th e  T en Years P e rsp e c tiv e  p la n  aims 

a t  ra is in g  th e  gross in v e s tm e n t GDP ra t io  from 1L3 p e r

c e n t in  1983/64 to  28.3 p e rc e n t in  1993/94. T h is  would 

re q u ire  in c re a s in g  th e  in v e s tm e n t le v e l o v e r th e  period  

a t  th e  av e ra g e  a n n u a l  r a te  o f 16.8 percenL  -g ro ss  

dom estic s a v in g  is  a lso  exp ec ted  to  grow a t  a  v e ry  h ig h  

a n n u a l  r a te  o f 23. 6 p e rcen t, i t s  sh a re  in  GDP in c re a s in g  

from th e  v e ry  low r a t io  o f  3.4 p e rc e n t in  1983/84 to  15 
p e rc e n t in  1993/94 /14.

2.3 TRANSPORT WITHIN THE SERVICE SECTOR

T ra n sp o rt be in g  a  sec to r o f fu n d a m e n ta l im portance 

in  a l l  economic a c t iv it ie s ,  th e  re la t io n s h ip  in  tr a n s p o r t  

system  a n d  developm ent is  a  s u b je c t o f  p ra c tic a l 

im portance. For th i s  reaso n  a n d  pu rp o se  we sh o u ld  h a v e  a  

s h o r t  acco u n t o f  th e  E th io p ia n  t r a n s p o r t  net-w orks.

(12) World Bank, Op.cit. p.3

(13) T he P e rsp ec tiv e  p la n , Op.cit. p.47
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T he E th iopiein  t r a n s p o r t  system  com prises fo u r  m ajor 

su b -sec to rs , Lejroad, ra il ,  sea ,and  a i r  tra n sp o rL

ROAD

T he E th io p ia n  road  t r a n s p o r t  ne tw ork  e x te n d s  r a d i l ly  

from  Addis A baba w ith  a  few  in te rc o n n e c tin g  lin k s . T h is  

t r a n s p o r t  system  dom inates th e  modern t r a n s p o r t  in  th e  

c o u n try  a n d  acco u n ts  fo r  a b o u t 93 p e rc e n t o f  f r e ig h t  a n d  

p assen g er tra n s p o r t.  V ery la rg e  a re a s  o f th e  c o u n try  a re  

s t i l l  in  a  lack  o f  a n  a l l  w ea th e r l in k  to  th e  c a p i ta l  or 

o th e r  economic cen te rs . T he road  t r a n s p o r t  system  is  

g e n e ra ly  in a d e q u a te  to  su p p o rt a n  e f f ic ie n t  p ro d u c tio n  

a n d  d is tr ib u tio n  system  in  th e  c o u n try  compared w ith  th e  

to t a l  a re a  o f th e  c o u n try . T he a d ja c e n t  reg ions  o f te n  

la ck  l in k  betw een them , w hich h in d e rs  th e  developm ent o f 

a  strong , in te g ra te d  n a t io n a l  economic developm ent. In 

re c e n t y e a rs  th e re  h a s  been  a n  ex p a n s io n  in  th e  road  

t r a s n p o r t  netw ork  th a n  in  th e  p o rev io u s y e a rs  a n d  v a r io u s  

m easures h a v e  designed  to  make th e  ro ad  t r a n s p o r t  more 

e f fe c t iv e .

T he road  t r a n s p o r t  in d u s try  in  E th io p ia  is  dom inated  

b y  th e  p r iv a te  motor v e h ic le  owners, who own a b o u t 80 

p e rc e n t o f th e  c o u n ty 's  motor v e h ic le  h o ld in g s  /15. In 

1976/77 th e  n a t io n a l  Road T ra n sp o rt C orporation  (NATRA- 

COR) was e s ta b lish e d , w hich is  a  p a r a s ta ta l  tr a n s p o r t  

com pany resp o n sib le  fo r  o rgan iz ing , d ire c tin g  a n d  con

tro l l in g  th e  o p e ra tio n  o f p u b lic  an d  p r iv a te  v e h ic le s  

b o th  fo r  th e  f r e ig h t  an d  p assen g er t r a n s p o r t  in  th e  
c o u n try  a n d  s e ts  ru le s  an d  re g u la tio n s  fo r  th e i r  o p e ra 

tio n  a n d  ta r i f f s .
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RAILWAY

D evelopm ent is  a c tu a l ly  concerned  w ith  th e  

t r a n s p o r t  sec to r a s  a  whole b u t  in  some cases we see  t h a t  

much a t te n t io n  h a s  been  p a id  to  sp ec if ic  modes o f 

t r a n s p o r t  system . F or exam ple ra ilw a y s  h a v e  o f te n  assum ed 

a  p a r t ic u la r  p redom inance in  th e  t r a n s p o r t  system  o f some 
d evelop ing  co u n trie s , b ecause  in  m any cases a  ra ilw a y  h a s  

ac ted  a s  a  m ajor in i t i a to r  o f developm ent and  

m odernization.

In E th io p ia , th e  o n ly  ra ilw a y  tr a n s p o r t  sytem  t h a t  

e x is ts  h a s  been  a n d  is  th e  E th io -D jib o u ti ra ilw ay , w ith  

a  d is ta n c e  o f 761 k ilo  m eters. T h is  ra ilw a y  is  jo in t ly  

owned b y  th e  two c o u n tr ie s  50 p e rc e n t each. T he t r a f f i c  

o f th e  E th io -D jib o u ti ra ilw a y  re f le c ts  th e  p a t te r n  of 

economic a c t iv i ty  in  th e  region.

AIR TRANSPORT’

E th io p ia n  a i r  t r a n s p o r t  in f r u s t r u c tu r e  is  a  

r e la t iv e ly  w ell o rgan ized  an d  su ccessfu l s u b -  secto r. I t  

h a s  developed a n  e x te n s iv e  netw ork  o f a irp o r ts  a n d  a i r 

f ie ld s . T he E th io p ia n  a i r  l in e s  h a s  been  o p e ra tin g  suc

c e s s fu lly  s in ce  1946 an d  i t s  p re se n t growing o p e ra tio n a l 

netw orks in  b o th  dom estic a jid  in te r n a t io n a l  se rv ice s  is  

c a rried  b y  i t s  own a i r  c r a f t s  a n d  je ts .  T he a i r  l in e  pro

v id e s  schedu led  se rv ice s  to  a  nu iaber o f  dom estic a irp o r ts  

an d  acco u n ts  fo r  th e  m ajor p a r t  o f th e  in te r n a t io n a l  p as

senger movements in  th e  c o u n try . E th io p ia n  a i r l in e  works 

a l l  th e  m a in ten n ace  o f  a i r c r a f t s  in c lu d in g  en g in e  a n d  

o v e rh a u ls  an d  i t  a lso  c a rr ie s  o u t  t r a in in g  programmes fo r  

s t a f f s  o f o th e r  A frican  a i r  lines.

17



THE MARINE TRANSPORT SECTOR

T he E th io p ia n  m arine t r a n s p o r t  su b -se c to r  a c t iv i ty  
is  c a rr ie d  b y  th r e e  p r in c ip a l o rg an iza tio n s:

Maxine T ra n sp o rt A u th o r ity  w hich is  th e  g o vernm en ta l 
agency  empowered a n d  h a s  th e  re sp o n s ib iltie s  to  o p e ra te  

a n d  re g u la te  p o r t serv ices, re g is te r  m arine  m erchan t 

sh ips, lic en se  p e rso n e l o p e ra tin g  on  ocean  going v esse ls  

a n d  I 'eg u la te  th e  m aritim e - a c t iv i t ie s  o f th e  n a t io n  a s  a  

w hole w ith  th e  ex ce p tio n  o f f is h e r ie s  w hich a re  u n d e r  th e  

m in is try  o f a g r ic u ltu re . '

E th io p ia n  S h ip p in g  L ines C orporation  is  a lso  th e  

g overnm en ta l o rg a n iz a tio n  w hich t r a n s p o r ts  th e  im port, 

e x p o rt tr a d e  o f th e  c o u n try  a n d  c o a s ta l cargo se rv ice  b y  

u s in g  i t s  own v esse ls  an d  c h a rte re d  ones.

M aritime T ra n s i t  an d  S erv ices C orporation  is  a lso  

e s ta b lish e d  a s  go v ern m en ta l o rg a n iz a tio n  to  prom ote s h ip 
p in g  agency  se rv ice s  to  sh ipow ners a n d  cargo owners, 

c le a r in g  an d  fo rw ard in g  a c t iv i t ie s  on b a h l f  o f im porters 
a n d  expo ters.

T hese o rg a n iz a tio n s  u n d e r ta k e  th e  in te r r e la te d  

m aritim e a f f a i r s  o f th e  c o u n try  in  g e n e ra l a n d  a n  

e s s e n tia l  a tte m p t o f a c h ie v in g  developm ent in  th i s  sec to r 

is  exp ressed  in  th e  T en Y ears P e rsp e c tiv e  P lan .

T ra n sp o rt w hich is  c lose ly  r e la te d  to  m any a sp ec ts  

o f  a  n a t io n a l  developm ent policy, th e  o b je c tiv e s  an d  

s tra te g ie s  o f th e  E th io p ia n  tra n s p o r ta t io n  developm ent a s  

s ta te d  in  th e  p la n  are: to  ex p an d  t r a n s p o r t  an d  communi-

18



ca tio n , ex p an d  a n d  s tre n g th  in te r n a t io n a l  tr a n s p o r t  s e v i-  

ces w ith  th e  view  to  in c re a se  fo re ig n  ex ch an g e  ea rn in g s , 

lo c a lly  m a n u fa c tu re  an d /o r assem ble tr a n s p o r t  a n d  commu

n ic a tio n  equ ipm en t amd im prove m anagem ent c a p a c ity  /16.

Inorder to  im prove th e  abo v e  o b jec tiv e s , th e  

s tra te g ie s  to  be  follow ed a s  s ta te d  in  th e  p la n  are: 

en h a n c in g  e f f ic ie n t  u se  o f e x is t in g  f l e e t  a n d  o th e r  
tr a n s p o r t  equ ipm en t a n d  a c q u ir in g  rep lacem en ts  a s  w ell a s  

a d d i t io n a l  f le e t .  Im proving a n d  e x p a n d in g  th e  p re s e n t 

cargo h a n d lin g  c a p a c ity  o f th e  p o rts  th ro u g h  m ajor modi

f ic a tio n  an d  re p a ir  work a n d  c o n s tru c tio n  o f new b e rth s , 

lo ad in g  a n d  u n lo a d in g  p la tfo rm s, p o r t  w arehouses an d  

a c q u ir in g  new a n d  rep lacem en t m achines an d  equ ipm en t 

re q u ire d  fo r  m arine  tr a n s p o r t  /17.

T he m ajor ta rg e ts  p la n n e d  fo r  th e  v a r io u s  

su b -se c to rs  o f th e  tr a n s p o r t  se rv ice s  a re  shown in  th e  

fo llow ing ta b le :

(16) T he p e rsp e c tiv e  P lan , O pnit. p. 202

(17) Ibid. p. 203
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DRY AND BULK FREIGHT TARGETS

•1 9 8 3 /8 4  -1 9 9 3 /9 4

LAND TRANSPORT 

D ry  f r e i g h t  

B u l k

T a n s /

T h o u s a n d s

5 4 6 -1 .8  

7 0 4 . 9

T o n s / K i l o  

m e t e r s

•1 8 7 3 .8  

4 4 6 . 5

T o n s /

T h o u s a n d s

1 1 2 6 5 . 5

1 6 6 0 . 6

T o n s / K i l o  

m e t e r s

4 0 5 2 . 9

1 0 1 5 . 3

SEA TRANSPORT

D ry  F r e i g h t  4 6 5 . 0

B u l k  "  1 1 0 . 0

9 9 8 . 3

2 9 . 7

9 1 5 . 0  3 2 7 3 . 4

2 9 0 . 0  7 6 . 6

A IR  TRANSPORT

C>ry f r e i g h t  1 5 . 1 3 0 . 3  3 -1 . 6  6 0 . 4

S o u r c e :  O f f i c e  o f  t h e  N a t i o n a l  C o m m i t t e e  f o r  

C e n t r a l  P l a n n i n g .

The  t o t a l  v o lu m e  o f  i n v e s t m e n t  i n  t h e  t r a n s p o r t  and 

c o m m u n ic a t i o n  s e c t o r  w i l l  a m o u n t  t o  b i r r  3 3 7 7 1 .1  m i l l i o n  

f o r  t h e  w h o le  p l a n  p e r i o d .  T he  f o r e i g n  e x c h a n g e  c o m p o n e n t  

o f  i n v e s t m e n t  i s  p r o j e c t e d  t o  be b i r r  2 5 3 8 . 5  m i l l i o n  w h i 

l e  t h e  r e m a i n i n g  sum i s  r e q u i r e d  i n  d o m e s t i c  c u r r e n c y  

/ 1 8 .  T he  m a r i t i m e  t r a n s p o r t  i s  among t h e  o n e  who h a s  g o t  

t h e  s i g n i f i c a n t  a m o u n t  o f  i n v e s t m e n t  i n  t h e  p l a n .

( 1 8 )  I b i d .  p .2 D 5



2.4 FOREIGN TRADE REVIEW

Foreign  t r a d e  p a ly s  a  v i t a l  ro le  in  th e  developm ent 

o b je c tiv e  an d  e ffo rt-  o f a  c o u n try 's  n a t io n a l  economy. For 

a  v a r ie ty  o f h is to r ic a l,  geog rap h ica l a n d  economic 

reasons, dev e lo p in g  c o u n trie s  a re  d e p e n d e n t on o v e rseas  

t r a d e  a n d  th e  ex p a n s io n  o f fo re ig n  t r a d e  in  th e  economy 

o f a  c o u n try  is  a n  e s s e n tia l  p re re q u is i te  e lem ent fo r  

modern economic grow th an d  developm ent in  g e n e ra l

D eveloping c o u n trie s  fa c e  enorm ous ch a llen g e s  in  

th e i r  developm ent e f fo r ts  a n d  th e  re la t io n  betw een tr a d e  

a n d  grow th h a v e  b een  d e a l t  b y  m any e a r l ie r  a n d  

contem porary  econom ists.

A ll c o u n trie s  in  th e  world h a v e  a  s ta k e  in  a n  

in te r n a t io n a l  tra d in g  system. A h e a l th y  ex p a n s io n  o f 

fo re ig n  t r a d e  c o n s ti tu te s  to  grow th in  m any ways. Among 

them  a re  th e  b e n e f i ts  o f sp e c ia liz a tio n , in c lu d in g  econo

mies o f scale, th e  fa v o u ra b le  e f f e c ts  o f in te r n a t io n a l  

com petition  on dom estic economic e f f ic ie n c y  th e  in c re a sed  

c a p a c ity  to  p a y  fo r  th e  im ports re q u ire d  fo r  developm ent, 

b o th  d ire c tly  b y  e a rn in g  fo re ig n  ex ch an g e  a n d  in d ire c tly  

b y  in c re a s in g  a  c o u n try 's  a b i l i ty  to  borrow an d  se rv ice  

d e b t a n d  more g e n e ra lly , th e  s tim u lu s  to  in v estm en t, 

le a rn in g  a n d  e n tre p re n u e rs h ip  t h a t  comes w ith  e x p a n d in g  

m arkets a n d  incomes a n d  ex p en ses  to  new products, new 

technology , new id e a s  a n d  new s ta n d a rd s  /Id.

(19) D onald, B. Keesing. T rad e  P o licy  fo r  D eveloping

co u n trie s , (World B ank, P a p e r 

No.353, W ashington,D.Cj p.7
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R ecognition  o f  th e  s tro n g  t ie s  a n d  aw arness o f  th e  

complex in te r - r e la t io n s h ip  fo re ig n  t r a d e  h a s  w ith  o th e r  

sp h e res  o f th e i r  developm ent e f fo r ts ,  led  dev e lo p in g  

c o u n trie s  to  fo rm u la te  an d  im plem ent governm ent p o licy  

m easures geared  tow ards expam sion o f  th e i r  e x p o r t tra d e . 

P o licy  m easures so adop ted  h a d  th e  p rim ary  o b je c tiv e  o f 

prom oting th e i r  fo re ig n  ex ch an g e  e a rn in g s  p o te n tia l ,  a  

d e te rm in a n t fa c to r  in  th e  a c q u is itio n  o f  th e  n ece ssa ry  

developm ent eq u ipm en t from e x te r n a l  sources /20. However, 
th e re  were a n d  a re  e v e n ts  w hich h a v e  made im pacts on  th e  

E th io p a in  a n  fo re ig n  tra d e , w hich a re  common problem s o f 

a l l  dev e lo p in g  co u n trie s . E x te rn a l  a n d  in te r n a l  fa c o trs  

c o n tr ib u te d  fo r  th e  u n fa v o u ra b le  en v iro n e n m en t in  th e  
fo re ig n  trad e .

C o n s tra in ts  in  th e  dom estic en v iro n m en t in c lu d e ; 
q u a n t i t a t iv e  in s u f f ic ie n c ie s  in  e x p o r ta b le  p roducts, 

q u a l i ta t iv e  in a d eq u acy , u n d iv e rs if ie d  com position o f  p ro 

d u c ts  fo r  ex p o rts , e x p o r ta tio n  o f p ro d u c ts  in  th e i r  

unprocessed  s t a t e , , low r a te  o f in v estm en ts , d i f f ic u l t i e s  

o f  a lig n in g  dom estic p ro d u c tio n  a n d  p rices  w ith  th e  

dem and an d  p rice s  ru lin g  in  in te r n a t io n l  m arkets d u e  to  

lack  o f a n  e x p e d itio u s  in fo rm a tio n  d issem in a tin g  in f r u s -  

t r u c tu r e  among e lem en ts o f  th e  socie ty , etc. E Ix ternal 

fa c to rs  t h a t  a re  beyond  th e  co n tro l o f  d ev e lo p in g  co n - 

t r ie s  are: d e te r io ra t io n  in  th e i r  e x p o r t e a rn in g s  a s  a  

r e s u l t  o f  a d v e rse  economic c o n d itio n s  ru lin g  in  th e  

c o u n tr ie s  o f t r a d i t io n a l  m arkets, p e r s is te n t  fo re ig n  

ex ch an g e  sh o rtag es  a n d  in s u f f ic ie n c ie s  in  s u i ta b le  s to ra 
ge f a c i l i t ie s  t h a t  le a d  dev e lo p in g  c o u n trie s  to  s a le s  

com petitions f in a l ly  fo rc in g  them  to  s e l l  a t  com para tive
ly  low prices, q u a n t i t a t iv e

(20) T he P e rsp e c tiv e  P lan , O p rit. p i6 0
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lim ita tio n s  imposed b y  in te r n a t io n a l  commodity agreem ents 

on  some p ro d u c ts  t h a t  dev e lo p in g  c o u n trie s  could, 

o therw ise, p roduce on a  la rg e  scale , u n s u s ta in a b le  

e sc a la tio n  in  f u e l  prices, e tc . A no ther fa c to r  is  th e  

in e q u ita b le  term s o f  tr a d e  t h a t  r e s u lte d  in  w iden ing  th e  

income gap  betw een th e  r ich  in d u s tr ia l  an d  dev e lo p in g  

co u n trie s , th u s  w orsening co n d itio n s  in  th e  l a t t e r  group 

I2L EIxperience confirm s w h at econom ists a lre a d y  saw in  

th e  p a s t  in  th e i r  th e o rie s  t h a t  p o lic ies  tow ards in t e r n a -  

t io a l  t r a d e  a n d  i t s  enorm ously im p o rtan t ro le  in  economic 

grow th a n d  developm ent. A c tu a lly  much could  b e  sa id  a b o u t 

w h at does an d  w h at does n o t  work su c c e ss fu lly  in  th e  c ru 

c ia l a re a  o f t r a d e  policy . B u t i t  is  n o t  th e  m ain concern  

here.

In th e  E th io p ia n  fo re ig n  tra d e , th e  po licy  m easures 

so ad p o ted  h a d  th e  p rim ary  o b je c tiv e  o f prom oting th e  

fo re ig n  ex ch an g e  e a rn in g  p o te n t ia l  w hich is  a  d e te rm in a n t 

fa c to r  in  th e  a c q u is itio n  o f th e  n ece ssa ry  equ ipm en ts  

from th e  e x te rn a l,  sources.

T he fo re ig n  t r a d e  b u s in e ss  is  h a n d le d  b y  th e  s ta t e  

co rp o ra tio n s  a n d  th e  p r iv a te  sectors. T he s ta t e  

co rp o ra tio n s  now command a  s h a re  o f  72 p e rc e n t o f  th e  

e x p o rt an d  80 p e rc e n t o f th e  im port b u s in e ss  b y  f a r  th e  

g re a te r  sh a re  o f th e  fo re ig n  fo re ig n  tr a d e  th u s  be in g  

b ro u g h t u n d e r  s ta t e  co n tro l 122. T he  rem ain ing  p o rtio n  is  

h a n d le d  b y  th e  p r iv a te  sector.

• ‘ ( 
In  most in s ta n ces , t r a d e  po licy  is  a sn cern ed  w ith

d i f f e r e n t  in te rc o n n e c te d  le v e ls  o f  p lo icy  making.

(21) Ibid. pJ.60

(22) Ibid. p l6 2
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T he s tra te g ic  le v e l concerns w ith  b road  choices o f 

t r a d e  s tra te g y . T he t r a d e  po licy  in te r a c ts  w ith  th e  ove

r a l l  po litica l-econom ic system s a n d  so c ia l goals a n d  th e 

re  is  a  le v e l o f  economy wide m anagem ent in v o lv in g  

ex ch an g e  r a te  po licy  a n d  th e  re la t io n s h ip  betw een dome

s tic  a n d  fo re ig n  costs. S p ec ific  m easures to  prom ote 

expo rts , s e t t in g  in c e n tiv e s  in  d e ta i l  b y  p ro d u c t a n d  

in d u s try , th e  design  o f p ro te c tio n  an d  re la te d  m easures 

h a v e  been  d e a l t  in  th e o re tic a l an d  in  p ra c tic a l l i t e r a t u 

re  on tr a d e  a n d  developm ent a n d  much h a s  b een  w ritte n  

a b o u t th e  v a l id  reaso n s  fo r  th e  abo v e  m entioned  a s  to  

th e i r  tre a tm e n ts  a n d  im pacts in  th e  economy o f a  c o u n try .

In E th io p ia , th e  p rev io u s  la is s e z - fa ir e  t r a d e  po licy  

is  superseded  b y  a  c e n tra l ly  p la n n e d  system  a n d  h en ce  

th e  r e le v a n t  re g u la tio n s  fo r  th e  conduct o f th e  tra d e , 

grow th a n d  s tre n g th e n e d  in s t i tu t io n a l  s e tu p  a re  

e s ta b lish e d  a n d  i t  is  commanding th e  s ig n if ic a n t  

p ro p o rtio n  o f th e  c o u n trie s  fo re ig n  t r a d e  a s  e x p la in e d  in  

th e  above.

F o re ign  t r a d e  r e tu rn s  in d ic a te  t h a t  e x p o rt e a rn in g s  

rose from a  le v e l  o f  b i r r  306.7 m illion  in  1970/71 to  

b ir r  809.4 m illion  in  1962/83, a n  a n n u a l  grow th o f  8.4 

p e rc e n t on av erag e , a lth o u g h  th e  r is e  in  income was d u e  

to  th e  g en era lized  g loba l commodity p rice  e sc a la tio n  t h a t  

chauracterized th e  period  a n d  n o t  on  acc o u n t o f  th e  

n eg lig ib le  in c re a se  in  th e  su p p ly  o f  m ain p ro d u c ts  to  th e  

fo re ig n  maurkets. In  th e  same period, paym en ts  fo r  im ports 

grew a b o u t fo u r - fo ld  b y  r is in g  from b ir r  448.5 • m illion  in  

1970/71 to  b i r r  1.6 b il lio n  in  1982/83. T h is  phenom enonal 

up su rg e  in  th e  im port paym ent is  a lso  on a cc o u n t o f 

co n sid e rab le  p rice  r is e s  o f im ported goods r a th e r  th a n  

d u e  to  s ig n if ic a n t  in c re a se  in  th e  volum e o f goods
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im ported /23.

T he E th io p ia n  fo re ig n  tr a d e  im p o rt-ex p o rt b a la n c e  shows a  

d e f ic i t  a s  in  fo r  most d ev e lo p in g  co u n trie s . T he purpose  

h e re  is  n o t  a c tu a l ly  to  d e a l w ith  th e  reaso n s  an d /o r 

a n a la y z e  a s  to  how th e  b a la n c e  o f paym ents d iseq u ilib riu m  

re su lte d , r a th e r  th e  in te n t io n  is  m eant to  g iv e  id e a s  on 

th e  fo re ig n  tr a d e  p ro file .

T he p a s t  h is to r ic a l ev id en ces  show t h a t  " th e  GDP 

sh a re  o f fo re ig n  tra d e  t h a t  c o n s ti tu te d  o n ly  17 p e rc e n t 
in  1970/71 rose to  27 p e rc e n t in  1982/83 ev id en c in g  th e  

in c re a s in g  ro le  t h a t  th e  sec to r p la y s  in  th e  economy. As 

reg a rd s  changes in  tr a d e  d irec tio n s , a n te c e d e n t to  th e  

1973/74 period , more th a n  75 p e rc e n t o f th e  e x p o r t an d  78 

p e rce n t o f th e  im port tr a d e  were conducted  w ith  m arket 

economies, w hile  a f te r  1974, th i s  s h a re  was reduced  to  64 

p e re c n t in  e x p o r t an d  62 p e rc e n t in  im ports, on average . 

T rade  w ith  th e  p la n n e d  economy c o u n trie s  t h a t  h a d  a  sh a re  

o f 5 p e rc e n t o f th e  e x p o rts  a n d  6 p e rc e n t o f th e  im ports 

b e fo re  1974, grew to  16 p e rc e n t av e ra g e  o f im ports, 

so u rin g  to  29.5 p e rc e n t in  th e  1980/81 y e a r  on acc o u n t o f 

f u e l  im p orta tion , w hile  grow th on e x p o r t t r a d e  a t ta in e d  
p eak  o f 10 p e rce n t /24.

S u ccessfu l tr a d e  developm ents on p ra c t ic a l ly  a l l  

possib le  d ire c tio n  w ill be re q u ire d  to  g e n e ra te  a  h ig h  

le v e l o f fo re ig n  ea rn in g s. S ystem atic  developm ent e f fo r ts  

a lo ngside  grow th h e lp s  to  w iden dem and to  in c lu d e  a  broad  

ran g e  o f p roducer goods t h a t  a re  n o t n e c e ssa r ily  be
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needed  in  a  narro w ly  based  process o f economic grow th as  

p a r t  o f th i s  dem and c rea tio n , governm ent program s o f te n  

p la y  a  la rg e  ro le  in  a j^ a s  o f reg io n a l an d  su b -re g io n a l 

tr a d e  re la t io n  p o lic ies  fo r  e n h a n c in g  th e  t r a d e  w ith  

them.

T he E th io p ia n  " trad e  r e la t io n s  w ith  d ev e lo p in g  coun

t r ie s  t h a t  h a d  a  sh a re  o f 20 p e rc e n t o f  e x p o rts  a n d  16 

p e rce n t o f th e  im ports b e fo re  1974, grew to  26 p e rc e n t o f 

e x p o rts  a n d  23 p e rc e n t o f th e  im ports, on av e ra g e , a f t e r  

1974. In sum m ation, d e sp ite  th e  co n tin u ed  a n t ic ip a tio n  

t h a t  w ith in  th e  Ten Year P la n  th e  sec to r w ill a c c e le ra te  

i t s  r a te  o f grow th an d  e n h a n c e  i t s  c o n tr ib u tio n  to  th e  

o v e ra l l  economy /25.

A ccording to  th e  p la n , th e  ta rg e ts  fo r  th e  e x p o r t 

a n d  im port t r a d e  w ith in  th e  p la n  period  a re  e x p la in e d  a s  

f  ollowings:

E x p o rt ta rg e ts  „ fo r  th e  v a r io u s  e x p o r t p ro d u c ts  in  

th e  p e rsp e c tiv e  p lan _ ,ag g reg a te  e x p o r t e a rn in g s  a re  

estim ated  to  r is e  from b ir r  LI b il l io n  in  1984/65 to  

b ir r  2.9 b il lio n  in  19993/94 c o n s ta jit  p rices, e x p o r t t r a 

de  th u s  growing a b o u t 2.6 fo ld  b y  th e  en d  o f th e  perspec

t iv e  p la n  period. T ra d i tio n a l p ro d u c ts  l ik e  coffeg , h id e s  

an d  sk ins, o il  seeds an d  p u lse s  h a v e  a  sh a re  o f  b ir r  

780.9 m illion  o r a h o u t 73. 5 p e rc e n t o f  th e  ag g reg a te  

e x p o rt e a rn in g s  in  th e  1984/85 b u d g e to ry  y e a r , w hile  

th e i r  s h a re  in  1993/94 is  p la n n e d  to  b e  b i r r  L5 b il l io n  

o r 532 percenL  While grow th th e  volum e o f c o ffe e  

e x p o rts  d u r in g  th e  p la n  period  is  to  s t a r t  w ith  100 th o u 
san d  to n s  in  1984/85 an d  reac h  170 th o u sa n d  tons . E a r
n in g s  a re  p la n n e d  to  commence w ith  b i r r  570/m illion in
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1984 /65 a n d  a t t a in  a  le v e l o f  one b il l io n  b ir r  in  

1993/94. -w ith  a  d e l ib e ra te  p o licy  to  ra is e  th e  s h a re  

o f  o th e r  low p a r t ic ip a tin g  commodities e x c lu s iv e  o f  th e  

th re e  m ajor group o f p roducts, th e  s h a re  o f e a rn in g s  from 

o th e r  e x p o r t item s is  p la n n e d  to  ra is e  from a  le v e l  o f 

b ir r  281.3 m illion  o r 26.5 p e rc e n t in  1984/85 to  b i r r  L3 

b illio n  o r 46.8 p e rc e n t in  1993/94 (26).

Im port ta rg e ts  -w ith in  th e  b road  4i^um ption, 

im ports o f raw  m a te ria ls  a n d  semi processed goods, a g r i

c u ltu re , in d u s tr ia d  a n d  tra n s p o r t ,  equipm ents, fu e l,  

b asic  consum er goods n ece ssa ry  fo r  th e  grow th o f dom estic 

p ro d u c ts  a re  grouped s e p a ra te ly  accord ing  to  th e i r  e n d -u 

se  ca teg o ries , th e  s h a re  o f  each  c a te g o ry  a n d  ag g reg a te  

im port paym en ts  fo r  th e  p e rsp e c tiv e  p la n  period  be in g  

com puted b y  a p p lic a tio n  o f l in e a r  model. E stim ates  fo r  

ag g reg a te  im port paym ents  a t  1980/81 prices, s t a r t  w ith  

b i r r  1525 m illion  in  1984/85 a n d  a f t e r  grow ing b y  a b o u t 

th re e - fo ld  reac h  a  le v e l o f b ir r  3.3 b il l io n  in  1993/94 

/27.

(26) Ibid. p l71

(27) Ibid. PJ.78
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CHAPTER in

GENERAL CONSIDERATIONS IN ESTABLISHMENT 

OR EXPANSION OF A NATIONAL SHIPPING 

INDUSTRY

T he o b je c tiv e s  o f e s ta b l is h in g  o r e x p a n d in g  a  n a t io 

n a l  sh ip p in g  in d u s try  a re  d iv e rg e  an d  f a r  re a c h in g  an d  

v e ry  o f te n  in c lu d e  a  num ber o f economic a n d  n on  economic 

fac to rs . According to  th e  UNCTAD R eport "E lstablishm ent or 

ex p a n s io n  o f m erchan t m arine in  dev e lo p in g  co u n tries"  th e  

most s ig n if ic a n t  are:/28

1> T he d is ru p tio n  o f sh ip p in g  se rv ice s  caused  b y  th e  

w ithd raw al o f  to n n a g e  from  commercial se rv ice s  

d u rin g  h o s ti l i t ie s . T h is  was p a r t ic u la r ly  th e  

case  d u rin g  th e  second world w ar.-

2) B a lan ce  o f paym en ts  problem  a n d  th e  d e s ire  to

con serv e  fo re ig n  exchange.

3) T he d e s ire  o f m any new ly  indejD endent n a t io n s  to

e s ta b l is h  a  n a t io a l  id e n ti ty .

4) T he u se  o f sh ip p in g  a n d  re la te d  in d u s tr ie s  b y

n a t io n s  w ith  n a rro w ly  based  economies a s  a  baisis 

fo r  in d u s tr ia l  d iv e rs if ic a t io n

(28) H P. Drewry, (S h ipp ing  C o n su ltan ts), S h ip p in g  in

th e  T h ird  World, (H P P rew ry  Ltd.,- 

London: 1976), P.64
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I t  is  c o n v e n ie n t to  c la s s ify  th e  fa c to rs  w hich h a v e  

g iv en  r is e  to  em ergence o f  n a t io n a l  sh ip p in g  f le e ts  by  

t r a d i t io n a l ly  non-m aritim e co u n trie s , i.e ,d ev e lo p in g  

c o u n trie s ,in to  economic an d  noneconom ic o b je c tiv e s . T he 

d e v id in g  l in e  betw een them  b e in g  o f te n  v e ry  narrow  a n d  is  

sometimes in d isc e rn ib le .

3.1 Economic ob jec tives:

T he hoped economic o b je c tiv e s  an d  b e n e f i ts  u n d e r ly  

in g  th e  d e s ire  o f mamy d ev e lo p in g  c o u n tr ie s  to  e s ta h l is h  

o r ex p an d  th e i r  m erchan t sh ip p in g  may be ca teg o rized  as  

d ire c t a n d  in d ire c t  b e n e f its .

T he d ire c t b e n e f i ts  a re  th e  in f lu e n c e  a n d  im pact t h a t  

sh ip p in g  in d u s try  h a s  on  a  n a ^ o n s  economy a n d  develop 

m ent in  term s o f em ployment, n a t io n a l  income, t h a t  re s u l

t s  from fo re ig n  ex ch an g e  e a rn in g s  o r s a v in g  o f  fo re ig n  

exchange. Inv estm en t in  sh ip p in g  in d u s try  is  n o t  d i f f e 

r e n t  from in v e s tm en t in  a n y  o th e r  economic a c t iv i ty ,  

e x ce p t t h a t  i t  is  a  v e ry  c a p i ta l  in te n s iv e  in d u s tr y  w ith  

a  much more h ig h e r  c a p ita l / la b o u r  r a t io  th a n  most o th e r  

in d u s tr ie s . T here fo re , th e  c re a tio n  o f  a  sh ip p in g  in d u s 

t r y  may n o t be th e  most p re fe ra b le  f ie ld  o f in v e s tm e n t 

fo r  a  c o u n try  whose p rim ary  need  is  th e  c re a tio n  o f emp

loym ent fo r  i t s  c itizens. R a th e r  i t  p ro v id es  em ploym ent 

m ostly to  th e  sk ille d  p e rso n n e l o f  b o th  se a  going an d  

ashore.

T he in d ire c t  in f lu e n c e s  a re  f a r  more w ide-sp read  a n d  
in c lu d e  such  fa c to rs  a s  th e  e f f e c ts  on th e  b a la n c e  o f 

paym en ts a n d  on th e  prom otion o f ex p o rts . H ence th e  moti

v e s  fo r  f l e e t  a c q u is itio n  b y  m any d ev e lo p in g  c o u n tr ie s -  

be in g  so d iv e rse  among w hich th e  prim e o b je c tiv e  is  th e
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a n t ic ip a te d  sa v in g s  in  fo re ig n  exchange. In  th i s  respect, 

" th e  ta s k  o f th e  in te r n a t io n a l  com m unity sh o u ld  b e  to  

prom ote th e  e a rn in g s  o f  d ev e lo p in g  c o u n trie s  from m aritm e 

a c t iv i t ie s  ary l a lso  to  minimize th e  n e t  ou tflo w  o f 

fo re ig n  exoange from d ev e lo p in g  c o u n tr ie s  caused  b y  s h ip 

p in g  tra n sa c tio n s . To a t t a i n  th i s  o b je c tiv e  d ev e lo p in g  

c o u n tr ie s  sh o u ld  be  en a b le d  to  develop  th e i r  m erchan t 

m arines th ro u g h  th e  ad o p tio n  o f  su ch  m easures a s  m ight 

h a v e  b een  a p p ro p r ia te  to  perm it th e i r  sh ipow ners to  

p e n e tra te  a n d  com pete in  th e  in te r n a t io n a l  f r e ig h t  m ar- 

kets"/29.

Besides, b y  in tro d u c in g  sh ip p in g  in d u s ^ y ,  a  d evelo 

p in g  c o u n try  can  e a s ily  ad d  v a lu e  to  i t s  e x p o rte d  goods 

w hich would be a  g a in  to  th e  term s o f t r a d e  o f  t h a t  

c o u n try . And e s ta b lis h in g  sh ip p in g  in d u s try  w ill n o t  con

s e q u e n tly  n e c e s s ita te  e x p e n i tu re s  on in f r u s t r u c tu r e  as  

fo r  o th e r  in d u s tr ie s . _. sh ip p in g  h a s  a  w ider f le x ib i l i 

t y  th a n  o th e r  in d u s tr ie s , _.the sh ip  can  ch an g e  i t s  t r a 

de accord ing  to  th e  b e s t t r a d e  a llo ca tio n s , _. i t  a lso  
c re a te s  m any o th e r  a u x i la r y  a c t iv i t ie s  connec ted  w ith  i t ,  

w hich may be looked a s  o ne  o f  th e  fu n d a m e n ta l re q u is i te s  

fo r  b u ild in g  u p  a n  in d u s t r ia l  society . Hence, th e  s h ip 

p in g  n eed s  o f d evelop ing  c o u n trie s  sh o u ld  be  seen  in  

re la t io n  to  th e i r  o v e ra ll  economic developm ent n eed s  /30.

(29) G eorgandopolous,EiA . S h ip p in g  in  d ev e lo p in g  C oun- 

tr ie s-P ro b lem s a n d  P rospects, ( In s t i tu te  

o f  S h ip p in g  Economics, Bremen, 1976), pJ.

(30) Monsef, AA. L ec tu res on  th e  E lstab lish ing  o f  a

N a tio a io n a l sh ip p in g  In d u s try  in  D evelo

p in g  M aritim e C oun try , WMU, 1964), pS4

30



Among th e  d iv e rse  o b je c tiv e s  in  e s ta b l is h in g  or 

e x p a n d in g  a  n a t io n a l  sh ip p in g  in d u s try  b y  d e v lo ^ g  coun

tr ie s , th e  m ain ajre;

EMPLOYMENT

Regeirding em ploym ent o f manpower in  sh ip p in g  in d u s 

try ,  a s  i t  is  a  c a p i ta l  in te n s iv e  in d u s try ,  i t  may n o t be 

th e  most p re fe ra b le  f ie ld  o f in v e s tm e n t in  a  c o u n try  who

se  p rim ary  aim is  th e  c re a tio n  o f em ploym ent o p p o rtu n i

ties,. In f a c t  th e re  would be  d iv e rs if ic a t io n  o f em ploy

m ent in  reg ard  to  th e  co n s id e ra tio n  o f th e  in te g ra tio n  o f 

sh ip p in g  an d  sh ip b u ild in g  f a c i l i t ie s  a n d  o th e r  a n c i l la ry  

a c t iv i t ie s .  T he lin k a g e  e f f e c t  o f sh ip p in g  to  th e  o th e r  

a c t iv i t ie s  may c re a te  a  s tro n g  cum m ulative p o s itiv e  

e f f e c t  on th e  economy an d  c o n tr ib u te s  to  th e  e x p an s io n  

a n d  d iv e rs if ic a t io n  o f  manpower em ploym ent o p p o r tu n itie s  

in  th e  economy o f a  c o u n try . In fa c t, th e  em ploym ent 

o p p o r tu n i ty  t h a t  a  sh ip p in g  in d u s try  could  c re a te  depends 

much on th e  im pact th e  sh ip p in g  in d u s try  h a s  on th e  o th e r  

economic sectors. S h ip p in g  developm ent w hich can  c o n tr i

b u te  to  th e  d iv e rs if ic a t io n  o f  th e  economy o f a  c o u n try  

an d  w hich needs a  w ide ra n g e  o f se rv ice s  a n d  a n c i l la ry  

a c t iv i t ie s ,  th ro u g h  th e  fo rw ard  a n d  backw ard lin k a g e  

e f fe c ts  i t  h a s  on th e  economy may p ro v id e  em ploym ent 

o p p o r tu n itie s  an d  th i s  dep en d s on th e  o v e ra l l  economic 

s tru c tu re  a n d  m arine sec to r developm ent o f  a  c o u n try .

BALANCE OF PAYMENTS

Among th e  main o b je c tiv e s  o f  d ev e lo p in g  c o u n tr ie s  in  

e s ta b l is h in g  o r e x p a n d in g  th e  n a t io n a l  sh ip p in g  in d u s try ,  

" the  most im portan t, p e rh ap s, is  th e i r  co n v ic tio n  t h a t
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n a t io n a l  sh ip p in g  h a s  a  co n sid e ra b lean d  fa v o u ra b le  im pact 

on  th e i r  b a la n c e  o f  paym en ts (b y /e a rn in g  fo re ig n  ex ch an g e  

or b y  red u c in g  th e  ou tflow  o f fo re ig n  ex ch a n g e  fo r  

f r e ig h t  paym ents) -c o n s id e r in g  th e  c ru c ia l im portance 

o f  fo re ig n  seab o rn e  t r a d e  to  th e  economies o f  dev e lo p in g  

co u n trie s , i t  is  o n ly  n a tu r a l  fo r  th e s e  c o u n tr ie s  to  t r y  

to  red u ce  th e i r  dependence on  fo re ig n  sh ip p in g  fo r  th e  

t r a n s p o r t  o f  th i s  trade"/31. T h u s  th e  b a la n c e  o f  paym ents 

d e f ic i ts  may be  reduced  b y  e i th e r  d ec reasin g  e x p e n d itu re  

on  u s in g  fo re ig n  v esse ls  o r b y  e a rn in g  fo re ig n  ex ch an g e  
th ro u g h  th e  u t i l iz a t io n  o f  n a t io n a l  sh ip p in g  serv ices. 

In creasin g  re c e ip ts  from  sh ip p in g  a n d  /o r reduced  costs 

o b ta in e d  th ro u g h  sh ip p in g  would te n d  to  co rresp o n d in g ly  

o f f s e t  th e  n e g a tiv e  e f f e c ts  on th e  b a la n c e  o f paym ents.

EDO=>ORT PROMOTION

T he fo re ig n  t r a d e  o f  d ev e lo p in g  c o u n trie s  is  

a f fe c te d  b y  th e  n a tu r e  an d  v a lu e  o f th e i r  p ro d u c ts  d u e  to  

th e  le v e l o f th e i r  in d u s t r i a l  developm ent. T h e ir  am bition  

o f e s ta b lis h in g  o r d ev e lo p in g  sh ip p in g  in  r e la t io n  to  

th e  reqarem ents o f th e i r  t r a d e  can  be  b e s t u n d ers to o d  

a g a in s t  o f th e i r  p a r t ic ip a tio n  in  in te r n a t io n a l  seab o rn e  

t r a d e  a n d  world sh ip p in g .

S e v e r ia l im p o rtan t problem s a re  c re a te d  b y  th e  h e a v y  

dependence  o f dev e lo p in g  c o u n tr ie s  on fo re ig n  sh ip p in g  to  

th e  d e trim e n t o f th e i r  economic developm enL E)eveloping 

countxT.es a re  in c re a s in g ly  engaged  in  a n  e f f o r t  to  b ro a 

den  an d  d iv e rs i fy  th e i r  economies th ro u g h  in d u s tr ia l iz a 

tio n  to  s tim u la te  th e  r a t e  o f  grow th o f th e i r  economies 

a n d  to  ra is e  th e  w e lfa re  o f  th e i r  p o p u la tio n s .
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In d u s tr ia l iz a tio n  a n d  d iv e rs if ic a t io n  o f p ro d u c tio n  a lso  

ra is in g  th e  s ta n d a rd s  o f l iv in g  im ply in c re a sed  im port 

dem and fo r  c a p i ta l  a n d  consum er goods a n d  th e  n eed  fo r  

e x p a n d in g  an d  d iv e rs if in g  ex p o rts . And su ch  p ossib le  

developm ents, in  tu rn ,  sh o u ld  c re a te  in c re ased  dem and fo r  

l in e r  serv ices, corresponding , th o u g h  to  t h e  p a r t ic u la r  

req u irem en ts  o f th e  t r a d e  o f th e  c o u n tr ie s  concerned 

i-e., sh ip p in g  developm ent in  th e  l in e r  sector, te n d s  to  
prom ote th e  e x p o rt t r a d e  o f th e  co u n try . T he e x is te n c e  o f 

a  s u b s ta n t ia l  n a t io n a l  l in e r  to n n a g e  m ight f u r th e r  promo

te  th e  t r a d e  o f a  c o u n try , b y  in f lu e n c in g  th e  o v e ra ll 

a v a i la b i l ty  an d  ad eq u a cy  o f l in e r  se rv ice s  lin k in g  t h a t  

c o u n try  w ith  o v e rseas  m arkets a n d  e x e r t in g  a  p re ssu re  

uopon th e  le v e ls  o f f r e ig h t  r a te s  a t  w hich th e  n a t io n a l  

t r a d e  is  c a rr ied  Z32.

A n a t io n  may h a v e  possib le  e x p o r t p o te n t ia l  in  a  

sp ec if ic  commodity, w hich b ecause  o f th e  lack  o f a  

sh ip p in g  serv ice , o r b ecau se  o f h ig h  ra te s , can  n o t be 

ex p lio ted . T he same a rgum en t may be  e x te n d e d  to  a n  e x i

s tin g  m arket w hich c a n n o t be  ex p an d ed  b ecau se  th e  h ig h  

f r e ig h t  c o n te n t in  th e  e f f e c t iv e  p rices  o f th e  commodity 

o u t  o f th e  m arket. T he u se  o f p rom otional f r e ig h t  r a te s  

may be in s tru m e n ta l in  h e lp in g  to  g e n e ra te  new m arkets.

In o rd er to  ex p an d  a n  e x is t in g  m arket i t  w ill n o rm ally  be 

n ece ssa ry  to  lower th e  p rices  o f  th e  commodity. T h is  is  

o f te n  d i f f i c u l t  b ecau se  o f th e  p r o f i t  m argin on  th e  

e x p o rts  o f majiy d ev e lo p in g  co u n trie s , w hich a re  essen 

t i a l l y  p rim ary  p roducts, is  smalL T he low er p rice  m ust 

th e re fo re  be  ach iev ed  b y  a  d ecrease  in  th e  f r e ig h t  e le 

m ent w hich c o n s ti tu te s  a  la rg e  p ro p o rtio n  o f  th e  aggrega

t e  cU". price. A sm all re d u c tio n  in  t r a n s p o r t

(32) G eorgandopolous, EiA . Op.Cit. pp.3.4
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costs may be  in s tru m e n ta l in  cau s in g  a  la rg e  in c re a se  in  

ex p o rts . S ecu rin g  o f prom otional low f r e ig h t  r a te s  fo r  

n o n - t r a d i t io n a l  e x p o r t item s would e n a b le  a  c o u n try  to  

compete more e f f e c t iv e ly  in  th e  in te r n a t io n a l  m arket. 

T h ere fo re , i t  is  in  th e  n a t io n a l  in te r e s t  to  p ro v id e  se r

v ices on  a  new ro u te s  to  promote ex p o rts . In th i s  s i tu a 

tio n  th e  agg reg a te  income o f th e  d ev e lo p in g  c o u n tr ie s  may 

be in c re a sed  th ro u g h  th e  sh ip p in g  se rv ice s  may show a  
d e f ic i t  w hich w ill be  covered  b y  th e  s ta te .

3±4 DIVEI^SIFICATION OF THE ECONOMIC ACTIVITY

T he economies o f  m any dev e lo p in g  n a t io n s  a re  o f te n  

d e p e n d e n t on an d  in f lu e n c e d  b y  c o n d itio n s  in  a  r e la t iv e ly  

few  m arkets. T h is  is  n o tic e a b le  from th e  u n fa v o u ra b le  

term s o f t r a d e  p re v a i lin g  in  th e  world, w hereby  economic 

a c i t iv i ty  in  r e la t iv e ly  few  o f th e  m ajor in d u s tr ia liz e d  

co u n trie s , may h a v e  wide sp read  rep e rcu ss io n s  on th e  

income o f m any d ev e lo p in g  c o u n trie s  b ecau se  o f th e i r  
dependence  upon  raw  m a te r ia l expo rts . I t  may th e re fo re  be 

n ece ssa ry  to  encou rage  dom estic economic d iv e rs if ic a t io n , 

in  o rd e r to  sp read  th e  r isk  o v er a  wide ra n g e  o f  economic 

a c t iv i ty  an d  fo r  t h a t  reason , in d u s tr ia l iz a t io n  is  v i t a l  

"Shipping  in d u s try  may be  a n  a t t r a c t iv e  l in e  o f approach , 

fo r  d ev e lo p in g  c o u n t r ie s ^ d u s t r ia l iz a t io n  h a s  p roved  

ex trem ely  d i f f ic u l t ,  w h ile  s ta r t in g  a  new sh ip p in g  l in e  

is  co m p ara tiv e ly  e a s ie r  a n d  f a s te r  /33. B esides th e  

im pact sh ip p in g  in d u s try  has , an d  c re a te s  on th e  o th e r  

economic sec to rs  o f  a n  economy w ill h a v e  a  c o n tr ib u tio n  

to  th e  d iv e rs if ic a t io n  o f th e  economic a c t iv i t y  in  a  

c o u n try  th ro u g h  a  w ide ra n g e  o f  a n c i l la y  l in k a g e  e ffe c ts .
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INDUSTRIAL INTEGRATION

S h ip p in g  in d u s try  is  one asp ec t o f  econondc a c t iv i ty  

w hich is  a  v e ry  im p o rtan t se rv ice  in d u s try .  I ts  

e s ta b lish m e n t a n d  developm ent may h a v e  a  p o s itv e  e f f e c t  

in  s tim u la tin g  th e  grow th o f  ra la te d  in d u s tr ie s . T h is  is  

because  o f  th e  backw ard a n d  fo rw ard  lin k a g e  e f fe c ts  t h a t  

th e  sh ip p in g  in d u s try  c rea tes . S h ip p in g  n eed s  a  wide 

ra n g e  o f  se rv ice s  a n d  su p p o rtin g  a c t iv it ie s .  T hese  in c lu 

des sh ip  co n s tru c tio n  in d u s tr ie s , s h ip re p a ir in g  yard s , 

f in a n c in g  an d  b a n k in g  serv ices, insurance^ serv ices, sh ip s ' 

c la ss if ic a tio n , sh ip s ' s u p p lie rs  a n d  eq u ipm en t etc . S h ip 

p in g  c re a te s  m any o th e r  a u x i l ia r y  a c t iv i t ie s  connected  

w ith  i t  w hich may b e  looked a s  one o f th e  fu n d a m e n ta l 

r e q u is i te s  fo r  b u ild in g  u p  a n  in d u s t r ia l  society .

ECONOMIC INTEGRATION

A n a t io n a l  sh ip p in g  in d u s try  may be a n  im p o rtan t in  

prom oting economic in te g ra t io n  w ith in  a  c o u n try  h a v in g  

long  co as t l in e  o r d i f f i c u l t  in t e r n a l  com m unications in  

w hich c o a s ta l sh ip p in g  may be th e  o n ly  m ajor l in k  betw een 

th e  economies o f  two o r more regions. In  such  cases, a  

n a t io n a l  m erchan t m arine becomes a n  e s s e n t ia l  e lem ent in  

th e  in te g ra t io n  o f th e  n a t io n a l  economy. And i t  is  a lso  

a n  im p o rtan t in s tru m e n t in  prom oting economic in te g ra t io n  

betw een n e ig h b o u rin g  n a t io n s  u n d e r  f a v o u ra b le  a n d  w ider 

ty e  o f economic co o pera tion  a n d  in te g ra tio n . T h is  w ill be 

a  p o in t o f  c o n s id e rsa tio n  fo r  d ev e lo p in g  c o u n tr ie s  in  

th e i r  p re s e n t a s  w ell a s  th e i r  f u tu r e  developm ent o f 

in d u s tr ia l iz a t io n  a n d  in  w hich th e y  can  in te g ra te  th e i r  

economic a c t iv i t ie s  in  a l l  f ie ld s . T he developm ent o f 

t r a d e  re la t io n s  among dev e lo p in g  c o u n tr ie s  a t  p re s e n t a n d
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in  f u tu r e ,  th e  a tte m p t fo r  id u s tr ia l iz a t io n  b y  i t s e l f  

m ight n o t be p ossib le  fo r  a  dev e lo p in g  c o u n try  s e p a ra te ly  

d u e  to  th e  la ck  o f financia-U skilled  manpower an d  o th e r  

resources. R egional coopera tion  is  so u g h t to  be  th e  

m igh ty  weapon in  su rm oun ting  th i s  problem s an d  o th e r  

im pedim ents in  th e i r  developm ent process. Hence sh ip p in g  

in d u s try  could  h a v e  a  g re a t  ro le  to  p la y  in  th e  in d u s 

t r i a l  in te g ra t io n  a n d  developm ent o f th e s e  c o u n trie s  a n d  

prom oting th e i r  economic in te r e s t  a t  la rge .

INFLUENCING CONF^ENCES

A c o u n try  can  claim  th e  r ig h t  to  p a r t ic ip a te  in  

l in e r  co n ferences a f f e c t in g  i t s  t r a d e  w ith  a  p o s itio n  to  

in f lu e n c e  con ference  decisions. A c tu a lly  in  th e  p a s t  some 

non-m aritim e n a t io n s  h a v e  ex p erien ced  d i f f i c u l t i e s  in  

t r y in g  to  in f lu e n c e  th e  f r e ig h t  r a te s  o f  fo re ig n  f la g  

l in e s  in  con feren ces  se rv in g  them  in  w hich th e  f r e ig h t  

r a te  f ix in g  p o licy  o f  a  l in e r  o p e ra to r  is  to  keep th e  

r a te s  a t  h ig h  le v e l to  h is  in te re s t .  T he e lem ent o f mono
p o ly  power in h e re n t  in  th e  con feren ce  system , w hich p re 

v e n ts  f r e e  e n try , to g e th e r  w ith  th e  cost s t r u c tu re  o f 

l in e r  sh ip p in g  g iv es  l in e r  sh ipow ners a  co n sid e ra b le  

le v e ra g e  in  th e  r a t e  po licy  th e y  choose to  follow. Hence, 

m any c o u n tr ie s  co n sid er t h a t  th e  o n ly  w ay to  overcome 

th i s  problem  is  to  h a v e  n a t io n a l  f la g  sh ip s  in  th e  co n fe 

ren ce  inorder, to  in f le u e n c e  decisions so t h a t  th e  d isc ri

m in a tio n  elem ent p re v a ilin g  in  co n feren ce  dec isions w ill 

be  ex erc ised  in  a  more f a v o u ra b le  m anner o r a t  le a s t  is  

n o t d e tr im e n ta l to  th e i r  in te r n a t io n a l  seab o rn e  tra d e .

ECONOMIC INDEPENDENCE

T h is  is  one o f th e  m ain reaso n s  t h a t  i n i t i a t e  d e v e -



lo p in g  c o u n trie s  to  d evelop  th e i r  sh ip p in g  in d u s try , ev en  

a t  th e  ex p en ses  o f  d iv e r t in g  from th e  p r in c ip le  o f com

p a r a t iv e  cost a d v a n ta g e . T h ey  f e e l  t h a t  th e  p re se n t d iv i 
s ion  o f lab o u r, in  th e  world, is  a  r e s u l t  o f  h is to r ic a l 

background  Z34. A c o u n try  w hich do n o t  h a v e  a  f l e e t  o f 

i t s  own is  e n t i r e ly  a t  th e  mercy o f  fo re ig n  sh ipow ners 

fo r  i t s  fo re ig n  t r a d e  flow. Commercial p r o f i t a b i l i ty  is  a  

fo re ig n  sh ipow ner's  m a jir  c r i te r ia  a n d  i f  a s  such  a  se r

v ic e  to  a  g iv en  c o u n try  p roves  u n p ro f i ta b le  enough  f o r  

v a r io u s  reasons, th e re  is  a law ay s  a  p o s s ib ili ty  t h a t  th e  

sev ices m ight be  w ithd raw n  o r resch ed u led  o r reduced  in  

f rq u e n c y  o r th e  ty p e  an d  size  o f v e sse ls  may be changed  

o r u n s u i ta b le  v esse ls  o r o n ly  a t  a  v e y  h ig h  price, th e re 

b y  je o p a rd iz in g  t h a t  c o u n try 's  fo re ig n  tra d e . T hei^ore , 

b y  a c q u ir in g  a n d  d ev e lo p in g  i t s  own m erchan t f le e t ,  a  

c o u n try  would minimize th e se  r isk s  to  i t s  fo re ig n  seabo r

n e  tra d e , ev e n  i f  o p e ra tin g  w ith  o ld  a n d  u n s u i ta b le  v es

se ls  w ith  h ig h  costs.

COMPARATIVE ADVANTAGE

T he th e o ry  o f  in te r n a t io n a l  t r a d e  in d ic a te s  t h a t  i t  

is  a d v a n ta g e o u s  to  t r a d e  w hen d if fe re n c e  e x is ts  in  th e  

r e a l  costs o f p ro d u c tio n  betw een n a tio n s , a n d  adso w hen 

th e  r e la t iv e  costs o f p ro d u c tio n  d if f e r .  T h is  th e o ry  may 

a lso  be ap p lied  to  sh ip p in g  in  t h a t  some n a t io n s  can  p ro 

v id e  sh ip p in g  se rv ice s  more econom ically  th a n  o th e rs . 

According to  th e  l i t t l e  em pricai re se a rc h  w hich h a s  been  

u n d e r ta k e n  in to  th e  cost s t r u c tu re  o f  sh ip p in g , i t  

a p p e a rs  t h a t  n o n e  o f  th e  dev e lo p in g  n a t io n s  h a v e  a  com
p a ra t iv e  cost a d v a n ta g e  o v e r th e  t r a d i t io n a l  m aritim e 

n a tio n s . T he reaso n  fo r  th i s  l ie s  in  h is to r ic a l  fac to rs .

37

(34) H P. Drewry, Op.cit. p.55



such  a s  th e  w ell developed  sh ip p in g  in f r u s t r u c tu r e s  w hich 

most t r a d i t io n a l  sh ip p in g  n a t io n s  possess, th e  economies 

o f  sca le  an d  th e  u se  o f  ad v an ced  sh ip p in g  tech n o lo g y  

w hich is  p rim arily  o n ly  a v a i la b le  (because  o f cost) to  

ad v an c ed  in d u s tr ia liz e d  n a tio n s . T h ere fo re , sh ip p in g  in  

dev e lo p in g  n a t io n s  may i n i t i a l l y  h a v e  v e ry  h ig h  costs a n d  

low e a rn in g s  b ecau se  o f  com para tive  d isa d v a n ta g e . Howe

ver, g iv e n  a d e q u a te  p ro te c tio n ,th e  in d u s try  may th e o re t i 

c a lly  a c h ie v e  a n  e f f ic ie n c y  e q u a l to  th e  more t r a d i t io n a l  

m aritm e n a tio n s . Many dev e lo p in g  n a t io n s  recognise th i s  

f a c t  a n d  th e re fo re  a rg u e  t h a t  th e  o n ly  w ay o f e x p lo itin g  

th e  f u tu r e  p o te n t ia l  com parative  a d v a n ta g e  is  b y  p ro tec

t in g  th e  sh ip p in g  in d u s try  in  i t s  uneconom ic infancy.<35)

3.2 NON-ECONOMIC OBJECTIVE

32.1 POLITICAL AND/OR NATIONAL SECURITY

In m any d ev e lo p in g  C ountries, th e i r  p o li t ic a l an d  

n a t io n a l  s e c u r ity  h a s  d ic a ta te d  th e i r  sh ip p in g  
developm ent a n d  is  o f te n  reg ard ed  a s  th e  most im p o rtan t 

m otive fo r  d ev e lo p in g  a  n a t io n a l  sh ip p in g . In essence, 

n a t io n a l  s e c u r ity  re q u ire s  a  s u f f ic ie n t ly  la rg e  f l e e t  to  

m eet th e  d e fe n se  t r a n s p o r t  needs, to  secu re  su p p lie s  from 

a n d  th e i r  l in k s  w ith  fo re ig n  c o u n tr ie s  in  tim es o f h o s ti

l i t y  a n d  em ergency. T h is  h a s  been  seen  in  m any c o u n tr ie s  

w here th e re  was p o li t ic a l  chaos in  dom estic a f f r a i r s  o r 

some so r t  o f re v o lu tio n , th e  fo re ig n  sh ip s  g iv in g  a  se r

v ice  fo r  t h a t  c o u n try  te rm in a tin g  th e i r  se rv ice s  en d ag e

rin g  th e  economy o f th e  c o u n try  in  q u es tio n , fo r  th i s  

f a c t  no  fo re ig n  sh ip p in g  b u s in e ss  is  w illin g  to  make a  

loss fo r  th e  in te r e s t  o f  a n o th e r  c o u n try
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talking r isk s  in  such  u n re lia b le  b u s in e ss  c o n d itio n s  .

Hence, consid erin g  v a r io u s  asp ec ts  o f  p o li tic a l an d  

n a t io n a l  se c u rity , sh ip p in g  in d u s try  was e s ta b lis h e d  an d  

ex p an d ed  b y  m any countijffies w ith o u t consid erin g  th e  

economic v ia b i l i ty  o f  th e  in d u s try . In  m any dev e lo p in g  

c o u n tr ie s  who h a v e  been  u n d e r  th e  yoke o f  co lonialism  fo r  

decade, a f t e r  th e i r  independence, th e y  so u g h t t h a t  e s ta b 

l ish in g  a  n a t io n a l  sh ip p in g  a s  a  n a t io n a l  id e n ti ty .

E th io p ia  a s  one o f th e  d ev e lo p in g  co u n trie s , th e  

m ain o b je c tiv e s  o f  e s ta b lis h in g  an d  e x p a n d in g  i t s  n a t io 

n a l  sh ip p in g  in d u s try ,  is  n o t o th e r  th a n  th o se  e x p la in e d  

in  th e  above. A c tu a lly  from th e  veiw  p o in t o f th e  coun

t r y 's  o b je c tiv e  in  th i s  v e n tu re  an d  co n sid erin g  a l l  th e  

ab o v e  o b je c tiv e s  in  e s ta b lis h in g  a n d  e x p a n d in g  th e  sh ip 

p in g  in d u s try ,  i t  is  based  a n d  sh o u ld  be  based  on sound  

economic c i r t e r i ^ n  w hich some o f them  do n o t c o n s i t i tu te  

c i r te r ia  o f  commercial p ro f i ta b i l i ty .  O bviously , th e re  is  

no  d o u b t t h a t  economic co n s id e ra tio n s  sh o u ld  be  ta k e n  

in to  acco u n t b y  th e  economic p la n n e rs  in  th e  c o u n try .

At th e  micro le v e l commercial p r o f i ta b i l i ty  is  th e  ' 

m ain concern  o f  p r iv a te  sh ip p in g  e n te rp r is e s  whose 

s u rv iv a l  d epends on th e  p ro f i ts  th e y  e a rn  in  th e i r  com

m ercial b u s in ess  e f fo r t .  B ut, w h ile  consid erin g  th e  

in d u s try  a t  th e  m acro-level, economic p la n n e rs  may f in d  

sh ip p in g  p ro jec ts  ju s t i f i a b l e  e v e n  w hen such  p ro je c ts  do 

n o t m eet p u re ly  commercial requ irem en ts, p ro v id ed  th e y  

a re  s a t is f ie d  w ith  th e i r  economic v ia b i l i ty  a n a ly s is  t h a t  

i f  th e y  f in d  i t  b e n e f ic ia l  to  th e  economic developm ent o f 

th e  c o u n try  a s  a  whole.

39



CHAPTER IV

THE PEyESENT SHIPPING PATTERN IN ETHIOPIA 

4JL ORGANIZATION, MANAGEMNT AND OPERATIONS

P re se n t sh ip p in g  in d u s try  o p e ra te s  in  a n  aurena o f 

sh a rp  in te r n a t io n a l  r iv a le ry  a n d  in te re sL  H is to rica lly , 

n a t io n a l  co n tro l o f  sh ip p in g  se rv ice s  h a s  been  reg ard ed  

a s  one o f th e  k ey s  to  n a t io n a l  power. B efore going to  th e  

p re se n t sh ip p in g  o p e ra tio n s  an d  m anagem nent o f  E th io p ia n  

sh ip p in g  i t  w ill be  n ece ssa ry  to  rev iew  b r ie f ly  i t s  p a s t  

s i tu a tio n s .

H isto rica lly , th i s  c o u n try  was one o f  th e  g re a te s t  

n a t io n s  in  th e  world o f th e  tim e w ith  h e r  own f le e ts  an d  

c o n s ta n t to u c h  w ith  th e  o u ts id e  world. T h e  p a s t h is to ry  

in d ic a te s  t h a t  E th io p ia  h ad  t r a d in g  co n ta c ts  w ith  th e  
o u ts id e  world fo r  c e n tu r ie s  eK cept h e r  itiodem h ls tc tfy  
d u rin g  th e  period  o f h e r  a n t i-c o lo n ia l  war.

T he p re se n t E th io p ia n  sh ip p in g  in  i t s  modern form 

was e s ta b lish e d  in  1964 a n d  s ta r te d  i t s  o p e ra tio n  in  

1966. B efore th i s  time, Le. in  i t s  modern h is to ry , th e  

c o u n try  was to ta ly  d ep e n d e n t on fo re ig n  sh ip p in g  se rv ice s  

fo r  i t s  im ports a n d  e x p o rts  o f  in te r n a t io n a l  se a -b o rn e  

tra d e . When e s ta b lis h e d  in  1964, i t  wais a  p a r a s ta ta l  s h a 

re  com pany au tonom ously  opera ted . In  1974 th e  s h a re  com

p a n y  h o ld in g  was ab o lish ed  a n d  a p p ro p ria te d  b y  th e  

governm ent a n d  th e  com pany became u n d e r  th e  m in is try  o f 

tr a n s p o r t  a n d  com m unications.

Betw een 1966 a n d  1974 th e  co rp o ra tio n  h a d  th e re fo re

40



lo s t  n e a r ly  tw e n ty  fo u r  m illion  b ir r , Le. 54% o f i t s  

to t a l  asse ts . D uring  th i s  period, how ever, a s  th e  cor

p o ra tio n  h a d  n e v e r  g en e ra ted  enough  fu n d s  ev e n  to  meet 

i t s  re c u rr in g  ex penses, i t  was th e  governm ent t h a t  was 

c o n s ta n t ly  s e t t in g  th e  m atu rin g  in s ta llm e n ts  u n t i l l  th e y  

were a l l  s e t t le d  in  1973 when th e  accum ula ted  losses o f 

th e  co rp o ra tio n  were w ritte n  o f  a n d  th e  co rp o ra tio n  was 

made to  s t a r t  a  new l i f e  a s  o f  J a n u a ry  1st 1974 w ith  

p a id -u p  c a p t ia l  o f  23 m illion b irr . C onsequen t to  th e  

co rrec tiv e  m easures ta k e n  a s  in d ic a te d  above, th e  corpo

ra t io n  s ta r te d  a n d  n e v e r  f a i le d  s in ce  1974 to  make p ro 

f i t  /36.

Hence, s in ce  1974, w ith  a  view  o f m a in ta in in g  u n in 

te r ru p te d  se a  t r a n s p o r t  sev ices d u rin g  em ergencies an d  

u n fo rse e n  e v e n ts , consid erin g  th e  b a la n c e  o f paym en ts  

problem  a n d  d e s ire  to  conserve  fo re ig n  exchange, se rv in g  

in  prom oting th e  c o u n try 's  fo re ig n  t r a d e  c re a tin g  new- 

o p p o r tu n itie s  fo r  em ploym ent o f sc ience an d  tech n o lo g y  

aj:id th e  u se  o f sh ip p in g  in d u s try  a n d  o th e r  r e la te d  

in d u s tr ie s  a s  a  b a s is  fo r  d iv e s if ic a t io n  o f th e  economic 

a c t iv i ty ,  th e  governm ent h a s  ad o p ted  c e r ta in  a d m in is tra 

t i v e  meaisures to  fa v o u r  th e  n a t io n a l  l in e  in  i t s  a c t iv i 

t ie s  a n d  developm ent.

When d e a lin g  w ith  sh ip p in g  o p e ra tio n s  from th e  view  

p o in t  o f ty p e s  o f  serv ices  a n d  form s o f  o rg an iz a tio n s  

re q u ire d  to  p ro p e rly  m anage a n d  a d m in is te r each , th e r e  is  

no  a s  such  in f le x ib le  r u le  t h a t  can  be  followed.

(36) Report, M in is try  o f  T ra n sp o rt a n d  Comm unications

On E th io p ia n  S h ip p in g  C orporations, Addis 

A baba, May,1979. p.5
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T he ty p e  o f th e  se rv ice s  a n d  e x te n t  o f th e  com pany's 

o p e ra tio n  in  such  se rv ice s  a re  th e  p r in c ip a l fa c to rs  

de te rm in in g  th e  size  a n d  n a tu r e  o f th e  o rg an iza tio n .

T he o rg a n iz a tio n  o f a  l in e r  com pany, d ep en d in g  on 

i t  size, may be  o f  d iv is io n a l o r d e p a r tm e n ta l s tru c tu re .

T he o rg a n iz a tio n a l s t r u c tu re  may in c lu d e  th e  co rrespon 

d in g  elem en t d ec lin g in g  w ith  p a r t ic u la r  ty p e s  o f  o p e ra 

tio n s.

T y p ica lly , th e  o rg a n iz a tio n  o f  a  la rg e  l in e r  com pany 

in c lu d es  th e  fo llow ing  d iv is io n s  a n d / o r  departm en ts: 

S e c re ta r ia t ,  o p e ra tio n  d iv is io n . T ech n ica l d iv is io n .

M arine d iv is io n . A dm in istra tiv e , F in an ce , co n feren ce  

d iv is io n . R esearch  a n d  D evelopm ent d iv is io n  a n d  P e rso n n e l 

d iv is io n . C e rta in ly , in  p a r t ic u la r  com pany's d i f f e r e n t  

term s may b e  u sed  to  id e n t i f y  th e  p a r t ic u la r  e lem en ts  o f 

th e  o rg a n iz a tio n a l s t ru c tu re  o f  th e  company. N onetheless, 

in  alm ost e v e ry  case  th e re  w ill be  a n  o p e ra tio n s , te c h n i

c a l m arine an d  a d m in is tra t iv e  d iv is io n s  ir re sp e c tiv e  o f 

th e  nam es u sed  to  d e s ig n a te  th e se  /37.

T he a c t iv i t ie s  o f  sh ip p in g  com panies in c lu d e  two 

b asic  ty p e s  o f operations:/38

1) T ech n ica l o p e ra tio n s  c o n s is tin g  o f th e  p re p a ra 

tio n  o f a  sh ip  fo r  a  vo y ag e  (seaw orth iness) an d  

i t s  o p e ra tio n s  d u rin g  th e  voyage, w hich in c lu d es  

fu e lin g  supU ies o f  w ater, lu b r ic a n ts , food, 

equ ipm en t m a in ten an ce  a n d  rep a irs .

1

(37) Chrzanow ski, Op.dLt. p.

(38) Ibid.
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2> Commercial o p e ra tio n s  in c lu d in g  n e g o tia tio n s  o f 

co n tra c ts , c a n v a ss in g  fo r  cargo  a n d / o r passen g 

er, conclu sions o f f r e ig h t  co n tra c ts , v o yage  

es tim a tes  is su e  o f docum ents, encashm en t o f 

f re ig h t ,  in s u ra n c e  an d  claims, e tc .

Hence, th e  o rg a n iz a tio n a l s t r u c tu re  o f a  sh ip p in g  

com pany in c lu d e s  th e re fo re , th e  co rrespond ing  elem ents, 

d e a lin g  w ith  p a r t ic u la r  ty p e s  o f  o p era tio n s .

In  l in e r  sh ip p in g  o p e ra tio n  w hich th e  se rv ice s  a re  

re g u la r i ty  o p e ra tin g  in  a  p a r t ic u la r  t r a d e  ro u te  on p re 

determ ined  sch ed u le s  betw een th e  same p o rts  o r ra n g e  o f 

po rts , ro u te s  may b e  served  w ith  sh ip s  sp ec ia lized  design  

fo r  th e  tr a d e  req u ire m en t a n d  in  such  se rv ice s  th e  f r e 

q u en cy  o f s a il in g s  is  determ ined  b y  volum e o f t r a f f i c  

o ffe r in g  a n d  is  in f lu e n c e d  b y  a  v a r ie ty  o f  o th e r  conside

ra tio n s .

T he o rg a n iz a tio n  o f a  tram p com pany is  co m p ara tiv e ly  

sim pler th a n  a  l in e r  company, in  a  sen se  t h a t  b eca u se  o f 

th e  size o f a  tram p company, some sp ec ia lized  d iv is io n s  

a re  n o t fo u n d  in  sm aller o r medium tram p sh ip p in g  compa

n ie s  a n d  th e y  em ploy fo r  le ss  h ig h  q u a l if ic a t io n s  th a n  in  

l in e r  sh ip p in g  company. B u t th e  o v e ra ll  o rg a n iz a tio n  o f  a  

tram p compamny is  s im ilar to  t h a t  o f a  l in e r  e x c e p t t h a t  

th e  size o f th e  d iv is io n s , d ep a rtm en ts  is  n o t  e q u a l  in- 

b o th  cases. A tram p com pany w ill h a v e  le ss  pjersonnel th a n  

th e  l in e r  a n d  f u r th e r  a s  th e re  is  a  chamge in  tram p ope

ra t io n  o v er time, th e i r  o rg an iz a tio n  a lso  ch an g e  a n d  ev en  

some d ep artm en ts  d isap p ea r.

O p era tio n a lly , tram p sh ip p in g  w hich is  n o t  engaged 

in  re g u la r  serv ices, ta k e s  cargo  a s  o ffe red .
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In such  b u s in ess , v e sse ls  engage in  a n y  tr a d e  w here in  

p r o f i t  is  ex pec ted . Tramp sh ip p in g  o p e ra tio n  is  a c tu a l ly  

th e  most d i f f i c u l t  an d  com plicated th a n  th e  l in e r  o p e ra 

tio n s . In tram p sh ip p in g , th e  o p e ra to r  m ust be  k e e n ly  

a l e r t  to  in fo rm a tio n  a n d  b u s in e ss  t r e n d s  in  aJLl o v e r th e  

world, th e y  m ust h a v e  th e  know ledge o f  w hen a n d  from whe

re  sea so n a l cargo flow s a re  a v a ila b le , th e y  m ust m a in ta in  

co n nec tions a t  a l l  p r in c ip a l tr a d in g  cen te rs , a g e n ts  upon  

whom th e y  can  r e ly  fo r  a c c u ra te  m arket rep o rts , r a te  

f lu c tu a t io n s  a n d  some o th e r  r e le v a n t  m a tte rs  in  th e  b u s i

ness a s  n ece ssa ry  w ith  e x c e lle n t b u s in e ss  judgem ent.

I t  is  u n d e n ia b le  f a c t  t h a t  i t  would n o t  b e  p ossib le  

to  d e s ig n a te  a n y  f ix e d  s tru c tu re  o f o rg a n iz a tio n a l form 

to  be ap p icab le  to  a l l  sh ip p in g  com panies o p e ra tin g  in  

l in e r  serv ices.T he o rg a n iz a tio n a l form  d epends u p o n  th e  

ow ners id e a s  a n d  th e  o b je c tiv e  r e a l i t ie s  g o v ern in g  a  

g iv en  circum stances.

With re sp ec t to  th e  o rg a n iz a tio n a l s t r u c tu re  o f th e  

E th io p ia n  S h ip p in g  a s  a  l in e r  conpany , i t  h a s  i t s  own 

d is t in c t  b e a rin g  upon  i t s  o rg a n iz a tio n a l s e t-u p . T y p ic a l

ly , th e  E th io p ia n  sh ip p in g  com pany o rg a n iz a tio n a l s e t-u p  

in c lu d es  sev en  departm en ts. T hese  are: A d m in istra tio n  a n d  

Manpower developm ent. Legal a n d  In su ran ce  claims, O pera- 

tios, te c h n ic a l a n d  N au tica l, R esearch  an d  B usin ess  d ev e

lopm ent, B udget a n d  F in a n c e  a n d  P u b lic  r e la t io n s  d e p a r t

m ents (see on diagram  n e x t  page fo r  th e  o rg a n iz a tio a l 

s t ru c u tu re  o f  E th io p ia n  sh ip p in g  l in e s  corporation ).

C e rta in ly , a s  e x p la in e d  in  th e  above, in  d i f f e r e n t  

com panies term s may be u sed  to  id e n t i f y  th e  p a r t ic u la r  

elem ents o f th e  organizatioaLl s t r u c tu re  o f th e  com pany.

B u t in  alm ost e v e ry  case  th e re  w ill be  th e  m ain ones a s
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O rg an iza tio n a l c h a r t

I
E th io p ia n  sh ip p in g  L ines

M in is try  o f T rainsport a n d  Com m unications 

(Board o f  D irectors)

G enera l M anager

Adm. Legal F in a n c e  T ech n ica l R esearch O peration  P u b lic  

& & & & & DepL R elat.

Manp. Insu r. B udget N a u tic a l B usiness

Dev'L Dev'L

o p era tio n . T echn ical, A dm in istra tion , Legal an d  F in a n c e  

d ep artm en ts  ir re sp e c tiv e  o f th e  nam es used  to  d e s ig n a te  

these .

T he E th io p ia n  S h ip p in g  lin e s  is  h ead ed  b y  th e  Board 

o f D irectors, c h a ire d  b y  th e  m in is te r o f  th e  m in is try  o f 

t r a n s p o r t  a n d  com m unications (MTC), who a re  re sp o n s ib le  

fo r  th e  e x p a n s io n  o f th e  sh ip p in g  in d u s try  b o th  in  po licy  
m a tte rs  a n d  in v estm en ts . T he g e n e ra l m anager is  re sp o n 

s ib le  to  th e  board  o f  d ire c to rs  in  p la n n in g  a n d  im plem ne- 

t in g  o f  th e  com pany's policy , a s  may be  d ire c te d  b y  th e  

board  a n d  th e  to t a l  o p e ra tio n s  o f th e  company.
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T he d a i ly  o p e ra tio n s  a re  led  a n d  d ire c te d  b y  th e  

v a r io u s  d ep artm en t m anagers a n d  th e  a d m in is tra tio n  in  th e  

ab o v e  c ited  d epartm en ts. T he h e a d  o f f ic e  is  lo ca ted  in  

th e  c a p ita l ,  Addis Ababa, a n d  th e  co rp o ra tio n  h a s  one 

dom estic b ra n c h  o ff ic e  a t  Assab a n d  one O verseas R epre

s e n ta t iv e  o f f ic e  fo r  E urope a t  Rotterdam .

I t  ru n s  i t s  o p e ra tio n  w ith  a  to t a l  o f a b o u t 80,000 

dead  w eigh t to n n a g e  o f i t s  own 11 vessels,w ith  occasional 

c h a r te re d  vesse ls , em ploying 271 w orkers, w ith  63 sh o re  

based  a n d  188 seago ing  p e rso n n e l ( re fe r  to  th e  A ppendix  

NoJ. fo r  d e ta il) . A t p re s e n t th e  E th io p ia n  sh ip p in g  lin e s  

co rp o ra tio n s  is  rep re sen ted  b y  ap p ro x im a te ly  34 lo ca l 

ag e n ts  in  19 d i f f e r e n t  c o u n trie s  o f E urope a n d  in  th e  Red 

Sea region. D om estically  a n d  in  D jib o u ti th e  governm en- 

t a l ly  owned co rp o ra tio n  i.e.,Maritime T ra n s it  a n d  S e rv i

ces C orporation  (MTSC), a c t  a s  ESL p o rt a n d  commercial 
agen t.
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4.1.1 THE SHAPING DEMAND ANALYSIS

I f f

T he dem and fo r  sh ip p in g  se rv ice s  is  a  ccpllective and  

d e riv e d  dem and stemming from  m any sources, th e  p rim ary  

m ain reaso n  be in g  economic one. "In g en era l, dem and fo r  

tr a n s p o r t  r e s u l ts  from  "derived  demand" fo r  w ith o u t th e  

dem and fo r  goods th e re  would be  no  dem and fo r  tr a n s p o r t  

w hich c o n s ti tu te s  a n  im p o rtan t e lem ent o f th e  p ro d u c tio n  

process"/39.

T he dem and fo r  th e  E th io p ia n  ocean  sh ip p in g  is  a n  

in te g ra l  a n d  d e p e n d e n t p a r t  o f  i t s  in te r n a t io n a l  tra d e . 

N early  a l l  th e  fo re ig n  t r a d e  an d  p a r t ic u la r ly  th e  e x p o rt 

tra d e , in  term s o f volume, is  m ain ly  tra n s p o r te d  b y  sea. 

O nly a  v e ry  in s ig n if ic a n t  p e rc e n t o f th e  e x p o r t tr a d e  

such  a s  p e rs h ia b le  an d  p rec io u s  good a re  tra n s p o r te d  b y  

a ir .

To d e term in e  th e  dem and fo r  th e  g e n e ra l movements o f 

cargo in  th e  E th io p ia n  fo re ig n  tra d e , a  re fe re n c e  is  made 

to  th e  tre n d  from 1974 to  1982. When a n a ly z in g  th i s  

fo re ig n  t r a d e  f ig u re s , a s  p e r  enclosed  T ab le  No.l, i t  

could be re a liz e d  t h a t  th e  E th io p ia n  t r a d e  s t ru c tu re  is  

h ig h ly  in b a la n c e d  w ith  a  lim ited  ran g e  o f e x p o r ts  t h a t  

d e r iv e  m a in ly  from  a g r ic u ltu re  an d  im p o rta tio n  o f  h ig h ly  

v a r ie d  c a p ta l  an d  consum er goods.

Im port t r a f f i c  h a s  r is e n  s te a d i ly  fo r  th e  d ry  cargo 

sh ipm en ts  o v er th e  l a s t  decade, w h ile  th e re  is  a  s te a d i ly  

d ecrease  o f  e x p o r t cargoes s in ce  1974. T he a d v e rse  c li
m atic co n d itio n s  in  certadn  n o r th e rn  p a r ts  o f  th e  c o u n try  

in  a d d itio n  to  o th e r  p h y s ica l, social, economic a n d
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p o li t ic a l  problem s in  th e  c o u n try  h a v e  h a d  a n  im pact on 

th e  to t a l  e x p o r t t r a d e  ex p an sio n s . L iqu id  cargo w hich is  

e n t i r e ly  composed o f petro leum  p ro d u c ts  a re  im ported  an d  

p a r t ly  re -e x p o r te d  to  some co u n trie s . T h is  t r a d e  c o n s ti-  

t i t e s  betw een 55-60 p e rc e n t o f  E th io p ia s  to t a l  t r a d e  an d  

h a s  b een  s te a d i ly  growing s in ce  1979 w ith  a  l ig h t  d rop  in  

1980.

T he coaistal t r a f f i c  co n sis ts  o f  m a in ly  sh ipm en ts  

betw een Assab a n d  Massawa, w ith  occasional tra n sh ip m e n t 

to  an d  from D jibou ti. T h is  sh ipm en t is  e x c lu s iv e ly  p ro 

te c te d  to  th e  n a t io n a l  c a rr ie rs . In 1984/65, 117,800 to n s  

o f d ry  cargo a n d  a b o u t 70,0(X) to n s  o f re f in e d  petro leum  

was tra n s p o r te d  in  th e  c o a s ta l serv ice .

E th io p ia 's  c u r re n t  t r a d e  s i tu a t io n  t r a d e  shows a  

com position o f e x p o r t item s such  a s  co ffee , o ilseed s  an d  

cake, p u lse s  a n d  v eg e tab le s , an im als  an d  products, 

su g a r,sa lt, m inerals, perto leum  an d  petro leum  products, 

th i s  com position o f  t r a d e  h a s  n o t  changed  in  th e  l a s t  
decades. C offee  rem ained to  be  th e  f i r s t  m ain im p rta n t 

e x p o r t commodity, w hich a cc o u n t fo r  a b o u t 60 p e rc e n t o f 

th e  to t a l  e x p o r t tra d e . T he second la rg e s t item  be in g  

h id e s  a n d  sk in s, o ilseeds a n d  p u lses  a re  a lso  s ig n if i -  

canL

T he im ports axe ch a ra c te riz e d  b y  item s su ch  a s  food 

g ra in s^ 'e r til iz e r , chem icals, m etals a n d  products, in d u s 

t r i a l  m achinery , t r a n s p o r ta t io n  equipm ent, petro leum  an d  

petro leum  products, etc.

A ccording to  th e  Ten Y ears P e rsp ec tiv e  P lan , a s  

e x p lia n e d  e a r l ie r  in  c h a p te r  two, th e  e x p o r t t r a d e  o f 

th e se  t r a d i t io n a l  p ro d u c ts  l ik e  co ffee , h id e s  a n d  sk in s
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a n d  p u lse s  h a d  a  sh a re  o f 73.5 p e rc e n t o f th e  ag g reg a te  

e x p o rt e a rn in g s  in  th e  1984/85 b u d g e to ry  y e a r . T he  grow th 

in  th e  volum e o f co ffee  e x p o rts  d u rin g  th e  p la n  period  is  

to  s t a r t  w ith  100 th o u sa n d  to n s  in  th e  1984/85 a n d  ra is e  

to  170 th o u sa n d  tons . T he s h a re  o f e a rn in g s  from  o th e r  

e x p o rt item s is  p la n n e d  to  ra is e  from a  le v e l  o f  26.5 

p e rce n t in  1984/85 to  46.8 p e rc e n t in  1993/94.(40)
As reg a rd s  th e  im ports, th e  ag g reg a te  a n n u a l  r a te s  

o f paym en ts  a re  e s tim ated  to  grow th re e - fo ld  a t  th e  end  

o f  th e  p la n  period, es tim ated  a t  8.8 p e rc e n t a n n u a l  

grow th ra te .  Here in  th i s  connec tion  i t  w ill be  n ece ssa ry  

to  re c i te  th e  a v e ra g e  GDP grow th ra te , w hich is  6.5 per

c e n t w ith in  th e  p la n  period , w ith  a g r ic u ltu re  GDP p la n n e d  

to  in c re a se  a t  a n  av e ra g e  a n n u a l  r a te  o f  4.3 p e rce n t, 

in d u s tr ia l  GDP a t  a n  a v e ra g e  a n n u a l  r a te  o f  10.8 p e rc e n t 

serv ices  GDP a t  a n  av e ra g e  am nual r a te  o f  6.9 p ercen t.

T h is  b e in g  th e  m a n ife s ta t io n  o f th e  e f f o r t s  in  th e  macro 

economic developm ent s t r a te g y  amd s t r u c tu r a l  a n d  t r a n s fo 

rm ation  o f th e  economy, su ch  a t ta in m e n ts  were en v isag ed  

to  ta k e  p lace  w ith  in  th e  p la n  period.

H ence i t  is  w ith in  th i s  c o n te x t t h a t  we s h a l l  see 

th e  f u tu r e  o v e ra l l  t r a d e  developm ent a n d  dem and fo r  th e  

sh ip p in g  serv ices, a s  a n  req u ire m en t fo r  th e  in te r n a t io 

n a l  se a -b o rn e  t r a d e  o f th e  c o u n try .

T he po ssib le  grow th o f  th e  c o u n try 's  in te r n a t io n a l  

t r a d e  w ill n e c e s s ita te  th e ' m aritim e t r a n s p o r t  n eed  o f th e  

c o u n try  a t  a l l  s tag es  o f i t s  deve lo p m en ta l e f fo r t ,  a s  th e  

dem and fo r  ocean  sh ip p in g  is  a n  in te g ra l  a n d  d e p e n d e n t 

p a r t  o f  i t s  in te r n a t io n a l  s e a -b o rn e  t r a d e  a n d  th e  economy 

a s  a  whole. To h a v e  a  view  on th e  f u tu r e  sh ip p in g  dem and.

(40) A ll th e  f ig u re s  h e re  a re  ta k e n  from th e  P e rsp e c ti

v e  p la n  a s  in d ic a te d  p rev io u s ly .
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th e  e x te rn a l  tr a d e  fo recas te s ,an d  f u tu r e  im ports /expo rts  

accord ing  to  th e  medium an d  h ig h  scen a rio u s  a re  g iv en  in  

T ab le  No2. I t  shows com para tive  e x te rn a l  t r a d e  

fo re c a s ts  from th e  T ra n sp o rt Sector S tu d y  (TSS), th e  

E th io p ia n  P o r t S tu d y  (EPS), an d  th e  Road T ra n sp o rt S tu d y  

(RTS).

R egard ing  th e  d ire c tio n  o f th e  tra d e , w estern  E urope 

is  th e  la rg e s t  tra d in g  p a r tn e r  w ith  E th io p ia , th e  second 

be ing  A sia in c lu d in g  Middle E a s t c o u n trie s  a n d  J a p a n  h a s  

emerged a s  th e  la rg e s t t r a d in g  p a r tn e r  in  th o se  a rea s , 

which a cc o u n t fo r  th e  v e ry  s ig n if ic a n t  p ro p o rtio n  o f  th e  

tra d e . A c tu a lly  more th a n  64 p e rc e n t o f  th e  e x p o r t an d  62 

p e rc e n t o f th e  im port t r a d e  w ere conducted  w ith  th e  mar

k e t economies w h ile  tr a d e  w ith  th e  p la n n in g  economies 

w hile t r a d e  w ith  th e  p la n n e d  economy c o u n tr ie s  h a d  a  s h a 

re  o f 16 p e rc e n t o f im ports a n d  10 p e rc e n t o f  th e  

ex p o rts  /41.

T he t r a d e  re la t io n s  w ith  d ev e lo p in g  co u n trie s , a s  
s ta te d  e a r l ie r ,  is  growing from a  sh a re  o f 20 p e rc e n t of 

e x p o rts  a n d  16 p e rc e n t o f  th e  im ports b e fo re  1974, grew 

to  26 p e rc e n t o f e x p o rts  a n d  23 p e rce n t o f th e  im port on 

average .

A ccording to  th e  p la n  e x p o rt-im p o rt ta rg e ts , th e re  

is  a n  a n t ic ip a tio n  o f ag g reg a te  s te a d y  grow th w ith  th e  

p la n  perio d  w hich a s  a  r e s u l t  w ill c re a te  a n d  in c re a se  

th e  dem and fo r  ocean  sh ip p in g , w hich is  a lso  a n  in te g ra l  

an d  d e p e n e n t p a r t  o f in te r n a t io n a l  se a -b o rn e  t r a d e  o f th e  
co u n try .

(41) Ibid. pJ63



E T H IO P IA N  EXTERNAL TRADE S T A T IS T IC S  

( IN  METRIC TONS)

T a b le  N o . l

Y e a r

G e n e ra l C a rg o  

E x p o r t  I m p o r t T o t a l

P e t r o 

le u m

G ra n d

T o t a l

•1974 4 7 9 8 1 0 2 4 3 0 7 6 7 2 2 8 7 7 6 4 7 2 8 3 1 3 7 0 1 6 0

•1975 36^16 1 3 1 9 2 8 6 8 5 5 4 4 8 1 8 5 4 2 5 2 1-208773

•1976 3 2 9 1 2 5 2 5 3 3 5 7 5 8 2 4 8 2 5 9 5 6 1 2 1 1 7 8 0 9 4

1 9 7 7 2 0 6 0 0 6 2 3 9 3 2 3 4 4 5 2 3 8 8 5 3 0 8 9 1 0 9 8 3 2 7

1 9 7 8 1 5 7 5 7 3 2 6 7 6 0 8 4 2 5 1 8 1 6 1 7 4 8 0 •1042661

1 9 7 9 2 2 6 7 0 8 4 3 9 1 8 2 6 6 5 8 9 0 8 5 0 3 3 4 1 5 1 6 2 2 4

1 9 8 0 2 2 9 0 8 9 5 2 8 5 6 7 7 5 7 6 5 6 9 3 2 5 5 1 1 6 9 0 2 0 7

1 981 2 5 4 8 5 3 3 8 2 9 9 5 6 3 7 8 4 8 9 2 0 7 5 1 1 5 5 8 5 9 9

1 9 8 2 2 4 7 8 7 4 5 7 5 4 5 0 8233^24 9 5 4 4 5 9 1 7 7 7 7 8 3

S o u r c e :  E t h io p ia n  S h ip p in g  L in e s  C o r p o r a t io n  C E S LC ), 

•1985.
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FORECASTS OF IMPORT AND EXPORT VOLUMES 

MEDIUM SCENARIO ( 0 0 0  TONS)

T a b le  N o«2

1 9 8 8 / 8 9 1 9 9 3 /9 4 1 9 9 8 /9 9

I m p o r t s TSS EPS RTS TSS EPS RTS TSS EPS

F o o d g r a i n s 2 5 0 20 _ 1 8 0 20 — 40 20
F e r t i  U s e r 1 8 0 4 5 0 1 4 0 3 8 0 1 0 0 2 2 0 475 1 0 0
c h e m i c a l s 78 1 9 0 1 2 0 1 0 4 3 3 0 2 0 0 1 5 2 7 00

M e t a l  & P r o d . 105 2 4 0 1 84 141 4 2 4 3 0 0 2 0 6 7 50
I n d u s t r l . m a c h . 31 70 62 46 1 0 6 1 0 0 61 1 60
T r a n s p o r t  EQT. 55 60 43 79 60 70 1 1 6 60
o t h e r s 2 0 7 2 1 0 191 2 6 0 2 90 2 6 4 3 5 3 4 00

S u b - T o t a l 9 0 6 1 2 4 0 7 4 0 1 1 9 0 1 3 3 0 1 1 5 4 1 4 0 3 2 1 9 0
P e t r o l . & P r o d . 8 0 7 1 9 0 0 9 57 1 1 6 0 2 6 0 0 1 3 1 3 1 4 6 0 3 5 0 0
G ra n d  T o t a l 1 7 7 6 3 1 4 0 1 6 9 7 2 3 5 0 3 9 3 0 2 4 6 7 2 8 6 3 5 6 9 0

E x p o r t s

C o f f  ee 1 0 7 1 2 0 1 2 3 1 2 0 2 0 0 1 5 0 1 3 3 2 60

o i I s e e d s & C a k e s 65 70 80 90 1 1 0 1 1 7 1 0 0 ISO

P u l s e s  &. V e g t . 51 1 1 0 1 4 0 86 145 2 0 0 145 1 80

A n i m a ls  & P r o d . 26 1 3 0 48 35 2 1 0 60 48 2 90

S u g a r 50 40 55 64 50 60 81 60

S a l t 18 1 4 0 1 6 0 20 1 4 0 1 6 8 46 1 40

M i n e r a l s 10 - - 60 - - 70 -

O t h e r s 28 1 0 0 42 44 1 7 0 6 3 72 3 10

S u b - T o t a l 355 7 1 0 6 4 8 5 2 8 1 0 2 5 8 1 8 8 9 6 1 3 9 0

P e t o l .&  P r o d . 2 15 7 0 0 3 6 6 3 0 2 9 0 0 501 3 8 6 1 10 0
G ra n d  T o t a l 5 7 0 1 4 1 0 1 0 1 4 8 3 0 1 9 2 5 1 3 1 9 1 081 2 4 9 0

S o u rc e W o r ld  B a n k , 1986



A12 THE AVAILABLE SHIPPING SERVICE (SUPPLY)

T h ere  a re  s e v e r ia l  w ays o f c la s s ify in g  sh ip p in g  se r

vices, i t  could  be  id e n t if ie d  a s  c o a s ta l sh ip p in g  se r

v ices  o r a s  deep sea  sh ip p in g  serv ices. S h ip p in g  a jid  

sh ip p in g  m arkets a r e  so d i f f e r e n t ia te d  in  tech n o lo g y  an d  

developm ent t h a t  in d iv id u a l  m arkets h a v e  to  be  considered  

se p ra te ly . I t  may a lso  be  d is tin g u ish e d  f u r th e r  betw een 

tr a n s p o r ta t io n  o f cargoes an d  passengers.

S h ip p in g  se rv ice s  cou ld  b e  d ev id ed  accord ing  to  cer

t a in  in d ic a to rs  a sso c ia ted  to  th e  b u s in e ss  a c t iv i ty  

in v o lv e d  Le., b y  th e  n a tu r e  a n d  q u a n t i ty  o f cargo, th e  

ty p e  o f sh ip  an d  th e  a re a s  w here th e  sh ip  is  s e rv in g  th e  

tra d e . A ccording to  th e  ty p e  o f sh ip p in g  a c t iv it ie s ,  i t  

could be  d ev id ed  in to  th e  fo llow ing  ca tego ries:

, . L in er sh ip p in g

. Tramp sh ip p in g  

. T an k e r sh ip p in g  an d  

. P assen g er sh ip p in g  

Futherm ore, th e se  m ain groups could be  dev id ed  in to  

sp ec ia lized  m arkets. B u t th e  pu rpose  h e re  is  n o t  to  d e a l 

in  d e ta i l  to  th e se  sh ip p in g  serv ices, r a th e r  i t  is  to  
cope w ith  one a sp ec t o f  th e  ab o v e  mentioned,Le., l in e r  

sh ip in g  in  th e  E th io p ia n  c o n te x t from th e  su p p ly  pjoint o f 

view.

T he  E th io p ia n  l in e r  sh ip p in g  w hich is  engaged  m ostly  

in  th e  generad cargo  sh ip p in g  o f th e  c o u n try 's  se a -b o rn e  

tra d e , in v o lv e s  in  a  r e ^ l a r  se rv ice  in  th e  two main 
E u ro p ean  t r a d e  ro u te s  a n d  in  th e  c o a s ta l sh ip p in g  

o p e ra tio n  o f  th e  c o u n try  w ith  a  to t a l  lo a d in g  c a p a c ity  o f 

a b o u t 00,000 dead  w eight, (fo r  v e sse l p a r t ic u la r s  r e fe r  

A ppendex No2).
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In  i t s  two m ain ro u tes , i t  c a lls  a t  a  se rio u s  o f 

ports . T he a re a s  se rv ed  b y  th e  E th io p ia n  sh ip p in g  lin e s  

a re  id e n t if ie d  a s  follow ings:

1) Red S ea/M ed ite rran ean /A d ria tic  ro u te , w hich in c 

lu d e s  th e  p o r t  o f  D jib o u ti an d  th e  home p o rts  o f 

Assab an d  Massawa in  th e  Red S ea m a in ly  covers 

Je d d a h , P ira e u s , Rejeikai, T rie s te , LeghornJB ar- 

ce llo n a  a n d  M arseilles in  th e  M ed iterraneah /A - 

d r ia tic .
2) Red Sea/UK/North c o n tin e n t/  S c a n d in a v ia  R oute,

w hich covers th e  p o rts  o f  le h a v re , Antwerp, Bre

men, Hamburg an d  M iddlesbrough in  th e  UK, c a lls  

re g u la r ly  a n d  in  G dyn ia  (po lish  p o rt) a n d  o th e r  

S c a n d in a v ia n  p o rts  c a ll i r r e g u la r ly  o r se rv es  

th ro u g h  tra n sh ip m e n t a s  necessary .

T he E th io p ia n  S h ip p in g  t r a f f i c  in  th e s e  two d is t in c t

ly  in d e p e n d e n t t r a f f i c  ra jig es  can  be  shown in  T ab le  No.3. 

A na ly sis  o f th e se  t r a d e  d ire c tio n  w ill show t h a t  E S l's 

sh a re  h a s  on  a n  a v e ra g e  b a s is  in c reased  from 75 p e rc e n t 
in  1981 to  82 p e rc e n t in  1984 a n d  from 45.4 p e rc e n t in  

1981 to  47 p e rc e n t 1984 fo r  th e  e x p o rts  a n d  im ports re s

p e c tiv e ly , in  th e  Uk/NC tr a d in g  ro u te . While i t  in c reased  

from 46.4 p e rc e n t in  1981 to  50S p e rc e n t in  1984 and  

from 16 p e rc e n t in  1981 to  28 p e rc e n t in  1984 fo r  th e  

e x p o rts  a n d  im ports a n d  im ports re sp e c tiv e ly  in  th e  medi

te r r a n e a n  ro u te . When re fe r in g  to  th e  to t a l  num ber o f 

sh ip s  c a l lin g  a t  th e  E th iop ia in  n a t io n a l  p o rts , th e  sh ip  

t r a f f i c  in  th e  num ber o f  sh ip s  show t h a t  th e re  h a s  been  a  

s te a d i ly  d ec lin e  in  th e  num ber o f sh ip s  c a llin g  a t  th e  

p o rts  s in ce  1974, Le., s in ce  th e  tim e th e  c o u n try  was in  
a  se rio u s  social, economic a n d  p o li t ic ia l  chaos an d  

chamged i t s  soc ia l system .
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S ince 1976/77, th e  to ta l  num ber o f d ry  cargo sh ip s  

c a llin g  a t  Assab h a s  s te a d i ly  d ec lined  from  422 to  380 in  

1983/64. T he num ber o f ocean going v esse ls  c a rry in g  d ry  

cargo a c tu a l ly  in c re a sed  b y  a n n u a l  a v e ra g e  r a te  o f fo u r  

p e rc e n t p e r  y e a r . T he num ber o f ccean  going ta n k e rs  c a l

l in g  a t  Assab h a s  a lso  in c re a sed  s te a d i ly  th ro u g h  

1983/84, r is in g  a t  n e a r ly  25 p e rc e n t p e r y e a r  from 1980 

Z42.

D uring  1983/84, sh ip  t r a f f i c  th ro u g h  th e  p o r t  o f 

Massawa consisted  o f 127 o ffsh o re  g e n e ra l cargo vessels,
157 ta n k e rs  from o ffsh o re , 30 g e n e ra l cargo  co as te rs  an d  

1 co as te r ta n k e r .
C oasta l t r a f f i c  co n s is ts  o f m a in ly  sh ipm en ts  betw een 

Assab a n d  Massawa on EISLC sh ip s  w ith  occassiona l t r a n 

sh ipm en t to  an d  from  D jib o u ti. D uring 1984/85, th e re  

were 42 g e n e ra l cargo sh ip s  a n d  16 ta n k e r s  c a rry in g  

117,800 to n s  o f d ry  cargo a n d  n e a r ly  70,CO0 to n s  o f r e f i 

ned  petro leum  /43.

In  g en era l, w hen re fe r in g  to  th e  s h a re  o f  E th io p ia n  

n a t io n a l  sh ip p in g  (as p e r enclosed T ab le  No.4), i t  can  be 

rea lized  t h a t  ESLC's s h a re  o f  l i f t in g s  in  th e  UK/North 

C o n tin e n t a n d  th e  M ed ite rran ean /A d ria tic  ro u te s  is  sho

wing a n  in c re a s in g  te n d en cy . While co n sid e rin g  th e  p e r

cen tag e  p ro p o rtio n  o f th e  e x p o r t an d  im port t r a d e  in  th e 

se reg ions le a d s  to  a  conclusion  t h a t  th e re  is  no  room 

fo r  ex p a n s io n  o f th e  E th io p ia n  sh ip p in g  e sp e c ia lly  in  th e  

UK/North C o n tin e n t ro u te .

(42) World Bank, E a s t A frican  R egional T ra n sp o rt DepL
S u rv e y  on E th io p ia n  P o r t D evelopm ent, 

1966, p l3 .
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H ere i t  is  w orth co n sid erin g  th e  UNCTAD Code o f  C onduct 

fo r  l in e r  co n ferences in  th e  c o n te x t o f  th e se s  argum ents, 

w hich s ta te s  th e  p ro v is io n  o f '40-40-20' r a t io  o f  cargo 

sh a r in g  a n d  which th e  E th io p ia n  sh ip p in g  in  th e se  reg ions 

is  more th a n  th i s  f ig u re  (fo r  d e ta i l  in fo rm a tio n  on th e  

cargo flow, o p e ra tio n s  a t  th e  two n a t io n a l  p o r ts  o f  Assab 

an d  Massawa an d  th e  com position o f ex p o rt/im p o rt cargo, 

f e re r  to  th e  a p p en d ix es  No.3,4 & 5 >.

B u t g e n e ra lly  speak ing , th e  E th io p ia n  n a t io n a l  s h ip 

p in g  f u l f i l s  on a v e ra g e  o n ly  20-2B p e rc e n t o f th e  to t a l  

sh ip p in g  req u irem en t o f th e  c o u n try 's  in te r n a t io n a l  se a — 

bo rn e  tra d e , hence  in  th i s  reg ard  i t  could  be  sa id  t h a t  

fo r  E th io p ia n  sh ip p in g  l in e s  th e re  is  s t i l l  a  room fo r  

ex p a n s io n  o f i t s  o p e ra tio n a l a c t iv i t ie s  in  l in e  w ith  i t s  

fo re ig n  t r a d e  developm ent. T he b e n e f ic ia l i ty  th i s  expam - 

sion  to  th e  economy o f th e  c o u n try  w ill depend  on how th e  

sh ip p in g  in d u s try  is  s tru c tu re d  an d  perform s. If  th e  ove

r a l l  sh ip p in g  perfo rm ance is  based  on h ig h  p ro d u c tiv ity  

a n d  e f f ic ie n c y  com peting w ith  th e  fo re ig n  sh ip p in g  s e rv i

ce to  th e  co u n try , th e n  i t  would be s ig n if ic a n t  fo r  th e  

fo re ig n  t r a d e  developm ent in  p a r t ic u la r  a n d  fo r  th e  eco

nomic developm ent o f th e  c o u n try  in  g en era l, o therw ise  i t  

w ill be  a  cost to  th e  economy o f th e  c o u n try  a f f e c t in g  

th e  w e lfa re  o f th e  socie ty .

5 6



E S L 'S  CARGO L IF T IN G  SHARE 

IN

THE EUROPEAN TRADE ROUTES

!:1981-8A ;)

1 981  1 9 8 2

T a b l e  N o . 3 

1 9 8 3  1 9 8 4

U K/N .C O N TIN E N T

E x p o r t 6 9 2 7 3 6 2 3 5 8 7 1 4 9 9 7 6 2 9 3

ESL L i f t i n g 521 3 1 3 6 5 0 3 4 5 4 1 9 7 6 2 9 3

ESL %age s h a r e 7 5 . 0 5 8 . 5 6 3 . 5 8 2 . 0

I m p o r t 2 8 8 5 2 3 2 5 5 2 5 9 3 3 9 7 2 8 3392DS

ESL L i f t i n g 1 3 0 8 5 9 1 4 1 9 5 1 1 1 9 2 5 4 1 5 9 7 2 8

ESL %age s h a r e 4 5 . 4 5 5 . 6 3 5 . 0 4 7 . 0

M E D /A D R IA T IC

E x p o r t 4 2 3 3 4 3 8 1 0 7 4 3 6 9 4 4 6 6 2 3

ESL L i f t i n g 1 9 6 5 2 2 5 5 6 6 2 3 8 7 0 4 6 5 7 3

ESL %age s h a r e 4 6  > 4 6 7 . 1 5 4 . 6 5 0 . 5

I m p o r t 1 3 1 1 4 7 1 1 6 0 2 7 1 5 4 4 2 2 1 5 4 1 9 8

ESL L i f t i n g 2 0 9 8 2 2 7 3 5 3 3 3 4 5 3 4 3 1 7 6

ESL %age s h a r e 1 6 . 0 .5 2 1 .6 2 8 . 0

5 7
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VOLUME OF E T H IO P IA N  GENERAL CARGO TRADE

&

SHARE OF ESLC .

T a b le  N o .A  

(iOOO' M .T o n s . )

YEAR VOLUME ESL SHARE ESL SHARE IN  %AGE

E x p . Im p . T o t . E x p . Im p . T o t . E x p . Im p . T o t

1 9 7 7 2 09 2 3 9 4 4 8 35 57 92 17 24 21

1 9 7 8 1 58 2 68 4 2 6 33 81 1 1 4 21 31 27

1 9 7 9 227 4 39 6 6 6 48 1 1 8 1 6 6 27 25

1 9 8 0 2 2 7 5 2 9 7 58 55 155 2 1 0 25 3 0 28

1981 255 3 8 3 6 38 62 1 5 6 2 1 8 25 41 35

1 9 8 2 2 4 8 575 8 23 72 151 2 2 3 3 0 27 28

S o u rc e  s ESLC. 1 9 8 6 .
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THE STRUCTURE OF COST AND 
PROFITABILTY OF SHIPPING OPERATIONS

T he s u b je c t o f  costs is  c ru c ia l e lem en t o f economic 

a n a ly s is . D espite some d if fe re n c e s  in  d e f in i t io n , costs 

a re  seen  a s  e x p e n d itu re  b y  th e  p roducers  to  g e n e ra te  

gcKxls or serv ices. Cost o f sh ip p in g  may b e  reg ard ed  from 

two d i f f e r e n t  po ifits  o f view, a) a s  cost b o rn e  b y  th e  

sh ip  o p e ra to r  to  p roduce h is  se rv ice  a n d  b) as  a  cost 

b o rn e  b y  th e  u se r  o f  sh ip p in g  serv ices. T hese  two costs 

a re  to t a l ly  d is t in c t  from each  o th e r  a n d  c o n s ti tu te  two 

s e p a ra te  economic ca te g o rie s  Z44. H ere we s h a l l  d e a l w ith  

th e  cost bo rn e  b y  th e  sh ip p in g  com pany a s  owner to  p ro d u 

ce th e  t r a n s p o r t  serv ices. Costs in v o lv e d  in  sh ip  o p era 

tio n s  determ ines th e  p rice  fo r  sh ip p in g  se rv ice s  in  gene

r a l  in  b o th  th e  f ix in g  o f t a r i f f s  in  th e  l in e r  sh ip p in g  

a n d  c h a r te r  r a te s  in  th e  tram p sh ip p in g . G en era lly , sh ip 

p in g  econom ists d is t in g u is h  fo u r  g roups o f  costs; o v e r

h ead  costs, o p e ra tin g  cost or v e sse l o v e rh ead s, voyage  

ex p en ses  an d  cargo o r d ire c t costs.
Company o v erh ead s— th e se  a re  considered  a s  f ix e d  costs 

a n d  in c lu d e  th e  fo llow ing  items:

a) g e n e ra l costs: m anagem ent o f  firm , accoun ting ,

b an k in g  costs, p la n n in g  e tc

b) m arke ting  a n d  a d v e rtis in g : s ta t is t ic s ,  agency

fe e s  e tc ,
c) m arine overheads: n a u t ic a l ,  te c h n ic a l co n tro l

o f m arine  sto res.

<44) C hrzanow slki, Op.cit. p.
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V essel o p e ra tin g  costs (vesse l overheads): a re  th o se  

a re  costs re la te d  to  th e  m a in ten an ce  o f  th e  sh ip  in  

serv ice . T hey  a re  f ix e d  costs in d e p e n d e n t o f o u tp u t. T h ey  

typicaJJLy in c lu d e  th e  fo llow ing items:/4B

a) m ain ten ace  a n d  re p a irs  o f  h u l l  a n d  su p e rs tru c tu re s

m ain a n d  a u x i la r y  eng ines, p ro p u ls io n  geaur, 

equipm ent, docking, e tc ,
b) s u rv e y s  o f  q u a d re n n ia l  an d  an n u aJ ,co llis io n

suirveys,
c) In su ran ce  o f h u l l  a n d  m ach inery , P  & I
d> S ta f f  costs o f s a la r ie s  an d  bo n u ses  fo r  th e  crew, 

le a v e  p ay , so c ia l s e c u rity , t r a v e l  expenses, e t a

e) v ic tu a ll in g , la u n d ry , c lo th ing , e tc ,

f)  rad io
g) sh ip 's  s to re s  o f deck a n d  en g in e

Voyage costs a re  th o se  costs connec ted  w ith  ru n n in g  

th e  sh ip p in g  u n d e r  norm al o p e ra tin g  cond itions , th e y  

in c lu d e  th e  fo llow ing  items:
a) f u e l  costs in  t r a n s i t  an d  in  p o r t  p e r d a y  a n d  p e r

hour. F u e l consum ption in  p o r t  is  ap p ro x im ate ly  

one f i f t h  o f  consum ption in  t r a n s i t .

b) p o rt d u es  a n d  charges a re  h a rb o u r  dues, w h a rfs

dues, l ig h t  hou se  d u es  a n d  p ilo ta g e  a n d  tpwage, 

p o rt a u th o r i t ie s (  police, s a n i ta ry ,  customs).

c) agency  ex p en ses  a re  a l l  costs connec ted  w ith  th e

serv ices  re n d e re d  to  th e  sh ip  b y  th e  s h ip 's  ag en t.

Cargo o r d ire c t costs a re  th o se  costs  w hich a re  

ty p ic a l ly  v a r ia b le  a s  th e i r  a jaoun t v a r ie s  w ith  th e  q u a n 
t i t y  a n d  n a tu r e  o f  th e  cargo h a n ld e d  to  a n d  from  th e  sh ip

6 0

(45) Ibid.



T he fo llow ing costs a r e  in c lu d ed  in  d irc e t costs:
a) costs connected  w ith  lo ad in g  a n d  d isch arg in g  o f

cargo, s tev ed o rin g , c a rr ia g e  to  an d  from th e  sh ip , 

ta lly in g , m easuring,w eighing a n d  d u n n a g e  e tc ,

b) p assen g er costs  a re  th o se  ex p en ses  on board,

s tew ards ' wages, a n d  o th e r  r e la te d  costs etc..

T he  costs enu m era ted  ab o v e  b e in g  th e  same in  th e  

E th io p ia n  sh ip in g  c o n te x t th e  fo llow ings in  th e  s t ru c tu re  

o f  costs a re  p o in ts  o f  co n sid era tio n .

. Crew costs 

. F u e l costs 

. In su ran ce

. R ep a ir an d  m a in ten an ce  

. D e p rc ia tio n ' an d  in te r e s t  on  c a p i ta l  

. Cargo h a n d lin g  costs 

. o v e rh ea d s

T he p rice  o f se rv ice s  w hich depend  on  th e  n a tu r e  o f 

th e se  costs in  th e  sh ip p in g  in d u s try . T he most im p o rtan t 

c h a ra c te r is t ic s  is  th e  v e ry  h ig h  p ro p o rtio n  o f f ix e d  

costs to  th e  to t a l  co st a n d  th e  s tr u c tu re  o f costs fo r  a  

m oderate ty p ic a l  cargo  sh ip  v a r ie s  a ro u n d  th e  av erag e , 
a r is in g  o u t  o f v a r ia t io n s  in  th e  m ethod o f d ep rec ia tio n , 

th e  n a t io n a l i ty  o f th e  crew, th e  in s u ra n c e  ra te s , e tc .

According to  th e  1983/84 a n d  1984/85, re v e n u e  a n d  

e x p e d itu re  s t ru c tu re  o f  th e  E th io p ia n  sh ip p in g  lin e s  

corporation ,( a s  p e r  enclosed  a p p e n d ix  No.6> th e  fo llo 

wing could  be  reaJLized:

Crew cost w hich is  th e  m ain item  in  sh ip s  cost, 

c o n s ti tu te s  5-10 p e rc e n t o f  th e  o p e ra tin g  ex p en ses  a n d  

b a s ic a lly  th i s  crew cost depend  on sh ip 's  size a n d  m an-
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n in g  sca les  fo r  p a r t ic u la r  ty p e  o f sh ip s , n a t io n a l i ty  o f 

crew an d  p a y  co nd itions . E xcep t v e ry  few  num ber o f e x p a 

t r i a t e  o ff ice rs , a l l  th e  sh ip s  a re  m anned b y  n a t io n a ls  

a n d  h en ce  th e  crew cost is  dom estica lly  co n tro led  b y  th e  

n a t io n a l  soc ia l a n d  la b o u r o ff ic e  wage scales. A lthough  
th i s  is  th e  case, th e se  costs a r e  th e  most im p o rtan t fa c 

to rs  in f lu e n c in g  th e  e f f ic ie n c y  o f s h ip p in g  o p e ra tio n s  in  

g enera l.

F u e l Costs a re  determ ined  b y  a  mumber o f fa c to rs , 

such  a s  ty p e  o f th e  eng ine , h o rse  power, ty p e  o f f u e l  

u sed  an d  th e  price. Costs o f  f u e l  a n d  lu b u r ic a n ts  acc o u n t 

f o r  a b o u t 10- 20 p e rc e n t o f  to t a l  costs a n d  speed  is  v e ry  

im p o rtan t in  d e te rm in in g  o f f u e l  costs.

R ep a ir a n d  M ain tenance cost in c lu d e s  s e v e r ia l  ty p e  

o f rep a irs : a n n u a l  c la ss if ic a tio n , r e p a irs  a jid  su rv ey s , 

co llis io n  rep a irs , c u r re n t  rep a irs , d ry  docking, 

p a in tin g s  etc.. T hese  acco u n ts  fo r  a b o u t 5-10 p e rc e n t o f 

to t a l  costs a n d  depend  on th e  sh ip s  size, th e  size o f 

job , th e  sh ip s ' co n d itio n , la b o u r  costs in  the* y a rd s , 

su p p lie s  etc. T he m a in ten a jice  b y  re g u la r  seagoing  carews 

a n d  a  c a re fu l  se le c tio n  o f a  re p a ir  g iv es  a  co n sid e ra b le  

sa v in g s  in  th i s  c o n te x t. In  th e  re c e n t p a s t  d u e  to  th e  

old ty p e  o f sh ip s  m a in ta in ed  b y  th e  co rp o ra tio n  th e se  

cost accoun ted  fo r  th e  m ajor p a r t  o f  th e  to ta l  costs.

D eprec ia tion  w hich is  on e  o f th e  b asic  costs 

re p re s e n ts  a b o u t 5 -  20 p e rc e n t o f th e  to t a l  cost. T h is  

v a r ie s  w ith  th e  m ethods o f  d e p re c ia tio n  used . T h ere  a re  

c e r ta in  ru le s  in  d e f in in g  th e  a n n u a l  am ount o f 
d ep re c ia tio n  b u t  in  th e  E th io p ia n  sh ip p in g  th e  s t r a ig h t  

l in e  m ethod o f  d e p re c ia tio n  is  used . In  some c o u n trie s  

th e  governm ent allow s th e  sh ipow ners to  w r ite -o f f  th e
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i n i t i a l  v a lu e  o f sh ip s  a t  fa c to r  r a te  in  which such  pro 

g ress iv e  d e p re c ia tio n  e n a b le s  ow ners to  renew  th e i r  

f le e ts  in  o rder to  av o id  obsolescence a n d  to  keep pace 

w ith  com petition  a n d  te c h n ic a l progress in  sh ipp ing .

In su ran ce  Costs sure th o se  w hich could  be  a f f e c te d  b y  

th e  a c tu a l  v a lu e  o f  th e  sh ip  size a n d  th e  scope o f  th e  

coverage, th e  in s u ra n c e  ra te s  (premium) w ill depend  on 

such  m a tte rs  a s  th e  ow ners e x p e rien ce  a n d  record, th e  age 

an d  c o n d itio n  o f th e  sh ip , th e  e x p e r t is e  o f th e  crew a n d  

th e  num ber o f  sh ip s  in v o lv ed . F urtherm ore , ow ners 

su b sc rib e  to  a  num ber o f in su ra n c e  po lic ies  to  p ro v id e  

p ro tec tio n  a g a in s t  a  p h y s ic a l loss o r dam age to  th e  

sh ip ^ -iab ilty  to  th e  th i r d  p a r t ie s  or a g a in s t  th e  loss o f 

ea rn in g s. Such cost o f  in s u ra n c e  to ta ly  may acc o u n t fo r  

2-10 p e rc e n t o f  sh ip s  f ix e d  costs dep en d in g  on a  num ber 

o f  fa c to rs  such  a s  th e  v a lu e s  o f in su re d , c a s u a l i ty  

record, scope o f coverage etc..

P o rt d u es  a n d  charges a re  costs made a g a in s t  th e  

sh ip  fo r  th e  u se  o f h a rb o u r. I t  acco u n ts  fo r  a b o u t 8-12 

p e rc e n t o f th e  to t a l  costs a n d  v a ry  c o n s id e ra b lity  

accord ing  to  th e  tim e s p e n t in  ’po rts , sh ip  size a n d  r a te s  

p a id  in  p a r t ic u la r  po rts . I t  in c lu d e s  h a rb o u r  an d  b e r th  

dues, towage, p ilo tag e , l ig h th o u se  dues, w h arf d u es  a n d  

m any o th e r  costs r e la te d  to  a r r iv a l ,  p o r t  s ta y  a n d  d e p a r

tu r e  o f th e  sh ip . T h is  costs could  n o t  be  av o id ed  b y  th e  

owner, o th e r  th a n  se lec tin g , i f  possib le , to  u se  a  compe

tin g  p o rt w here ch an g es a re  le ss  a n d  reduce  th e  am oun t o f 

th e se  costs w ith  c a r e fu l l  sch ed u lin g  o f  voyages to  av o id  

u n n e c e ssa ry  w a itin g  tim e in  po rts .

Cargo h a n d lin g  costs a r e  ty p ic a l ly  d ire c t v a r ia b le  

costs w hich depend  on th e  q u a n t i ty  an d  n a tu r e  o f th e
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cargo a n d  th e se  costs v a ry  c o n s id e ra b ly  on each  voyage.

I t in c lu d e s  o p e ra tio n s  such  as: stowage, la sh in g  an d  

securing , w eighing, t r a n s f e r  from  w arehouse to  sh ip s  an d  

v ic e -v e rs a  etc.. L abour is  th e  p r in c ip a l elem ent of 

h a n d lin g  costs w ith  v a ry in g  degree  from  p o r t to  p o r t  an d  

p o r t  h a n d lin g  r a te s  depend  on th e  ty p e  o f cargo se rv ed  

w hich a re  h ig h e r  fo r  b u lk  cargoes h a n d le d  w ith  th e  u se  o f 

m echanized h a n d lin g  equ ipm en t o f  h ig h  perform ance an d  

cargo u n i t iz a t io n  led  to  co n s id e ra b ly  reduced  u n i t  costs 

d u e  to  th e  in c re a se  in  p ro d u c tiv ity  o f labour.

R egard ing  i t s  p ro f i ta b i l i ty , th e  E th io p ia n  sh ip p in g  

lin e s  ru n s  a t  a  p ro f it .  T he gross p r o f i t  ra is e d  from  b ir r  

2.48 m illion  in  1974 to  10.92 b ir r  in  1984/65 (see a p p e n 

d ix  No.6,7 & 8 >. I ts  f u tu r e  to  ru n  a t  a  p ro f i t  d epends 

on dom estic an d  e x te rn a l  fa c to rs  t h a t  could c h a lle n g e  th e  

g e n e ra l o p e ra tio n a l p a t te r n  o f th e  sh ip p in g  in d u s tr y  an d  

i t s  r a t io n a l i ty  in  re a c tin g  to  such  e x te rn a l  ch a llen g e s  

a n d  th e  dom estice conducive  atm osphere fo r  i t s  dev e lo p 

m en ta l e f fo r t .
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42  VIEWS ON FUTURE MARKET DEVELOPMENTS AND 

POSSIBILITIES OF EXPANDING ETHIIOPIA'S 

BULK SHIPPING

T he f u tu r e  possib le  m arket developm ents fo r  E th io 

p i a  sh ip p in g  in  deep  sea  a n d  c o a s ta l tr a d e s  may f a l l  

w ith in  th r e e  m ajor a reas, i.e^

. Expajfision based  upon  th e  n a t io n a l  tra d e ,

. E x p an sio n  a s  in te r n a t io n a l  cross tr a d e rs  an d

. A com bination  o f  th e  two a c t iv it ie s .

T he f u tu r e  p ro spects  o f  sh ip p in g  w ith in  th e se  a re a s  

depend  on th e  n a t io n a l  a n d  in te r n a t io n a l  economic grow th 

in  g e n e ra l a n d  in te r n a t io n a l  t r a d e  in  p a r t ic u la r  a n d  i t  

a lso  d epends on world sh ip p in g  p a tte rn s .

With reg ard  to  th e  economic grow th o f th e  c o u n try , 

th e  te n  y e a rs  P e rsp e c tiv e  p la n  p rim ary  goal is  th e  a c h ie 

vem ent o f  6.5 p e rc e n t av e ra g e  a n n u a l  grow th ra te . T he 

fo re ig n  t r a d e  e s tim a tes  shows t h a t  th e  e x p o r t t r a d e  w ill 

grow b y  a b o u t Z6 fo ld  a n d  th e  im port b y  a b o u t 3 fo ld  a t  

th e  end  o f  th e  p la n  period. T he es tim a tes  w ill how ever 

co n tin o u s ly  be  in f lu e n c e d  to  a  c e r ta in  e x te n t  b y  th e  

world t r a d e  recession  o r a l te r n a t iv e ly  b y  g e n e ra l t r a d e  

im provem ents, in f la to n a r y  fa c to rs  an d  b y  th e  dom estic 

social, economic an d  p o li t ic a l cond itions.

T he E th io p ia n  fo re ig n  t r a d e  could  b e n e f i t  f o r  cer

ta in  few  y e a rs  to  come, a s  long  a s  su p p ly  o f  sh ip s  a n d  

com petition  e x is ts  on h ig h ly  co m petitive  se a  f r e ig h ts  a n d  
d ry  cargo  tr a n s p o r ts  d u e  to  i t s  s tra te g ic  lo c a tio n  in  th e  

Red S ea a n d  num erous sh ip s  p a ss in g  th ro u g h  th e  Red Sea.

I t  is  how ever, a  f a c t  t h a t  co n sid erab le  q u a n t i t i 
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t ie s  o f th e  t r a d e  p a r t ic u la r i ty  in  th e  E u ropean  ro u te  is  

secured  to  th e  n a t io n a l  l in e  w ith  th e  a d n d n is tra t iv e  su p 

p o r t o f th e  governm enL

To d evelop  a c t iv i t ie s  o f th e  E th io p ia n  sh ip in g , th e  

f u tu r e  g e n e ra l tr e n d  an d  d ire c tio n  o f  th e  fo re ig n  t r a d e  

shou ld  be  exejo ined  in  th i s  connec tion . T he E th io p ia n  

sh ip p in g  E u ro p ean  N orth ern  t r a f f i c  m ust b e  considered  

s a t is f a c to r i ly  covered  b y  th e  p re s e n t l in e r  in o v lv em en t 

a s  we h a v e  seen  th e  f i r s t  p a r t  o f  th i s  ch ap te r .

While look ing  in to  th e  f u tu r e  expainsion o f  th e  s h ip 

p in g  a c t iv i t ie s  i t  sh o u ld  be  considered  w ith in  th e  t r a d e  

to  a n d . from th e  c o u n try . Here th e re  a re  th r e e  v i t a l  

f ie ld s  o f a c t iv i t ie s  w hich can  be  d iscussed  fo r  d ev e lo p 

m ent v iz . th e  b u lk  tra d e , th e  l in e r  t r a d e  an d  th e  c o a s ta l 

tra d e .

In co n sid erin g  th e  p ra c tic a l developm ent o f  th e  

E th io p ia n  l in e r  t r a d e  th e re  is  s t i l l  a  wide f ie ld  open 

fo r  E th io p ia n  sh ip p in g  to  ta k e  a  b igger sh a re  o f  th e  

g e n e ra l cargo im port/ e x p o r t t r a d e  to  a n d  from E th io p ia .
To d e term ine  w h a t s h a re  o f  t r a f f i c  sh o u ld  be th e  E th io 

p ia n  sh ip p in g  long  term  policy , i t  would be p o ssib le  to  

h a v e  a  f u tu r i s t i c  view  an d  t r y  to  e v a lu a te  th e  cargo  sh a 

r in g  system  o f th e  UNCTAD Code o f  co n d u c t fo r  l in e r  con

ferences, th e  '40-40-20 % ' ra tio . T he c o u n try 's  o b je c ti

v e  an d  ach iev em en ts  h a v e  b een  to  e n su re  i t s  own f u l l  p a r 

t ic ip a t io n  in  th e  c a rr ia g e  o f  i t s  n a t io n a l  l in e r  cargoes. 

E th io p ia n  sh ip p in g  l in e  a t  p re s e n t c a rr ie s  a b o u t 20-25 

jje rcen t o f  th e  to t a l  c o u n try 's  fo re ig n  t r a d e  sh ip p in g  

dem and. Hence in  th i s  reg ard  in  generaJ. we could  h a v e  a  

f u tu r i s t i c  p o s itiv e  view  o f ex p a n s io n  fo r  th e  E th io p ia n  

sh ip p in g  in d u s try  in  l in e  to  th e  t r a d e  req u im en ts  o f th e  

co u n try .

C onsidering  th e  a v a i la b le  fo re ig n  t r a d e  s ta t is t ic s
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th e re  a re  c e r ta in  t r a f f i c  a re a s  w hich seem s u i ta b le  fo r  

f u tu r e  developm ents in  th e  l in e r  an d  cabo tage  tra d e . For 

th e  l in e r  tra d e , th e  developm ents o f th e  f a r  e a s t  t r a f f i c  

h a s  b een  a  hope fo r  lu c ra t iv e  sh ip p in g  tr a n s p o r ts  to  a n d  

from th e  f a r  e a s t, m ain ly  J a p a n . T he e x p an s io n  o f  t r a d e  

re laU o n  w ith  th i s  reg ion  is  a lso  a  hope fo r  th e  sh ip p in g  
in d u s try .

T he p o s s ib ili tie s  o f E th io p ia n  l in e  to  p a r t ic ip a te  

in  th e  USA tr a d e  h a s  been  a t  p re se n t reduced  d u e  to  eco

nomic an d  p o li t ic a l  fac to rs . I f  we co n sid er co ffee , w hich 

is  th e  m ajor s in g le  e x p o r t item  to  th e  USA, a l l  c o ffe e  

s a le s  a re  on a  FOB b a s is  a n d  th e  American im porters 

decide upon  th e  ca rr ie r , on th e  o th e r  h an d , th e  term s o f 

s a le  sh o u ld  b e  changed  to  GIF in  w hich case th e  E th io p ia n  
sh ip p e rs  (C offee Board) could  nom inate  c a r r ie r  on  th i s  

side. However th i s  could  be  v e ry  d i f f i c u l t  a n d  th e  ca r

r iag e  o f  c o ffe e  to  th e  USA is  now adays in t im a te ly  in te 

g ra te d  w ith  th e  f i n a l  d e l iv e ry  to  th e  consignees, w ith  

new ly  in tro d u ced  system  o f t r a n s p o r ts  s u it in g  th e s e  co f

fe e  im porters a n d  th e  system  could  be  v e ry  d i f f i c u l t  to  

change. T he ad o p tio n  o f such  a  tr a n s p o r t  system  to  E th io 

p ia n  sh ip p in g  w ould be d i f i c u l t  te c h n ic a lly  a n d  adm in is

t r a t i v e  wise a n d  b esid es  so e x p e n s iv e  u n d e r  w hich th e  

E th io p ia n  sh ip p in g  could n o t  e n te r  in to  such  b  h ig h ly  

com petitive  v e n tu re . Hence, th e  f u tu r e  ex p a n s io n  to  th i s  

a re a  is  pessim istic  in  th e  s h o r t  ru n . •

C oasta l/C abotage t r a d e  to  a n d  from  Red S ea  p o rts  on 

th e  A rabean  P e n in s u la  an d  th e  p e rs ia n  G u lf a r e  s u i ta b le  
a n d  seems f e a s ib le  fo r  im m ediate t r a f f i c  developm ent.T his 

could  cover th e  se rv ice  to  n e ig h b o u rin g  A frican  an d  
m iddle e a s t  regions.

However, i t  sh o u ld  b e  n o te d  t h a t  p re s e n t a s  w ell a s
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f u tu r e  t r a f f i c  ex p a n s io n  is  a  p o in t  to  be considered  on 

th e  b as is  o f sound  economic c r i te r ia  w ith in  th e  n a t io n a l  

co n tex t.

P o ss ib ili tie s  o f  e x p a n d in g  B u lk  S h ip p in g

B ulk  sh ip p in g  p ro v id es  th e  fo llow ing  fu n c tio n s  in

th e  World economies:

1) T ra n sp o rtin g  raw  m a te ria ls  from p o in t  o f  o rig in

to  p o in t  o f  n eed  p e rm ittin g  o p tio n a l lo c a tio n  o f 

in d u s t r ia l  s ite s ,

2) T ra n sp o rtin g  f u e l  su p p lie s  from a re a s  o f  su rp lu s

to  d e f ic i t  a re a s  (bo th  c ru d e  a n d  p ro d u c t move

ments),

3) Food su p p lie s  a re  s im ila rly  moved from su rp lu s  to

d e f ic i t  a reas. In th e se  tra d e s , in e x p e n s iv e  b u lk  

sh ip p in g  allow s movement o f low v a lu e  goods in  

la rg e  volum es.

World m aritim e tr a d e  in  1982 am ounted  to  3.21 b i l 

lio n  m ertric  tons . T h is  f ig u re  is  down from th e  h ig h e s t 

t r a d e  lev e l, 3.77 b il l io n  m etric tons , a ch iev ed  in  1977.

T he tr a n s p o r ta t io n  o f petro leum  accoun ted  fo r  a b o u t o n e - 

h a l f  o f th e  to n n a g e  in  world wide m aritim e tra d e . M ajor 

d ry  b u lk  commotities, in c lu d in g  iro n  ore, coal an d  

g ra in s , acco u n ted  fo r  a n o th e r  one q u a r te r  o f  th e  to n n a g e  

sh ipped . T he rem ain ing  q u a r te r  came from th e  

tr a n s p o r ta t io n  o f  g e n e ra l cargo  item s /46.

(46) KG. F ra n k e l & J.Cooper, B u lk  S h ip p in g  a n d  Termi

n a l  L ogistics (World B ank  T ech n ica l 

Paper,No. 38. W ashingtond985) pJ2
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B ulk  sh ip p in g  w hich is  p a r t  o f a  much la rg e r  in d u s 

t r i a l  process, th e  sh ip p in g  se rv ice  re q u ire d  d ep en d s on 

th e  size a n d  lo c a tio n  o f p rocessing  f a c i l i t ie s .  In th e  

sense  t h a t  fo r  b a u x ite , th e  ty p e  o f sh ip p in g  re q u ire d  

depend  on th e  r e la t iv e  cost o f  e le c tr ic i ty  s in ce  th i s  

cost d e term ines w here p rocessing  p la n ts  w ill be.

S h if t in g  o f  raw  m ateria ls , in c lu d in g  f u e l  a n d  o th e r  

m ineral p roducts , most o f  w hich a re  su p p lie d  b y  d ev e

lop ing  c o u n tr ie s  g av e  r is e  o f in te r e s t  o f  th e se  c o u n tr ie s  

in  th e  b u lk  sh ip p in g  tra d e . T h e ir  in te r e s ts  in  ow ning an d  

o p e ra tin g  b u lk  sh ip p in g  is  aimed a t  fo re ig n  ex ch a n g e  e a r 

n in g  from th e  tr a n s p o r ta t io n  o f th e i r  in te r n a t io n a l  sea  

bo rne  t r a d e  a n d  th e  im pact o f  dom estic con tro l.

D eveloping c o u n trie s  h a v e  m ajor in te r e s ts  in  e n su 

rin g  t h a t  a  b u lk  lo g is tic s  system  p lan , b e fo re  i t  is  

u n d e rta k e n , is  in  accordance w ith  th e i r  developm ent 

goals. A c o u n try  can  im prove i t s  economic positio n , 

e i th e r  b y  im proving th e  co n tin u o u s  stream  of r e a l  income 

re s u lt in g  from  tra d e , o r b y  red u c in g  th e  c o n tin o u s  re a l  
expenses. In v estm en ts  in  th e  b u lk  sh ip p in g  can  a c h ie v e  

b o th  to  some degree. However, such  in v e s tm en ts  sh o u ld  be 

made in  a re a s  w here th e  c o u n try  h a s  th e  g re a te s t  com para

t iv e  a d v a n ta g e  a n d  th i s  may o r may n o t in c lu d e  b u lk  sh ip 

p ing  /47.

T he p o ss ib ili tie s  o f e x p a n d in g  o f E th io p ia n  b u lk  

sh ip p in g  is  a  p o in t  to  be  considered  w ith  th e  ab o v e  men

tio n e d  co n sid e ra tio n s . T he t r a n s p o r t  o f d ry  a n d  liq u id  

cairgo b u lk  sh ipm en ts  c o n s t i tu te  a  s ig n if ic a n t  q u a n t i ty  in  

th e  c o u n try 's  g e n e ra l im port/expo rt tra d e . T he  m ajor b u lk  
commodities to  be  considered  in  th e  b u lk  t r a f f i c  a re  c ru 

de  o il a n d  petro leum  products , g ra in s , fe r ti lz e r ,s u g a r
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molasses, a n d  cem ent. C o n sid era tio n  o f th e  b u lk  sh ipm en ts  

show t h a t  "betw een 55-60 % o f  E th io p ia 's  to t a l  t r a d e  is  

concerned w ith  c ru d e  o il im port a n d  im p o rt/ex p o rt o f 

petro leum  products. In th i s  t r a d e  o n ly  a  f ra g m e n ta l sh a re  

is  now covered  b y  th e  tim e c h a r te re d  co as te r  w ith  c o a s ta l 

s h u t t l in g  se rv ice  w ith  w h ite  o il p ro d u c ts  from th e  Assab 

p o rt o il  r e f in e r y  to  a d ja c e n t  p o rts . W ithin th e  c a rr ia g e  

o f c ru d e  o il a n d  petro leum  p ro d u c ts  from  th e  p e rs ia n  G ulf 

is  in c lu d ed  co n sid e ra b le  f r e ig h t  am ounts in  fo re ig n  

cu rren cy  w hich seem n a tu r a l  i f  possib le  to  p re se rv e  fo r  

th e  c o u n try  in  o ne  w ay o r th e  o th e r  /48.

T he inv o v em en t in  th e  d ry  b u lk  im p o rt/ex p o rt tr a d e  

w ill depend  on th e  developm ent o f th e  c o u n try 's  economy. 

T he im ports m a in ly  co n sis ts  o f  g ra in  an d  h en ce  th e  f u tu r e  

im port o r e x p o r t o f th i s  t r a d e  d epends on th e  c o u n try 's  

economic developm ent in  g e n e ra l an d  o f  th e  a g r ic u l tu ra l  

sec to r in  p a r t ic u la r .  T he e x p o r t o f su g a r m olasses a n d  

th e  p ossib le  e x p o r t o f b u lk  cem ent from th e  ex p an d ed  

cem ent fa c to r ie s  a re  th e  o th e r  t r a f f i c ,  w here b u lk  t r a n s 
p o rts  w ill c o n tin u o u s ly  in v o lv e d  in  th e  E th io p ia n  b u lk  

tr a d e  s tru c tu re . T he e x p o r t o f m inera ls  a re  lim ited  an d  

a re  e x p o rte d  in  bags, w ill n o t  dem and a n y  b u lk  c a rry in g  

sh ips. G en era lly , i t  is  assum ed t h a t  th e  volum es o f  m ajor 

b u lk  commodities tra d e d  depend  on th e  economic perfo rm an

ce o f th e  c o u n try 's  economy, r e la t iv e  e n e rg y  dem and, 

p o li tic a l s ta b i l i t y  a n d  degree  o f freedom  o f in te r n a t io 

n a l  tra d e . Hence, we could  re a liz e  t h a t  b u lk  t r a d e s  a re  

su b je c t to  m ajor changes in  th e  volum e a n d  d ire c tio n  of 

t r a d e  a s  i t  d epends on  th e se  cond itions.

(48) JA - to rn q u is t .  T he E th io p ia n  sh ip p in g  lines,<-

T ra f f ic  E x p an s io n  a n d  C o n s tra in ts , E^lnal 

R eport, Addis Ababa: F e b ru a ry , 1977), p-75
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. world o rd er book,

. long-term  ch an g es in  th e  com position o f  th e  

world f le e t .

3. S h ip  M arket co n d itio n s

. c u r re n t  sp o t an d  term  c h a r te r  ra te s ,

. ag g reg a te  o f p a s t  m arket b eh av o u r,

. volum e o f m arket a c t iv i ty ,

. volum e o f sc rap p in g  an d  la id -u p  vessels,

4. E x p e c ta tio n s  a n d  F o recas ts
. fo re c a s ts  o f  m arket le v e l, o p e ra tin g  costs  an d  

sh ip b u ild in g  prices,

. a v a i la b i l i ty  o f b a c k h a u l a rrangem en ts,

5. N a tu re  o f  commodity u s in g  t r a n s p o r ta t io n

. ty p e , g rade  a n d  q u a l i ty ,

. v a lu e  p e r ton ,

. se a so n a l or n o n -se a s o n a lity .

6. C ontro l o v er commodity source

. degree o f o u tr ig h t  con tro l,

. a b i l i t y  to  sch ed u le  p ro d u c tio n  a n d  sh ipm en t

7. C ontro l o v er commodity u se

. n a tu r e  o f u se  (co n tin o u s o r in te rm itte n t) ,

. a b i l i ty  to  sch ed u le  use,

. volum e o f tu rn o v e r ,

. s ize  o f  consignm ent accep tab le .

8. A v a ila b ilty  o f  a l te r n a t iv e  forms o f  t r a n s p o r t

9. Cost re la te d  v a r ia h le s
10. Impact o f  tra m sp o rta tio n  costs on sp ec ific  p a r t ie s  

IL E xpec ted  cost o f  p ro d u c t sh o rtag es
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T he changes in  one aT fec ts  th e  o th e r  an d  f i n a l ly  th e  t r a 

de

C onsidering  th e  s h o r t  a n d  medium ra n g e  f u tu r e  o f th e  

m ajor b u lk  tra d e s , th e re  is  a  p o s s ib il i ty  o f  b u lk  s h ip 

ping, th e re  is  a  p o s s ib il i ty  o f  b u lk  shipinQ  o p e ra tio n  

fo r  th e  c o u n try  in  w hich w ay th e  i t  cou ld  p a r t ic ip a te  to  

reduce  th e  co n sid e ra b le  d ra in  o f  cu rren cy . E lspecially  th e  

liq u id  b u lk  t r a d e  is  a  case  to  be  considered  a n d  a n  

in c re a se  in  th e  num ber a n d  f l e e t  c a p a c ity  o f  th e  e x is t in g  

v esse ls  w ill be  v i t a l  i f  i t  could  o p e ra te  u n d e r  com peti

t iv e  m arket co n d itio n s  o f th e  tra d e .

However, w ith  reg ard  to  f u tu r e  ex p a n s io n  o f 

E th io p ia n  b u lk  sh ipp ing , c e r ta in  co n d tio n s  sh o u ld  be 

considered  w hich could  a c t a s  p rons o r cons to  th e  b u lk  

sh ip p in g  v e n tu re .

Im portan t co n s id e ra tio n s  in  o rg an iz in g  b u lk  sh ip p in g  

which m ust be  s tu d ie d  b e fo re  dec isions a re  made on  sh ip  

a c q u is itio n , c h a r te r in g  an d  v a r io u s  asp ec ts  o f  b u lk  s h ip -  

pig o p e ra tio n s  can  b e  summerized a s  follows:/49

L S tre n g th  o f dem and fo r  t r a n s p o r ta t io n

. p o li t ic a l a n d  s tra te g ic  co n sid e ra tio n s ,

. se a so n a l co n s id e ra tio n s ,

. dem and fo r  sh ip p in g  o f o th e r  commodities,

. dem and fo r  sh ip p in g  o f  same commodities in  

o th e r  reg ions,

. long -te rm  chan g es in  p roduction , consum potion, 

an d  m ethods o f  d is tr ib u tio n  o f  commodities,

2. S u p p ly  o f v esse ls

. u t i l iz a t io n  o f th e  c u r re n t  f le e ts .

(49) F ra n k e l & F ran k e l, Op.cit. pp.31-32.-
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4.3 M ARITIM E IN F R U S T R U C T U R A L  PR O B L E M S  O F  T H E  E T H IO P IA N

SHIPPING INDUSTRY

When a  so c ie ty  is  moving from a  su b s is ten ce  economy 

in to  a  modern in d u s tr ia l  socie ty , a  num ber o f in f r u s t r u c -  

tu r a l  problem s a re  l ik e ly  to  app ea r.

E th io p ia  in  th i s  re sp ec t h a s  a  v e ry  weak in f r u s t r u -  

c u t r a l  system  o f a l l  k in d s  an d  hen ce  s u b s ta n t ia l  im prove

m ent is  e s s e n tia l  fo r  ra p id  economic developm ent o f th e  

co u n try .

I t  a lso  face s  sev e re  d i f f ic u l t i e s  a n d  s u f f e r  from 

b o ttlen ec k s  in  th e  t r a n s p o r t  sector.T he economic an d  

soc ia l developm ent o f th e  c o u n try  is  s e r io u s ly  ham pered 

b y  th e  absence  o f a d e q u a te  in f ru s tru c tu r e .  T he im prove

m ent o f th e  p h y s ic a l i n f  ru s tru c tu r e  is  v e ry  v i t a l  fo r  th e  

ex p an sio n  o f a l l  p ro d u c tiv e  sectors. E s se n tia l so c ia l 

se rv ices  an d  in c re a s in g  p ro d u c tio n  re q u ire s  in c re a s in g  

tr a d e  an d  th e  l a t t e r  w ill r e q u ire  in c re a s in g  an d  e f f i 

c ie n t tr a n s p o r ta t io n  means.

S h ip p in g  as  a n  e lem ent in  th e  tra n s p o r ta t io n  system  

an d  which p la y s  a  s ig n if ic a n t  ro le  in  th e  in te r n a t io n a l  

se a -b o rn e  t r a d e  o f a  c o u n try , to  be e ffe c te d  e f f ic ie n t ly  

re q u ire s  th e  im provem ent an d  developm ent o f in f r u s t r u c tu -  

r a l  f a c i l i t ie s  a n d  th e  a v a i la b i l i ty  o f a  g re a t v a r ie ty  o f 

serv ices.

According to  p ro f. G ergandopolous /50, d e f in i t io n  

th e  term  in f r u s tu c tu r e  is  m eant th e  to t a l i t y  o f o rg an iza 

tio n , f a c i l i t ie s  an d  serv ices  needed  b y  th e  sh ip p m g
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in d u s try  b o th  a t  n a t io n a l  a n d  in te rn a t io n l  le v e ls . He 

f u r th e r  e x p la in s  t h a t  to  become ab le  to  develop  an d  

e f f e c t iv e ly  p roduce i t s  t r a n s p o r t  serv ices, th e n  i t  could 

be observed  t h a t  such  in f r u s t r u c tu r a l  se rv ice s  could  be 

o ffe red :

a) b y  th e  economy o f a  c o u n try  h a v in g  a  m erchan t

m arine, to  th e  n a t io n a l  m erchan t m arines a s  w ell 

a s  to  sh ip s  an d /o r firm s o f a n y  o th e r  n a t io n a l i -  

ty -
b) b y  th e  economy o f a n y  c o u n try  n o t ev en  h a v in g  a

s ig n if ic a n t  m erchan t m arine.

T he developm ent o f a n  in f r u s t r u c tu r e  system  which 

covers th e se  e x te n s iv e  spectrum  of se rv ices  needed  b y  th e  

sh ip p in g  in d u s try  axe a lso  th e  most im p o rtan t f a c to rs  in  

th e  developm ent o f E th io p ia n  sh ipp ing .

T o -d a te  th e  m aritim e in f r u c t r u c tu r a l  problem s t h a t  

fa c e  th e  sh ip p in g  o f dev e lo p in g  co u n trie s  in  g e n e ra l an d  

E th io p ia n  S h ip p in g  in  p a r t ic u la r  could be catago rized  

in to  th e  fo llow ing head ings:

M aritime A dm in istra tion

P o r t developm ents

Manpower tr a in in g

F in a n c e  a n d  B ank ing  S erv ices

S h ip re p a ir in g  an d  o th e r  in s t i tu t io n a l  se rv ice s
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4.3.1 M ARITIM E A D M IN ISTRA TIO N

M aritime A dm in istra tion  is su e  is  th e  most p rom inen t 

to p ic  among th e  problem sp ec if ica tio n , in  th e  m aritim e 

sec to r developm ent o f d ev e lo p in g  cou tries .

E f fe c tiv e  m aritim e developm ent o f d ev lo p in g  coun

t r ie s  is  d ire c t ly  d ep e n d e n t on th e i r  re sp e c tiv e  c a p a b ili

t ie s  c rea ted  th ro u g h  e s ta b lish m e n t a n d  perform ance of 

a p p ro p r ia te  m aritim e ad m in is tra tio n , an d  (_) th e  fo llo 

wing /51; a re  th e  b asic  problem s a s  reg a rd s  m a tte rs  p e r

ta in in g  to  th e  m aritim e a d m in is tra tio n  i) In a d e q u a te  aw a

ren ess  o f th e  b asic  problem s them selves

ii) N on-invo lvem en t in  th e  e v o lu tio n  o f  in te r n a t io n a l

s ta n d a rd s  an d  th e  co n sq u e n ta l problem  o f h a v in g  

to  d e a l w ith  them  in  iso la tio n .

ii i)  O u t-d a te d  m aritim e le g is la tio n

iv> In a d e q u a te  in f r u s t r u c tu r e  a s  reg a rd  o rg an iz a tio n  

an d  personnel, fo r  en su rin g :

a l p roper s ta n d a rd s  o f m aritim e s a f e ty  ob 

board  sh ip s, which cover n o t o n ly  th e  

sh ip s  them selves b u t  a lso  th e  p ro v is io n a l 

m anning  them,

b) maritm e developm entin  g e n e ra l

c) a t te n t io n  to  a ll ie d  m aritim e m a tte rs  

v> S h o rtag e  o f m arine o ff ic e rs  w ith  th e  needed

q u a l if ic a tio n s  a n d  ex p erien ce  

v i) Lack o f t r a in in g  f a c i l i t ie s  fo r  m arine o ff ic e rs

(51) Vanchiswar,P.S. E s ta b lish m en t/A d m in is tra tio n  o f

M aritime A ffa irs  in  D eveloping Coun

tr ie s , Volume 1, WMUA984.pp21-22.
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an d  seamen.

T he ab o v e  m entioned b asic  problem s h a v e  co n tin u ed  to  

e x is t  in  th e  E th io p ia n  m aritim e co n tex t.

T he g e n e ra l re sp o n s ib ilitie s  fo r  th e  E th io p ia n  

m aritim e a f f a i r s  a re  p laced  u n d e r  th e  M in istry  o f 

T ra n sp o rt an d  com m unications w ith  th e  re sp o n s ib il ty  o f 
po licy  m aking an d  th e  g e n e ra l m anagem ent in  th i s  f ie ld s .

T he M aritime su b -se c to r  w hich c o n s ti tu te s  th re e  
p u b lic  o rg an iz a tio n s :-  i.e.,

T he M arine T ra n sp o rt A u th o rity

T he E th io p ia n  S h ip p in g  L ines C orporation

T he M aritime T ra n s it  an d  S erv ices C orporation

T he m aritim e tr a n s p o r t  a u th o r i ty  w hich is  empowered 

b y  le g is la tio n  w ith  th e  re sp o n s ib iltie s  to  u n d e r - ta k e  th e  

m aritim e a d m in is tra tio n  o f  th e  co u n try , is  co n fin e d  

i t s e l f  to  some asp ec ts  o f th e  m arirtim e a d m in is tra tio n  ' 

a c t iv i t ie s  a n d  p a r t ic u la r i ty  to  p o rt o p e ra tio n s . T h u s 

h e re in  lie s  th e  m ajor E th io p ia n  m aritim e a d m in is tra tio n  

problem in  th e  sense  t h a t  th e  v e r t ic a l  an d  h o r iz o n ta l 

o rg a n iz a tio n a l s t ru c tu re s  a re  some how d is to r te d  an d  lack  

a n  a d m in is tra t iv e  s e t-u p  in  th e  f ie ld .

T he p rim ary  fu n c tio n s  o f  th e  m aritim e a d m in is tra tio n  

be in g  th o se  maritm e a T fa irs  w ith in  th e  c o u n try 's  maLritime 

code, a n d  th e  m aritim e code a lth o u g h  i t  is  n o t o f  re c e n t 

o rig in , w ith  some am endm ents b y  p roclam ations h a s  been  

th e  g u id in g  re g u la to ry  a c t u p to  th e  p re s e n t time. T he 
m aritim e tr a n s p o r t  a u th o r i ty  w hich is  empowered to  

ex erc ise  th e  re g u la to ry  fu n c tio n s  o f th e  m aritim e 

a d m in is tra tio n  a f f a i r s ,  f a i le d  to  re g u la te  th e  o rd e rly  

developm ents o f th e  m aritim e sec to r o f  th e  c o u n try .
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I t  is  o bv ious t h a t  th e  a u th o r i ty  which is  supposed  to  be 

re g u la to ry  body u n d e r  th e  m in is try  o f t r a n s p o r t  a n d  com

m unications, to  c o n tro l th e  p o rt a c t iv it ie s ,  S h ip p in g  

in d u s try , maritme a n d  t r a n s i t  serv ices, in la n d  w aterw ays 

an d  developm ent o f o th e r  m arine resouces a n d  a c tiv ite s , 

b y  c o n f in in g ' i t s e l f  o n ly  to  p o rt o p e ra tio n s  an d  to  some 

e x te n t  to  in la n d  w aterw ays a f f e c ts  b o th  th e  developm ental 

an d  re g u la to ry  fu n c tio n s  o f th e  m aritim e a d m in is tra tio n  

o f th e  c o u n try  an d  h en ce  u lt im a te ly  cau s in g  to  i n e f f i 

ciency , in e ffe c tiv e n e s s  o f  o p e ra tio n a l a c t iv i t ie s  in  th e  

sec to r a n d  f a i l e r  to  develop  d e s ira b le  com prehensive 

goals an d  o b jec tives.

M aritime t r a n s p o r t  a u th o r i ty  a s  a  n a t io n a l  m aritim e 

a d m in s tra tio n  u n i t  sh o u ld  cover th e  im p o rtan t b road  a re a s  

w hich such  a n  a d m in is tra tio n  is  req u ire d  to  d e a l w ith. 

T hese a re  a s  follows;

. D evelopm ent o f N a tio n a l M aritime R eg u la tio n s  an d  

G enera l S h ip p in g  P o licy  

. R eg is tra tio n  o f S h ip s 

. T onnage M easurem ent o f sh ip s  

. A ssignm ent o f load  lin e s  to  sh ip s  

. S a fe ty  equ ipm en t su v e y s  an d  is su a n c e  o f 

c e r t i f  ic a te s

. E x am in a tio n  a n d  c e r t if ic a tio n  o f sh ip s ' o ffice rs .

. In v e s tig a tio n  in to  sh ip p in g  c a s u a l i t ie s  

. p la n  a p p ro v a l aoid equ ipm en t a p p ro v a ls  

. A nnual, in te rm e d ia te  an d  p e rio d ica l su rv e y  

. S u rv e y  fo r  s a f e ty  c o n s tru c tio n  c e r t i f ic a te s  and  

issu an ce  o f  c e r t if ic a te s  

. Crew accommodation re g u la tio n s  a n d  a p p ro v a l 

. G ra in  ca rr ia g e  is su a n c e  o f docum ent a u th o r iz a tio n  

. D angerous goods a p p ro v a l o f stow age 

. Seamen w e lfa re
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. m arine pollu tio ra  p re v e n tio n , co n tro l an d  com ating 

. S earch  an d  Rescue 

. N a v ig a tio n a l a id s  

. H ydrographic S u rv ey s  

. Wreck a n d  S a lv ag e

. In spection  o f fo re ig n  sh ip s  in  n a t io n a l  p o rts  in  

accordance w ith  p o r t  s ta t e  c o n tro l re g u la tio n s  

. P a r t ic ip a t io n  in  in te r n a t io n a l  a c t iv i t ie s  re la te d  

to  m aritim e s a fe ty ,  p o llu tio n  p re v e n tio n  an d  o th e r  

a c tiv it ie s .

. Im plem entation o f in te r n a t io n a l  co n v en tio n s  an d  
agreem ents.

A lthough th e  m aritim e a d m in is tra tio n  o f a  c o u n try  

'd ep en d s  on th e  loca l cond itions , s tag e  o f m aritim e d ev e

lopm ent, a v a i la b i l i ty  o f sk ille d  manpower in  th e  f ie ld , 

th e  q u an tu m  of se a -b o rn e  t r a d e  o f  th e  c o u n try  a n d  th e  

to t a l  num ber o f sh ip s  b y  th e  f la g  s ta te ,  a  p roper m ari

tim e a d m in is tra tio n  m ust n e c e ssa r ily  cover th o se  asp ec ts  

o f te c h n ic a l an d  adm in istra tive  a f f a i r s  o f m aritim e a v t i -  

v ities- in  g enera l. R egard ing  th e  m aritim e a d m in is tra tio n  

fu n c tio n s  o f a  c o u n try , p ro fess  o f V anchisw ar e x p la in s  as  

follow ings: th e  p rim ary  fu n c tio n s  o f th e  maritime- admi

n is t r a t io n  in  a  dev e lo p in g  c o u n try  would a lso  h a v e  to  be 

b o th  developm en ta l a n d  re g u la to ry . T he developm enta l 

fu n c tio n s  c o n tr ib u te  d ire c t ly  to  m aritim e developm ent an d  

th e  re g u la to ry  fu n c tio n s  a lso  c o n tr ib u te  to  such  develop 

m ent a n d  economic a d v a n ta g e s  c o n e q u e n tia lly  /<52.

T he developm en ta l fu n c tio n s  can  ta k e  th e  form o f 

p a r tic ip a tio n  in  th e  process o f  fo rm u a tin g  th e  po licy  o f
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th e  governm ent a s  reg a rd s  m aritim e developm ent an d  deci

d in g  upon  th e  a c t iv i t ie s  to  be  u n d e r - ta k e n  in  connec tion  

w ith  such  fu n c tio n s  a re  e s s e n tia l ly  c o n tr ib u tin g  to  th e  

o v e ra ll  economic po licy  dec isions to  b e  ta k e n  b y  th e  

governm ent th ro u g h  th e  economic, tr a d e  a n d  p la n n in g  

m in is trie s  an d  may include:/53.
a) th e  a p p ro p r ia te  a n a ly s is /  assessm ent o f th e  most 

s u ita b le  ty p e s  a n d  num ber o f  sh ip s  re q u ire d  to  

meet th e  sca le  o f developm ent p la n n ed , 

b> developm ent o f th e  m an-pow er n eed s  o f  th e  

sh ip p in g  in d u s try ,

c) developm ent o f  sh ip b u ild in g  a n d  sh ip  re p a ir

ca p a b ilitie s ,

d) dev lopm ent o f (m arine) ancillsLry in d u s tr ie s ,

e) assessem ent o f  th e  s u i ta b i l i ty  o f n a t io n a l  p o rts

fo r  th e  in te n d e d  sh ip s  a n d  p roposa ls  fo r  re q u ire d  

developm ent /im provm ent,

f)  developm ent o f th e  (m arine ) m an-pow er need s  o f

p o rts  an d
g) developm ent o f em ploym ent o p p o r tu n itie s  fo r

n a t io n a l  s e a fa re rs .

T he re g u la to ry  fu n c tio n s  a re  exp ec ted  to  e n su re  in  

th e  main,
a) s a f e ty  o f liv es , sh ip s  an d  p ro p e r ty  an d

b) p ro tec tio n  o f th e  m arine env ironm enL

T hese  in  tu r n  a re  exp ec ted  to  e n su re  in  th e  c o n te x t 

o f developm ent a n d  economy -JSA

a) maximum e f f ic ie n c y  in  th e  o p e ra tio n  o f sh ips.
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w ith  c o n sq u e n tia l economic a d v a n ta g e

b) c rea tio n , developm ent, p ro tec tio n  an d

p re se rv a tio n  o f  n a t io n a l  m aritim e s k ills

c) c o n se rv a tio n  o f n a t io n a l  p ro p e rty

d) red u c tio n  in  th e  m a in ten an ce  costs o f  sh ip s

e) c o n se rv a tio n  o f  fo re ig n  ex ch an g e

f ) av o id an ce  o f d is a s te rs  a n d  ' c o n se q u e n tia l loss o f

(or dam age to) liv e s , p ro p erty , m arine resources

a n d  h e a v y  e x p e n d itu re

g) m a in ten an ce  o f  m arine in su ra n c e  premium a t  an

a d v a n ta g e o u s  le v e l

h) p ro v is io n  o f o v e ra l l  im petus to  maritm e

developm ent, an d

i) p ro jec tio n  o f th e  image o f th e  c o u n try  in  e v e ry

fa v o u ra b le  l ig h t  in  th e  m aritim e world .

Hence, th e se  be in g  v i t a l  p o in ts  o f  co n s id e ra tio n  o f 

a  p roper m aritim e a d m in is tra tio n , such  developm ents in  

th e  maritm e f ie ld  w ill depend  on  th e  o rg a n iz a tio n ,s tru c -  

tu re , m anagm ent e f fe c t iv e n e s s  o f th e  m aritim e a d m in is tra 

tio n  o f th e  co u n try , a n d  th e  governm ent ro le  in  u n d e r

s ta n d in g  a n d  g iv in g  a  d ue  co n s id e ra tio n  to  i t s  develop 

m ent w ith  p r io r i t ie s  i t  deserve. T he v a r io u s  ro les  o f th e  

governm ent an d  fu n c tio n s  to  be u n d e r ta k e n  in  connec tion  

w ith  th e  m aritim e a f f a i r s  a n d  th e  a d v a n ta g e s  o f such  

m aritim e developm ent in  g e n e ra l sh o u ld  be  ap p reh en d ed  

f u l ly  in  l in e  w ith  th e  c o n tr ib u tio n  o f th e  sh ip p in g  

in d u s try  to  th e  n a t io n a l  economy o f th e  co u n try . With 

reg ard  to  th e  sh ip p in g  in d u s try  developm ent, th e  e x is te n 

ce o f a  well o rgan ized  a d m in is tra t iv e  a p p a ra tu s  looking 

a f t e r  th e  problem s o f th e  m erchan t m arine in d u s try  an d  
th e  whole spectrum  o f m aritim e f ie ld s  developm ent is  v e ry  

v ita L
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4.3.2 P O R T  D EV ELO M EN T

T he c r it ic a l  ro le  o f th e  sea  p o r t in  th e  developm ent 

process o f a  c o u n try  h a s  rec ieved  in c re a sed  a t te n t io n  in  

re c e n t y e a rs  b y  m any d ev e lo p in g  co u n trie s . Sea p o rts  

th ro u g h  which alm ost a l l  th e  e x te rn a l  t r a d e  o f t h a t  

c o u n try  passes w ill a c t  as  a  grow th p o le  o r a s  a  re s tr ic 

t i v e  in f lu e n c e  upon  developm ent o f th e  c o u n try . Lack o f 

a d e q u a te  p o rt f a c i l i t ie s  can  be a  m ajor d e te r r e n t  to  

n a t io n a l  an d  reg io n a l economic growth.

p o rts  a re  t r a n s f e r  p o in ts  in  th e  flow  o f commerce 

a n d  tra n s p o r ta t io n  h a v in g  th e i r  own p e c u lia r itie s . "The 

ro le  o f a  p o r t system  in  a  d evelop ing  economy is  in  m any 

w ays a  c ru c ia l one. F or most dev e lo p in g  n a t io n s  th e  p o r t 

system  s i ts  a s tr id e  th e  v a s t  m a jo rity  o f th e  im p o rt-ex 

p o rt flows. To th e  e x te n t  t h a t  th e  d ev e lo p in g  n a t io n  con

form s to  th e  p a t te rn  o f p roducing  raw m a te ria ls  fo r  

e x p o r t an d  consum ing im ported f in ish e d  goods, fo re ig n  

t r a d e  is  a  c r i t ic a l  com ponent o f i t s  economy" /55.

T he E th io p ia n  p re s e n t two n a t io n a l  s e a -p o r ts  o f 

Assab an d  Massaw be in g  th e  v i t a l  l in k s  in  th e  t r a n s p o r t  

c h a in  to  th e  h in te r la n d  could  make a  s ig n if ic a n t  

c o n tr ib u tio n  to  th e  economic grow th a n d  developm ent o f 

th e  co u n try .

When a  modern p roper - p o r t system  is  be ing  

considered , one th in k s  in  term s o f a  se rie s  docks eq u ip ed  

w ith  deep w ater q u ay s , t r a n s i t  sheds, w are houses, c ra 

nes, d ry  docks a n d  re p a ir  f a c i l i t ie s  fo r  vessels, w ith

<55) G ary  Fromm. In tro d u c tio n : An A pproach to  In v e -

stm en t D ecisions, T ra n sp o rt Inv estm en t 

a n d  Economic D evelopm ent. (Brookings 

In s ti tu tio n s , 1965) p.3
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access to  a l l  th e se  b y  a  system  o f roads, ra ilw a y s  an d  

w ith  w hole o f th e se  f a c i l i t ie s  co o rd in a ted  b y  a n  o v er

r id in g  m anagem net seized  w ith  th e  one aim o f speed ing  th e  

flow  o f goods th ro u g h  th e  po rt.

T hese m u ltip lic ity  o f se rv ice s  p ro v id ed  to  m any 

u se rs  an d  th e  r e la t io n s h ip  o r in te ra c t io n  t h a t  p re v a ils  

betw een th e  u se rs  in  th e  p o rt system  o f o p e ra tio n  a n d  

developm ent can  h a v e  p ro fo u n d  e f f e c t  on th e  economy o f 

th e  c o u n try  in  g e n e ra l amd on th e  sh ip p in g  in d u s try  in  

' p a r tic u la r ,  a s  be in g  an  im p o rtan t p a r t  o f th e  system  in  

th e  p o rt ne t-w o rk  o f th e  co u n try .

T o -d a te  c e r ta in  d is t in c t  ty p e s  o f p o r t  o rg an iz a tio n s  

a re  fo u n d  in  th e  world. Those a re  m ainly ,

. p r iv a te  po rts ,

. governm ent owned p o rts  an d  p r iv a te ly  m anaged ones, 

. p o rts  o p e ra ted  a s  a  re g u la r  governm ent, d ep a rtm en t 

or a  p a r t  o f a  la rg e r  governm ent d ep artm en t an d  . 

p o rts  o p e ra ted  b y  a n  in d e p e n d e n t p o r t a u th o r i ty  

e i th e r  lo ca l o r n a tio n a l.

In th e  E th io p ia n  case, th e  p o rts  a re  owned an d  

co n tro lled  b y  th e  predom inance o f  governm ent power, 

o p e ra ted  b y  th e  m arine tr a n s p o r t  a u th o r i ty  u n d e r  th e  

m in is try  o f tr a n s p o r t  a n d  com m unications su p e rv is io n . T he 

a u th o r i ty  is  d ire c tly  re sp o n sib le  fo r  o p e ra tin g  th e  port, 

th e re  a re  a lso  m any re la te d  o rg a n iz a tio n s  to  p o rt 

o p e ra tio n s , such  a s  b a rg e  opera to rs , s to rag e  agencies, 

sh ip p e rs  an d  rece iv e rs  o f f re ig h t ,  e x p o r t ag en ts , sh ip  

b rokers  an d  ag en ts , fo re ig n  consu ls  a n d  f in a n c ia l  
in s t i tu t io n s .  Futherm ore, th e re  a re  m any specia lized  

ty p e s  o f se rv ices  asso c ia ted  w ith  p o rts , such  a s  sh ip re 

p a irin g , o il a n d  coal b u n k erin g , sh ip -c h a n d le rs  a n d  

o th e rs . Among w hich th e re  is  a  so le  sh ip p in g  a g e n t a l l
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th e  o p e ra tio n s  w ith  ex cep tio n  o f few n o n -e x is te n t  a re  

monopolized b y  one a u th o r i ty  w hich is  th e  m ain cau se  fo r  

in e ff ic ie n c y  in  p o r t o p e ra tio n s .

T he p o rt m anagem ent is  a c tu a l ly  re sp o n siv e  to  th e  

c e n tr a l  governm ent p o licy  w ith in  th e  a d m in is tra t iv e -  

economic s tru c tu re  o f  th e  co u n try . By th e  same token , th e  

in s titu tio n a l-e c o n o m ic  fo rces  o p e ra tin g  on th e  p o rt 

re f le c ts  th e  same a d m in is tra t iv e -  economic s tru c tu re  o f 

th e  co u n try .

T he E th io p ia n  p o r t a u th o r i ty  is  n o t  a  form o f 

governm ent co rpo ra tion , doing  b u s in e ss  w ith  th e  p u b lic  as 

a n y  o th e r  co rpo ra tion , r a th e r  a n  a d m in is tra t iv e  body  o f 

th e  m aritim e sec to r in  th e  economy o f th e  co u n try . B u t i t  

could be  sa id  t h a t  th e re  is  no  p roper a d m in is tra tio n a l 

s t ru c tu re  in  th i s  regard , in  a  sense  t h a t  th e re  is  no 

iso la tio n  betw een p o r t a c t iv i t ie s  an d  th e  m arine a u th o 

r i ty ,  i.e^ to  sa y  m arine tr a n s p o r t  a u th o r i ty  co n fin es  

i t s e l f  to  one a sp ec t o f th e  m aritim e sec to r - p o r t  o p e ra 

tio n  an d  th e re  is  no  s e p a ra te  o rg a n iz a tio n a l e n t i ty  

betw een p o rt an d  m arine tr a n s p o r t  a u th o r i ty .  T he 

m arine a u th o r i ty  is  do ing  w hat th e  p o r t a u th o r i ty  was 

supposed  to  do in  i t s  ex isten ce .

T he c re a tio n  o f p o r t a u th o r i ty  th e o re tic a lly  im plies 

t h a t  th e  c e n tra l  governm enet o f th e  c o u n try  h a s  decided  

to  th e  t r e a t  o f th e  p o rts  a s  s e p a ra te  u n i t s  from  oU^er 

governm en ta l a c t iv i t ie s  an d  th e  im p ra c tic a li ty  o f such  

o b je c tiv e  c rea te s  c o n s tra in ts  in - e f f i c ie n t  o p e ra tio n  o f 

sh ip p in g  a c tiv it ie s .

T he p ra c tic a l app roach  w hich is  commonly u sed  is  

t h a t  a  p o r t a u th o r i ty  is  c rea ted  to  ru n  a s  a  b u s in ess , in
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a  b u s in ess  lik e  m anner in  th e  p u b lic  in te re s t .  One o f  th e  

most im p o rtan t n ece ssa ry  th in g  is  to  develop  a  h ig h  

degree  or a d m in is tra t iv e  an d  m an ag eria l com petence w ith  

sk ille d  manpower a t  a l l  le v e l fo r  a n  e f f ic ie n t  m anagem ent 

o f p o r t o p e ra tio n .

Hence, a s  to  th e  a d m n in s tra tio n , th e re  sh o u ld  be  an  

a d m in is tra t iv e  l in e  draw n betw een th e  p o r t  a u th o r i ty  a n d  

th e  m arine tr a n s p o r t  a u th o r i ty ,  w hich a t  p re se n t seems 

q u i te  i r r a t io n a l  in  term s o f  o rg a n iz a tio n a l s t ru c tu re  

re la tio n sh ip . F urtherm ore , is o la tio n  o f  p o r t  a c t iv i t ie s  

a s  a n  o rg a n iz a tio n a l e n t i ty  shou ld  be  s e t  u p  u n d e r  th e  

p o r t a u th o r i ty .  A lthough, th e  course chosen  depends on 

th e  socio- economic c ircum stances o f  th e  co u n try , a l t e r 

n a t iv e  forms o f o rg an iz a tio n  (i.e., a l ie n a t io n  o f  m arine 

tr a n s p o r t  a u th o r i ty  from  p o rt a u th o r i ty  an d  iso la tio n  o f 

p o r t  a c t iv i t ie s  a s  o rg a n iz a tio n a l e n t i ty )  shou ld  be 

s e t-u p .

S h ip p in g  in d u s try  depends on a n  e f f ic ie n t  p o r t 

o p e ra tio n  t h a t  can  meet i t s  req u irem en ts  a t  a l l  

circum stances, th e  developm ent o f a d m in is tra t iv e  

q u a l i t ie s  an d  th e  developm ent o f p y s ic a l p o r t 

in f ru s t ru c tu r e s  a t  p re s e n t a n d  fo r  i t s  f u tu r e  ex p a n s io n  

shou ld  be considered  from th e  b ro ad er c o n te x t o f  n a t io n a l  

economic developm ent sls w ell a s  p o r t  developm ents.

When a  modern p o rt is  b e in g  considered , th e  p re se n t 

E th io p ia 's  move fo r  im proving p o r t  cond itions , m echaniza

t io n  is  app ;ied  to  p o r t  o p e ra tio n s . M achines fo r  l i f t in g  
a n d  low ering cargo such  a s  q u ay , mobile, fo rk l i f t ,  c ra 

nes, M achines fo r  t r a n s p o r t in g  cargo such  a s  tru ck s , 

tru c to rs , a n d  m achines s u ita b le  fo r  p il in g  a n d  u n p il in g  

u p  cargoes a re  a v a i la b le  to  a  c e r ta in  e x te n L  (see a p p e n -
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d ix e s  10-15 fo r  p o r t  size, c ap a c ity ,p o rt f a c i l i t ie s  

a n d  a v a i la b le  m echan ical app lian ces)

Economic a n a ly s is  o f p o r t o p e ra tio n s  is  com plicated 

b y  a  num ber o f problem s w hich most o f  them  a re  common to  

th e  economic a n a ly s is  o f  t r a n s p o r ta t io n  in  g en era l. T he 

e x is te n c e  o f m u ltip le  users, th e  q u e s tio n  o f d e f in in g  

cap a c ity , th e  tim e horizons aind m easurem ents a re  th e  most 

common problem s in  economic a n a ly s is  o f p o r t o p e ra tio n s .

T he fu n d a m e n ta l q u e s tio n s  o f exam in ing  costs a n d  o p era 

t in g  phenom enon o f a  p o rt system  to  be  looked re v o lv in g  

d i f f e r e n t  v a r ia b le s  a n d  th e i r  in te ra c tio n s , an d  th e  costs 

asso c ia ted  w ith  th e  s e t  o f v a r ia b le s  an d  flows.

A naly sis  o f th e  economic im p lica tio n s  o f o p e ra tin g  

fu n c tio n s  o f  p o r ts  shows a  tw o-w ays process. T h a t is  th e  

fu n c tio n s  u n d e r ta k e n  b y  th e  p o rt h a s  im p lica tions fo r  th e  

su rro u n d in g  economic a re a  an d  fo r  th e  economy o f th e  

c o u n try  w ith  w hich th e  p o rt is  lo ca ted  on one h a n d  an d  a  

g iv en  o p e ra tin g  fu n c tio n  im plies a  p a r t ic u la r  com bination  
o f  c a p i ta l  an d  o p e ra tin g  ex p en ses  fo r  th e  p o r t w hich in  

tu r n  w ill be  in f lu e n c e d  no o n ly  b y  th e  su rro u n d in g  econo

my b u t  a lso  b y  in te r n a t io n a l  economic co n d tio n s  a n d  p rac 

tic e s  an d  o th e r  fac to rs .

T he developm ent o f p o r t system  h a s  a  c r i t ic a l  ro le  

in  th e  developm ent process o f a  c o u n try . I t  h a s  been  

claim ed fo r  t r a n s p o r t  t h a t  is  " th e  fo rm ation  power o f 

economic grow th a n d  th e  d i f f e r e n t ia t in g  process" an d  t h a t  

a  la ck  o f tr a n s p o r t  f a c i l i t ie s  is  a  m ajor d e te r r e n t  to  

ra p id  economic grow th an d  so c ia l progress. T ra n sp o rt 

d i f f ic u l t ie s  h a v e  co n s id e ra b ly  re la te d  th e  e x p lo ita t io n  

of. n a t io n a l  resources, in d u s tr ia l iz a t io n , e x p an s io n  o f 

tr a d e  an d  in  some cases th e  ach ievem en ts  o f  n a t io n a l
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u n ity .  And th e se  g e n e ra l s ta te m e n ts  o f tr a n s p o r t  a re  a lso  

fo u n d  to  be t r u e  fo r  seaports.

Hence fo r  e f f ic ie n t  p o r t  o p e ra tio n s  c e r ta in  p h y s ic a l 

in f r u s t r u c tu r a l  developm ents a n d  p ro v is io n  o f p o rt 
f a c i l i t ie s  an d  equ ipm en t h a v e  a  n ece ssa ry  con d itio n . P o rt 

a re  m u lt i- fu n c t io n a l  a n d  th e y  te n d  to  became grow th poles 

a t  which economic developm ent is  c o n ce n tra te d  in  th e  

sen se  t h a t  sea  p o rt e x te n d s  to  th e  in d u s tr ia l  a n d  commer

c ia l  a c t iv i t ie s  a sso c ia ted  w ith  th e  t r a n s f e r  o f goods.

T he re la tio n s h ip  betw een p o r t  developm ent a n d  th e  

economic a n d  soc ia l ad v an c e  o f a  c o u n try , th e  p ro v is io n  

a n d  im provem ent o f p o r t f a c i l i t ie s  m ust be  a  h ig h  

p r io r i ty  concern w ith in  th e  sp h e re  o f n a t io n a l  economic 

p la n n in g  in  l in e  w ith  th e  developm ent req u irem en t o f th e  

sh ip p in g  in d u s try .

4.2.3 Manpower T ra in in g

S h ip p in g  a c t iv i ty  an d  i t s  developm ent is  an  

in te g ra te d  process. T he developm ent o f hum an resources 

in  th i s  in te g ra te d  process o f a  sh ip p in g  in d u s try  is  

v i t a l  T h ere  could n o t be a  su c e e fu l o p e ra tio n  o f  sh ip 

p in g  w ith o u t th e  a v a i la b i l i ty  o f sk ille d  manpower b o th  

fo r  th e  m anagem ent pu rposes an d  fo r  m anning  o f vessels.

T he developm ent o f hum an resou rces in  such  a  f ie ld  

p ro v id es  th e  m eans to  maximize th e  n a t io n a l  a d v a n ta g e  in  

sh ip p in g  in d u s try  o f a  c o u n try . T he developm ent o f  such  
hum an resources a re  bound  to  be  a f fe c te d  b y  th e  

p re v a ilin g  economic, socia l a n d  p o li t ic a l  co n d itio n  o f  a  

g iv en  c o u n try  p o s itiv e ly  o r n e g a tiv e ly .
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F or i t s  p o s itiv e  e f fe c t ,  th e  assessm ent, e n su re  th e  

a v a i la b i l i ty  an d  p la n n in g  th e  f u tu r e  tr a in e d  manpower 

needs in  th e  m aritim e su b -se c to r  in  g e n e ra l a n d  fo r  th e  

sh ip p in g  in d u s try  in  p a r tic u la r , b o th  in  q u a n t i ty  an d  

q u a l i ty  fo r  th e  optimum u t i l iz a t io n  o f  such  t r a in n e d  man 

power to  th e  n a t io n a l  a d v a n ta g e  is  v e ry  e s s e n tia l  fo r  a  

c o u n try  in  th e  c o n te x t o f i t s  su ccessfu l sh ip p in g  o p era 

tio n .

T he E th io p ia n  sh ip p in g  f u tu r e  su ccessfu l o p e ra tio n  

a n d  developm ent to  a  la rg e  e x te n t  d epends on th e  

a v a i la b i l i ty  o f t r a in e d  p e rso n n e l in  a l l  ra n k s  fo r  th e  

sh ip s  an d  m an ag eria l e x p e rtise . Such problem s could  n o t  
be so lved  a d e q u a te ly  b e fo re  a  co n sid e rab le  period  o f  tim e 

an d  hen ce  w ell p la n n e d  t r a in in g  a t  a l l  le v e ls  is  

n ecessa ry  to  m eet th e  sk illed  manpower dem ands a n d  secu re  

th e  f u tu r e  success o f th e  sh ip p in g  in d u s try .

The p re se n t method o f re c u r i t in g  p e rso n n e l fo r  th e  

sh ip p in g  in d u s try  p a r t ic u la r i ty  w ith in  th e  le v e l o f 
r a t in g  ju s t  b y  ta k in g  on board  v e sse l w ith o u t a n y  p re li

m inary  t r a in in g  needs review  a n d  p re -s e a  t r a in in g  w ill be 

n ecessa ry  somehow.

In th e  ab sen se  o f a  t r a in in g  in s t i tu te  an d  w hich is  

n o t  a c tu a l ly  fe a s ib le  to  e s ta b l is h  on in d iv id u a l  b asis , 

fo r  m aritim e p e rso n n e l t r a in in g  in  th e  c o u n try , th e  o n ly  

rem edial o p tio n  w ill be  t r a in in g  o f  n a t io n a ls  in  reg io n a l 

m aritim e in s t i tu t io n s  o r academ y. T he e s ta b lish m e n t o f 

reg io n a l m aritim e in s t i tu t io n s  in  coopera tion  w ith  o th e r  
n e ih g b o u rin g  c o u n trie s  w ill b e  v i t a l  in s tru m e n t o f  a l le v 

ia t in g  th e  problem of s c a rc ity  o f w ell tr a in e d  seago ing  

p e rso n n e l fo r  th e  e x p an s io n  o f  sh ip p in g  in d u s try .

8 7



4 2 .4  F i n a n c e  a b d  B a n k i n g  S e r v i c e s

T he economies o f dev e lo p in g  c o u n trie s  a re  p rim ary  

a g r ic u ltu ra l  p ro d u c ts  an d  o f th e  su b s is ten ce  ty p e  w hich 

y ie ld s  l i t t l e  o r no  su rp lu s . Hence d evelop ing  c o u n trie s  

fa c e  se rie s  economic c o n s tra in ts  to  meet in v e s tm e n t needs 

from dom estic s a v in g  an d  o u t o f  e x p o rt e a rn in g . C ap ita l 

sh o rtag e  in  th e se  c o u n trie s  is  considered  to  be  th e  

c o n s tra in t in  th e i r  economic developm ent.

E s ta b lish m e n t a n d  ex p a n s io n  o f m erchan t m arine o f 

develop ing  c o u n trie s  in  g e n e ra l w ith  th e  ex cep tio n  o f few 

h a v e  faced  s c a rc i ty  o f in v e s tm e n t o f c a p i ta l  w hich is  a n  

im pedim ent in  sh ip p in g  developm ent o f th e se  co u n trie s .

D eveloping c o u n trie s  g e n e ra lly  a c q u ire  v e sse ls  from 

fo re ig n  c o u n trie s  which need  to  be  p a id  fo r  in  fo re ig n  

cu rren c ies  w ith  m any o f th e  dev e lo p in g  c o u n trie s  fa c in g  

sev e re  b a la n c e  o f paym ents d i f f i c u l t i e s  a n d  com peting 

dem ands fo r  c a p t ia l  from o th e r  sec to rs  o f th e i r  economies 

th e  a v a i la b i l i ty  o f fo re ig n  f in a n c e , on fa v o u ra b le  term s 

considered  to  be  a n  im p o rtan t c o n s id e ra tio n  in  th e  

e x p an s io n  o f  th e i r  m erchan t f le e ts .

According to  UNCTAD e x p o r t re p o rt /56, i t  i s  s ta te d  

t h a t  a  num ber o f d evelop ing  c o u n trie s  id e n t if ie d  th e  

v a r io u s  sources o f finem ce w hich h a d  been  a v a i la b le  to  

f in a n c e  sh ip  a c q u is itio n s  fo r  th e i r  n a t io n a l  f le e ts .  T he

se  inc luded :

(56) UNCTAD R eport, "M erchant F le e t  developm ent Sh ip

F in a n c in g  fo r  D eveloping 

co u n tries"  ( TD/B/C.4/294 December 

18, 1985 ) p .l
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a) S h ip y a rd  c re d i ts -  o f f ic ia l  sh ip  e x p o rt c re d its

a n d  o f f ic ia l ly  g u a ra n te e d  p r iv a te  sh ip  ex p o rt 

c re d its  f in a n c e d  b y  s h ip y a rd s  an d  banks,

b) Foreign  a n d  loca l p r iv a te  commercial b a n k  loans,

c) Loans g ra n te d  b y  in te r n a t io n a l  o r reg iona l,

developm ent b an k es  o r f in a n c e  in s t i tu t io n s  ,

d) B ila te ra l  a id  o r governm en t to  governm en t s o f t

loans,

e) L easing  arrangm ents,

f> N a tio n a l fu n d s  s e t  o u t  fo r  sh ip p in g  o f 

sh ip b u ild in g  developm ent an d  

g) jo in t  v e n tu re s  o f th e se  sources, sh ip y a rd

c red its , commercial b a n k  lo a n s  a n d  governm en t to  

governm ent c re d its  o r b i la te r a l  a id , in d iv id u a l ly  

o r th e i r  v a r io u s  com binaions, were th e  most 

commonly m entioned, w hile  th e  rem ain in g  sources 

ap p ea red  to  be g e n e rlly  le ss  common.

In th e  E th io p ia n  case, th e  e x is t in g  b a n k in g  system  
in  th e  c o u n try  more or le ss  p ro v id es  th e  n ecessa ry  

b an k in g  se rv ice s  re la te d  to  th e  seab o rn e  t r a d e  a n d  th e  

o p e ra tio n  o f th e  sh ip p in g  in d u s try .  B u t th e  n a t io n a l  B ank 

may n o t a b le  to  s a t i s f y  th e  s ig n if ic a n t  p a r t  o f th e  

sh ip p in g  f in a n c e  in v e s tm en ts  p aym en t ab ro ad  r a th e r  i t  

f in a n c e s  th e  sh ip p in g  in v e s tm e n ts  in  a  way b y  se rv ic in g  

lo a n s -  i.e , c a p i ta l  rep ay m en t p lu s  in te re s t .

T h ere  a re  a lso  c e r ta in  s h o r t  term  f in a n c ia l  

req u irem en ts  o f th e  sh ip p in g  in d u s try  w hich a re  

req u irem en ts  o f th e  sh ip p in g  in d u s try  w hich p ro v id ed  by  

th e  lo ca l b a n k in g  system  su ch  a s  su p p ly  o f  w orking 

c a p t ia l  to  sh ip p in g  a n d  agency  e n trp r ise s , c re d it 

f a c i l t ie s  in  re la t io n  to  su p p lie s  rece ived  on board .
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ad v an c e  paym ents  to  se a  going p ersonnel, f in a n c in g  o f 

re p a ir  works e f fe c te d  in  n a t io n a l  ports .

4.2.5 S h ip re p a ir in g  a n d  O ther In s t i tu t io n a l  se rv ices

As e x p la in e d  e a r lie r , th e  dem and fo r  sh ip p in g  

se rv ice s  an d  th e n c e  sh ip b u ild in g  an d  sh ip re p a ir in g  is  a  

fu n c tio n  o f grow th o f in te r n a t io n a l  se a -b o rn e  tra d e . T he 

dem and fo r  in d iv id u a l  or sp ec ific  sh ip re p a ir  y a rd s  is  to  

a  la rg e  e x te n t  d e p e n d e n t in  th e  t r a d e  p a t te rn s  an d  

sh ipow ners o p e ra tio n a l f le x ib l i ty .

T h ere  a re  a  num ber o f  reaso n s  w hy sh ipow ners 

re p a ir  an d  m a in ta in  v esse ls  a n d  a l th o u g h  some such  

re p a irs  a n d  m a in ten an ce  do n o t n e c e ss rily  re q u ire  th e  u se  

o f a  sh ip re p a ir  o r y a rd , o th e rs  e i th e r  h a v e  to  be  done, 

or a re  b e s t  done, in  a  re p a ir  y a rd  dock.

T he reaso n s  fo r  re p a irs  an d  m a in ten an ce  can  be 

summerized a s  follows:

. m a in ta in  s a f e ty  s ta n d a rd s ,

. s ta tu to r y  requ irem en ts,

. c la s s if ic a t io n  requ irem en ts,

. s a v e  money,

. p re v e n t b re a k  downs a n d  im prove e f fe c tiv e n e ss ,

. im prove e ff ic ie n c y ,

. m a in ta in  a s s e t v a lu e ,

. com pany image.
T he s u r v iv a l  o f an  a d e q u a te  s h ip re p a ir  in d u s r ty  is  

n a tu r a l ly  v i t a l  to  shipow ners. B ecause o f ch an g es in  

re p a ir / m a in ten an ce  techno logy , o p e ra tin g  s tr a te g y  an d  

im provem ents in  com m unications, ow ners h a v e  a  f a r  w ider 

choice. T he o p tio n s  open to  a n  owner a re  d e p e n d e n t upon
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th e  n a tu r e  o f th e  re p a ir  a n d  m a in ten an ce  ta sk . T hese  may 

be u n d e r ta k e n  in  th e  fo llow ing  s itu a tio n s :

. a t  sea  on passage,

. in  po rt,

. sea  going m a in ten an ce  team,

. m ain e v e n t (d ry  dock),

. main e v e n t (a f lo a t)

. aw a itin g  cargoes,

. s ta n d in g  down, aw a itin g  orders.

S h ip re p a ir  y a rd s  a re  p rim arily  in v o lv e d  in  item  5 

an d  to  a  le sse r e x te n t  item  4 an d  6. T he decision  o f when 

to  rep a ir/m a in  t a in  is  ta k e n  a f t e r  a ssessin g  commercial 

an d  te c h n ic a l co n s id e ra tio n  b u t  g e n e ra lly  f a l l s  u n d e r  th e  

fo llow ing m ain head ings:

. comply w ith  su rv e y  requ irem en ts,

. c h a r te re rs ' requ irem en ts,

. su rv e y  e x te n s io n  to  s u i t  (2) above,

. comply w ith  sp ec ia l o f fe r s  from c o n tra c ts  an d  

re p a iry a rd s ,

. comply w ith  s ta n d  down periods,

. b reak  down,

. Damage.

Many sh ipow ners a re  increaising ly  f in d in g  them selves 

locked in to  re q u ire d  or ro u te  re la te d  re p a ir  c e n tre s ,th u s  

lim itin g  to  some e x te n t  th e i r  a b l i t i ty  to  shop a ro u n d  th e  

in te r n a t io n a l  m arket p lace  b ecau se  o f h ig h  cost d e v ia 

tio n . T he same h o ld s  t r u e  to  th e  E th ip ia n  sh ip p in g  case, 
in  w hich th e  com pany locked i t s e l f  in to  a  ro u te  re la te d  

re p a ir  cen tres . In  th e  docking o f  a n y  v esse l th e r e  a re  

costs w hich may be c a lc u la te d  a n d  which r e s u lts  th e  o u t f -
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low o f fo re ig n  cu rren cy  to  th e  d is a d v a n ta g e  o f th e  n a t io 

n a l  economy. Besides, th e  w ide sp read e  recession  in  th e  

world y a rd s  in te n s e  p re ssu re  in  m a in ta in in g  work loads.

T he in d u s try  c o n tin u e s  to  s h r in k  w here c u r re n t  work loads 

a re  n o t enough  to  m a in ta in  cap a c ity . T h is  w ill h a v e  a n  

e f f e c t  on sh ip p in g  in d u s try  o f  a l l  th e  e f f o r ts  peging  

re p a ir  charges a t  h ig h e r  le v e l o r th e re  may be  se rio u s  

sh o rtag es  o f docks in  c e r ta in  loca tion , d u e  to  th e  f a c t  

t h a t  th e  in d u s try  h a s  been  r a d ia l ly  re - lo c a te d  in  th e  f a r  

e a s t  d u r in g  th e  p a s t  decade. A c tu a lly , some d evelop ing  

c o u n trie s  h a v e  in v e s te d  in  th e i r  own f lo a t in g  docks so 

t h a t  ro u tin e  dockings can  be accom plished an d  p ro v id e  

loca l employment.

Hence, th e  o p tion  fo r  E th io p ia  w ill n o t be d i f f e r e n t  

o th e r  th a n  dev e lo p in g  i t s  own sh ip re p a ir in g  y a rd s  a t  

le a s t  to  i t s  sh ip p in g  in d u s try  req u irem en ts  or dev e lo p in g  

th e  in d u s try  on reg io n a l b a s is  w ith  th e  n e ig h b o u rin g  sh ip  

owning co u n trie s .

C la ss if ic a tio n  Socie ty

For num erous reaso n s (in su ran ce , load  lin e s ,s a fe ty  

e tcJ, i t  is  no rm ally  incum ben t upon  th e  ow ner o f a  

v esse l to  m a in ta in  i t s  "class" th ro u g h  o u t  th e  v esse ls  

l i fe . A s h ip 's  c lass  d e f in e s  th e  co n d itio n  o f  su rv e y  

u n d e r  w hich th e  v esse l h a s  b een  b u il t ,  th e  ty p e s  o f cargo 

fo r  w hich is  considered  s u i ta b le  a n d  g iv es  a n  in d ic a tio n  

o f p a r t ic u la r  a rran g em en ts  on th e  v esse l r e la t in g  to  h e r  

o p e ra tio n  o r s a fe ty .  T he c la ss  o f E th io p ia n  v e sse l is  
g ra n te d  b y  D et Norske V erita s  c la s s if ic a t io n  so c ie ty  fo r  

a  f ix e d  period  o f  time, b u t  can  be  renew ed b y  m eans o f 

period ic  s u rv e y s  o f th e  h u ll ,  m ach inery  an d  o th e r  su p p o rt 

system s w hich a re  in te n d e d  to  e n su re  t h a t  th e  v esse l is
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m a in ta in ed  to  th e  n ece ssa ry  s ta n d a rd s  o f s tre n g h t, sea 

w orth iness  a n d  s a fe ty .  A n n u a l su rv e y s  a n d  p eriod ic  su v ey s  

a re  no rm ally  ca rried  b y  th e  L loyd 's A gent a t  th e  n a t io -  

n a lp o rts .

M arine In su ran ce

Most m aritim e c o u n tr ie s  h a v e  m arine in s u ra n c e  

fa c i l i t ie s .  T he e x te n t ,  n a tu r e  a n d  c a p a c ity  o f  th e se  

m arkets n a tu r a l ly  v a ry  co n sid erab ly . While m ajor 

in te r n a t io n a l  m arkets e x is t  in  th e  UK, T he USA, J a p a n  an d  

th e  c o n tin e n t o f Europe. Many o th e r  c o u n trie s  c a te r  , 

alm ost e x c lu s iv e ly  fo r  th e i r  own n a t io n a ls  an d  u s u a lly  

depend  on th e  re in su ra n c e  f a c i l i t ie s  a v a i la b le  in  th e  

in te r n a t io n a l  m arkets to  g e n e ra te  th e  d esired  cap ac ity .

In E th io p ia , th e  n a t io n a l  in s u ra n c e  company, w ith  

whom a l l  in su ra n c e s  m ust be  placed, is  th e  one w hich 

p ro v id es  th e  in su ra n c e  f a c i l i t ie s  an d  a rra n g e s  

re in su ra n c e  in  th e  in te r n a t io n a l  m arkets a l l  th e  
n ecessa ry  m arine in s u ra n c e  se rv ice s  fo r  th e  n a t io n a l  

sh ip p in g  company.

S h ip p in g  A gents

A sh ip s ' a g e n t is  norm ally , th e  a g e n t o f th e  

sh ipow ner a t  th e  p a r t ic u la r  p o r t an d  i t  is  re a so n a b le  to  

suppose t h a t  h e  h a s  th e  a u th o r i ty  to  do w h a tev e r th e  

sh ipow ner h a s  to  do a t  t h a t  p o rt q u a l if ie d  b y  th e  

in s tru c tio n  h e  rece iv es  from  th e  p rin c ip a l. T he 
fu n d a m e n ta l o b lig a tio n s  o f th e  sh ip 's  a g e n t o p e ra tin g  

u n d e r  a  l in e r  a s  w ell a s  h is  d u tie s  h a v e  n een  assessed  b y  

th e  F e d e ra tio n  o f N a tio n a l A ssociations o f  sh ip  b rokers
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a n d  a g e n ts  from a b o u t 23 m aritim e n a tio n s . T h is  body h a s  

p rep a red  a  docum ent known as  th e  "S tan d ard  L in er Agency 

Agreement" which se ts  o u t th e  g en e ra l co n d tio n s  a n d  

d u tie s  o f th e  sh ip 's  a g e n t an d  a lso  p ro v id es  p a r t ic u la r s  

in  re sp ec t to  th e  c a lc u a ltio n  o f  paym ent o f  h is  
rum en era tio n .

T he agreem ent a lso  d e f in e s  th e  d u tie s  o f th e  

p rin c ip a l, i.e., th e  ow ner/ o p e ra to r, a n d  g ives  d e ta i ls  

co n n ec tin g  th e  d u ra tio n  a n d  ju r is d r ic t io n  o th e  

agreem ent. T he l in e r  s h ip 's  a g e n t 's  d u tie s , in  th i s  

agreem ent a re  g iv en  a s  follows;

. To re p re se n t th e  p r in c ip a ls  _. an d  u n e r ta k e  a l l  

a c t iv i t ie s  _w hile com lying a t  a l l  tim es w ith  a n y  

sp ec ific  in s tru c tio n s  w hich th e  p r in c ip a l may 
re a so n a b ly  give,

. To recommend an d  / o r a p p o in t s tevedo res,

watchm an, ta lly m an , te rm in a l o p era to rs , h a u l ie r s  
an d  a l l  k in d s  o f su p p lie rs  an d /o r sub  a g e n ts  i f  

rq u ired ,

. To p ro v id e  m arke ting  a n d  sa le s  a c t iv i t ie s  ._to 

c a n v a s  an d  book cargo, to  p u b lic ise  th e  se rv ices  

an d  to  m a in ta in  c o n ta c t w ith  sh ip p ers , consignees, 

fo rw ard ing  ag en ts , p o r t  an d  o th e r  a u th o r i t ie s  an d  
t r a d e  orgam izations,

. To a t te n d  co n feren ce  m a tte rs  ( if  re q u ire d ) on 

p r in c ip a l accounts,

. To is su e  on  b e h a lf  o f th e  p rin c ip a ls , b i l ls  o f

la d in g  an d  m a n ife s ts  a n d  such  docum ents a s  may be
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rq u ired ,
. To p ro v id e  fo r  a n  e f f ic ie n t  com m unication system. 

T h is  is  most n ece ssa ry  a s  th e  a g e n t m ust keep th e  

p r in c ip a ls  inform ed c o n tin u a lly  on cargo bookings, 

space  a v a i la b i l ty ,  con ference  m atters , com petition  

loca l co n d itio n s  a f f e c t in g  th e  o p e ra tio n  o f 

vessels, etc.

. To a rra n g e  fo r  c a llin g  forw ard, rece p tio n  an d
lo a d in g  ou tw ard  cargo an d  d isch a rg e  a n d  re le a se  of 

inw ard  cargo, a n d  to  a t te n d  to  th e  tra n sh ip m e n t 

cargo o f th ro u g h  cargo.

. To p ro v id e  fo r  a n d  adm in iste rs , a  p roper system  

fo r  th e  co n tro l an d  h a n d lin g  o f c o n ta in e r  an d  

■ Ro-RO tr a f f ic ,  i f  n ecessary ,

. To p re p a ire  d isbu rsem en ts  acco u n ts  in  re sp ec t o f 

th e  c a ll each  vesse l, an d  to  p re p a re  p erio d ica l!  

f in a n c ia l  s ta te m e n ts  a s  req u ired ,

. To keep p r in c ip a ls  u p  to  d a te  w ith  am endm ents to  

p o rt t a r i f f s  a n d  re g u la tio n s  an d  a l l  o th e r  charges 

a s  th e y  become known,

. T he l in e r  a g e n t 's  re sp o n s ib ilitie s , c o n tra ry  to  

th o se  o f th e  tram p sh ip 's  a g e n t w hich re la te d  o n ly  to  a  

p a r t ic u la r  purpose, a re  co n tin o u s. T h is  a r ises , o f 

course, b y  th e  n a tu re  o f h is  p r in c ip a ls ' b u s in ess , Le., 

o p e ra tin g  a  sh ip  se rv ice  on a  reg u la r , d e f in i te  an d  

s t r ic t  schedu le .

T he E th io p ia n  sh ip p in g  is  a t  p re s e n t re p re se n te d  b y  

ap p ro x im ate ly  34 lo ca l a g e n ts  in  19 d i f f e r e n t  co u n trie s
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o f E urope an d  in  th e  Red S ea region. D om estically  and  

D jib o u ti, th e  g o v ern m en ta lly  owned co rp o ra tio n  i.e.. 

M aritime T ra n s it  an d  S erv ices co rp o ra tio n  (MTSC), a c t 

a s  EISL p o rt an d  commercial ag en t. T he ro le  o f th e  a g e n ts  

w ith in  th e  m aritim e in d u s try  is  q u i te  v i t a l  in  p roper 

course o f b u s in ess  in  accordance w ith  e s ta b lish e d  usage  

a n d  p ra c tic e -
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In fact, the fundamental changes in world policies 

and the world economy since the II World War have 

certainly affected international sea shipping and brought 

about far reaching changes in world shipping polices, 

-freedom of the seas Vs. protectionism and 
discrimination, advances of the fleets of state economy 

countries, flight into convenience flags, liner 

conference code, bulk cargo sharing, the new 

international maritime order, the competition for subsi

dies^ inreasing governmental intervention in national and 

international shipping /59. Almost these phenomenon had 
occured during the 1950s and resulted considerable con

troversies among traditional maritime nations and develo

ping nations. The controversies within the contemporary 

shipping policies lies between those who advocate libera

lism and protectionism.

UBERALISM

Shipping liberalism consistes in the recognition of 

the principle of free and fair competition in sea trans

port, irrespective of the flag the ship is flying. Under 

the policy of shipping liberalism shippers*, have the 

right of a free choice of carrier be it a home or a 

foreign flag vessel. The basic principle of shipping 

liberalism is that the merchant marines operate on the 

free market without any intervention of the public 

bodies/ governments or their agencies. Government non

intervention is thus the very essence of the concept of 

liberal policy in shipping . Consequently any form of 
shipping protectionism is contrary to this principle.

(59) Beth, RL. 25 Years of shipping, (Fair play

publications Ltd. London: 1984) pl75
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PROTECTIONISM

Protectionism is a policy aimed a t protecting the 

domestic industries from external competion. _in 

shipping there exist numerous and diversified forms of 

protectionism. The objectives of a protectioist policy in 

shipping ajre of a two fold nature;

i) to maintain the already established' position of

structure desired and determined by the needs of 

the national economy of that country.

„and of many authors writting on shipping policy the 

classification of aims and methods of shipping protectio

nism given by S.G. Sturmey deserves a particular mention. 

The objectives of a national shipping policy he sugge

sted, may be the foUowings:/60

i) to promote and protect a merchant marine for

ii) to establish a merchant marine capable of

transporting the country's trade in order to 

avoid the disruptions consequent upon wars in 

which the country is not participating;

iii) to satisfy national prestige;

iv) to enable an in fan t merchant marine, which will 

eventually be able to dispense with assistance, 

to become established;

v) to foster trade ajid communication between the 

country concerned and other countries.

merchant marine, 

ii) to expand the own merchant fleet to the size and

defence purposes.
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vi> to save foreign exchange otherwise used in freight 

payments,

vii) to provide or maintain employment for national 

seaf arers;

viii) to protect the merchant marine in times of severe 

competition

ix> to counter actual or suspected disriminatory

practices by conferences or national trade groups 

x) to improve the quality of the merchant fleets and 

inrease its competitive strength,

vi) to compensate national shipowners for an

overvalued exchange rate maintained for other 

purposes, or for disadvantageous imposed on 

shipping by the protection of industries.

In general those objectives cited above fall into 

two broad catagories of economic and non-economic as 

discussed earlier in chapter three. These catagories are 

interdependent, if we take for the political and or 

strategic reaisons for the development of national 

merchant marines it  may have a sort of economic 

repercussion and vice-versa.

The measures and forms of protectionist policy 

differ from country to country. According to chrzanowski 

/51,three basic forms of shipping protectionism axe 

distinguished:

1) Direct or indirect financial assiatance/subsidies by 

the state for private shipowners.

<61) Ibid, p.-
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Direct subsidies are;

. construction susidies

. postal subsidies or postal/mail contracts, .
scrap and build subsidies,

. admirality subsidies for special defense 
equipment,

. credit facilities,

. gurantee of projects, share of loss etc.

. subsidies of special marine insurance.

. lease of ships belonging to the state to private 
compnaies,

. scale of ships belonging to the state & to pri

vate companies

Indirect subsidies are:

. subsidies to the shipbuilding industry,

. customs reductions,

. tax and depreciation allowances,

. subsidies to immigrants fares or operators 
transporting them,

. reduction in port, canal & other charge,

. subsidies for construction & operation of ports 
and canals,

. preferential railway tariffs to/from the country 
sea ports.

2) Other forms of governmnet active support for shipping 

in the form of administrative and legal measures 

which, while bringing definite advantages for the 

shipowners, do not take form of financial assistance. 

Among these farms are preferential treatment of own 
ships in domestic ports in the form of;

.cargo reservation

.control of foreign exchange
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3) Shipping etatisme: This term means a government's

direct involvement in shipping with various reasons 
of;

. military and strategic purposes state controlled 

fleets are created and operated,

. the state intervens with its fleets in those 

trades which have a particular economic and 

political importance and where the private 

capitals do not engage because of 

profitabilitity of such services,

. the state bears the burden of a public service 

by maintaining trades which are important for 

the country's overall transport system.

. private capital is generally weak and

insufficient to create competitive shipping 

services and governments are obliged to bear the 

inverstment burden since they are aware of the 

importance of shipping for their national 
economies.
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4.3.1 Ethiopian Shipping policy

The Ethiopian shipping policy is based on the 

foreign trade policy which is an element of the overall 

economic policy of the country. The country being under a 

centrally planned economic system with all resources and 

major key economic sectors owned, controlled and alloca

ted by the central government which haa the power to pur

sue policies and legislation to encourage the shipping 

development. The essential purpose of the policy being to 

conserve foreign exchange, regualte and control the ship

ping process, it  attempts to alleviate the sharp competi

tive situation of shipping favouring the national ship

ping industry. In principle the Ethiopian shipping policy 

is based on free competetion for the ocean shipping acti

vities and protectionist policy for the coastal shipping 

operations. In fact, it  favours the national carrier by 

applying certain administrative measures and there are 

quite numerous administrational means which act as prons 

or cons to the shipping practice. In Ethiopia the measu
res used are:

. Cargo reservation in terms of quantity a certain 

proportion of the export cargo is reserved to 

the capacity of the national line. Import and 

export of the government cargo is exclusively 

allocated for the national line.

. banking mechanism of exchange control system is 

also used as a kind of pressure on shippers to 

direct their cargo towards the national line.

. Commercial custoitis to sell CIF aind to buy FOB is 
also used which is common in the economies of the 

centralized control system. The national govern

ment can select the ocean carrier tha t can be used 

for the imports or exports by controlling the
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distribution of tonnage. Hence, the natioal car

rier will be given the priority in the import and 
export trade of the country.

. inducing the shippers to use national carriers and 

granting of import licenses in condition of using 

the national flag ships is also used.

The coastal cargo is exclusively protected to the 
national carriers, in which a protectionist policy is 
excercised to a certain extent.

Generally such policies are by no means new deve

lopments, many countries having their own merchant ships, 

state owned or privately owned, offered some form of 

assistance and have followed a policy of supporting their 

maritime industries by various means and in the Ethiopian 

case the adoption of such measures would have a rationa

lity  on the basis of the infant industry arguments to an 

extent that such policies could not result inefficiency 

and in competitiveness of the national shipping with the 
other lines.

It must also be understood th a t many of the measures 

in shipping poicy may not be specifically designed to 

operate as forms of protective policy, but are part of 

the general economic stategy and policies of the nation 

concerned and hence the rationality or effectiveness of 

such a policy is a point to be considered within the 

general economic strategy and policies of the country.
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4.3^ REGULATIONS OF INTERNATIONAL SHIPPING

AND THEIR IMPACT ON ETHIOPIAN SHIPPING

Shipping industry being international in character, 

i t  is highly responsive to internationad and national 

conditions and actions. Until the formation of Intergo
vernmental Maritime Consultive Organization (IMCO), which 

later evolved to International Maritime Organization 

(IMO), this industrial activity was subject to diverse 

national regulations which reflects their respective 

interests. Some countries used to have high standards and 

stringent rules and enforcement mechanism, while others 

were having few requirements and with little  effort of 

enforcement had led to a number of serious disasterse at 

sea with a tremendous loss of life. i.e., collisions 

groundings, fire, oil pollution etc., all these heighte

ned the concern of this industry in its international 

operational activities.

An international effort has been done for human com

mon interest, th a t is the preservation of human life and 

property at sea and the massive environment protection.

■ In this regard IMO's objective to promote cooperation 

'"between nations of the world which ar^ in this venture 

particularily with reference to technical matters of ship 

design and construction is paramount in attempting to 

unify as far as possible, the different national regula

tions affecting ships and setting minimum requirements 

for technical, legal and operational activities of inter

national shipping by adopting international conventions 

to regulate it.

IMO's main task in the formation of standaurds and
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procedures for meritiiae safety and pollution prevention 

is aimed a t eliminating the above cited maritime acciden
ts and casualities.

Among the standards and procedures which are speci
fied in IMO's objective are the followings:

(a> Safety standards for the design, construction

and equipment of merchant ships (including sub

division, stability, structural fire protection, 

machinery and electrical installations, life 

saving appliances and navigational equipment).

<b) Standards and procedures for the safe handling

and storage of dangerous goods and bulk cargoes.

(c) Procedures for safe navigation of ships, such as

routing schemes, navigational watchkeeping, 
radio communications system,

(d) Standards for the qualification and certifica
tion of seafarers.

In order to achieve these objectives IMO has,in the 

last 27 years, promoted the adoption of over 30 conven

tions adopted a large number of codes and recommendations 
on various matters relating to maritime safety ajid pre

vention of pollution which directly or indirectly has to 
do with the shipping business.

Among the conventions, protocols and agreements 

adopted under the auspices of IMO which are international 

treaties and vital for ships to be constructed, equiped
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and operate to the highest possible standards are the 

f ollowings:

. International Convention for the Safety of Life at 

Sea, 1969 (SOLAS)

. International Convention for the Safety of Life at 

Sea, 1974 (SOLAS)

. Load Lines, 1966 (LD

. International Convention on Tonnage Measurment of 

ships, 1969 (TM)

. Special Trade Passenger Ships AgreementA971 (STP)

. Convention on the International Regulations for 

preventing Coilissions a t sea, 1972 (COLREG)

. International Convention for safe Containers, 1972 
(CSC)

. Convention on the International Maritime Satellite 

Organization (INMARSAT) and Operating Agreements, 

1976

. Torremolinos International Convention for the 

• Safety Fishing Vessels, (SFV)4977.

. International Convention on Standards of Training, 

Certification and Watchkeeping for Seafarers, 1978 
(STCW)

. International Convention on Maritime Search and 

Rescue (SAR), 197L
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Internatioal convention for the Prevention of Pol

lution of the sea by oil, 1954 (OILPOD.

International Convention relating to intervention 
on th6 high seas in cases of oil pollution casua

ltie s , (CSD, 1969.

Convention on the prevention of Marine Pollution 

by dumping of wastes and other matters,(LDC)

International Convention for the Prevention of 

Pollution from ships, 1973 as modified by the Pro

tocol of 1978 (MARPOL 73/78)

International Convention on Civil Liability for 

oil Pollution Damage, 1969 <CLC).

Convention Relating to Civil Liability for in the 

field of Maritime Carriage of Neuclear Materials 

(LNM), 1971.

International Convention on the Establishment of 

an international Fund for Compensation for Oil 

Pollution Damages, (IFC),1971.

Athens Convention Relating to the Carriage of Pas

sengers and their Luggage by sea, 1974, (PAL).

Convention on Limitation of liability for Mairitime 

Claims, 1976, (LLMC).

Convention on Facilitation of International Mari

time Traffic, 1965, (FAD.
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Among these Ethiopia has acceded only few of the 

above. A listing of international rules and regulations 

adopted by Ethiopia are the followings;

. IMO Convention

. International convention on Load Lines, (LL),1966

. International Convention on Tonnage measurement of 

ships,(TM), 1969.

. Convention on International Regulations for 

preventing Collision a t sea, (COLREG), 1972

. International Convention for the safety of life a t 

sea (SOLAS), 1960/74.

. 1976 PROT. To SOLAS 74

. International Convention on standards of Training, 

certification and watchkeeping for seafarers,

(STCW) 1978.

The consideration here is not to deal the 

conventions which the country has ratified or not, rather 

the intention is to view the impact of these 

international regulations on the shipping industry.

For example, if we take the maritime safety 

conventions (SOLAS) 60/74 elaborated and adopted under 

the auspicious of IMO, fu lly  cover the whole spectrum of 

all possible aspects of the three major sectors of ships, 

i.e..
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1) Construction- which includes design,

construction and equipment of ships ,

2) Operational- which involves the human element and

all those activities which are reasonably

expected to be carried out in order to;

. ensure safety of navigation,

. prevent maritime accidents, thus

protecting human life, property and the 

marine environment.

3) Carriage of Cargo- which comprises meaisures aimed

at securing:-

. the safe stowage and carriage of bulk 

cargoes,

. the safe handling and carriage of

dangerous goods (including, the packing 

marking and labelling, storage and 

handling in ports) and 
. the safe handling and transport of 

containers.

Such conventions, specify internationally acceptable 

minimum safety satandards for the above mentioned 

design, construction, equipment and operation of 

merchant ships.

Hence, the Ethiopian shipping in its international 

shipping business practice, i t  has to fully  comply with 

the minimum standards prescribed in the safety and other 

convetions. Because such international comprehensive 

regulatory scheme over shipping has certain impact on the 

shipping operation of the country.
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IMCys objective to encourage removal of discrimina

tory and unnecessary governmental restrictions on ship 

operations, which increases the eficiency of shipping 

activities and provides a forum for international con

sideration of unfair practices of shipping concerns and 

machinery for intergovernmental cooperation in technical 
matters of all kinds, encourage the adoption of the above 

cited highest practicable standards in matters concerning 

maritime safety and efficiency of naviagation.

The existence of such multinational regulations of 

ocean shipping will tackle and solve the industry's basic 

economic problems. The industry in its international ope

ration, should comply to these regulations.
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4.3.3 ETHIOPIAN LINER SHIPPING IN THE CONFERENCE SYSTEM 

AND UNCTAD LINER CODE OF CONDUCT

Ships offering scheduled services along regular 

routes are usually organized into shipping conferences.

These shipping conferences are groups of lines operating 

on routes with basic agreements to charge uniform rates.

The basic objectives of a conference are to control 

competition between the members of the conference and to 

eliminate outside competition on the route. The 

competition between the members of the conference is 

controlled by all the members agreeing to charge uniform 

rates. To effectively enforce the agreement on rates the 

members also agree to follow the same rules the members 

also agree to follow the same rules and regulations for 

calculating freight charges, payment of freight, 

acceptable packaging for different commodities, issue of 

bill of lading and uniform rates of commission to agents 

or brokers Z62.

The main objecitve of the liner conference ajtiong the 

above mentioned being the provision of regular transport 

service a t stable rates, displays a number of common 

characteristics to give a service on a particular trade 

route with regularity and frequency which the shippers 

need for transporting on their normal business and with 

ships of specialized design where required and also 

determine which ports shall be served, including 'out- 

ports' outside the normal itinerary th a t the conference 

will serve by transhipment.

(62) UNCTAD, On Conference Practice and Adequacy of

Shipping Services, (TD/B/C.4/62 Jan.l970),p.21
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The conference may effectively control the out put 

of its members by controlling the supply of shipping 

space,by restricting the number of sailings or the 

tonnage of shipping tha t operate in the route, or by the 

arrangements to pool the revenue of its members. One or 

more of these methods may be in use a t given time.

Conferences may be open to new membership or closed 

and membership consists of two classes, i.e., ordinary or 

fu ll membership with fu ll rights as specified in the 

conference agreement and associate membership with 

restircted rights vis-a-vis fu ll membership. Membership 

of the conference basically entitles a line to receive 

cargoes from shippers tied to the conference, be., all 

regular shippers of liner cargoes in the particular trade 

covered by the conference.

Ethiopian shipping lines are members of the 

following conferences/Rate Agreements:y63

1. C.R.S.C (Continental Red Sea Conferences),

regulating the trade from the North 

Continent of Europe to the Red Sea.

2. EX).A.Cî A. (Ethiopia, Djibouti and Aden

Continent Rates Agreement), 

regulating the trade from Aden, 

Djibouti, Assab and Massawa to the 

North Continent. .
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3. A-A.M.R. (Accordo Agenti Mar Rosso), regula

ting the trade from the West Coast 

of Italy to the Red Sea.

4. "Red MAR" Rates Agreement, regulating the

trade from the Red Sea to the 

Western Mediterranean.

5. UKJ1.M.C (UJC, Hodeidah and Mocka

conf erence),

regulating the trade from UK ports 

th Hodeidah.

6. S-UK.C.F.R.A. (Sudan-Uk and Continental Freight

Rates Agreements), regulating the 

trade from Sudan to the UK and 

North Continent.

7. UK-M.L.A. (UK-Massawa Liner Agreement) and

6- UK-A.D.L.A. (UK-Assab and Djibouti Lines

Agreement), but are accepted as 

outsiders and keeping agreement 
freights.

Generally speaking, all the above Conferences/Rates 

Agreements have been found to have very little  power to 

controLThe cargo is directed to the various conf erence 

members a t agreed rates of freight and to stop outsiders. 

Furthermore, illoyal freight competition and rebates 

betwen the members have made some of these associations 
illusory. By the introduction of Ro/Ro ship, 

particularity on Jeddah, both from UK, Scandinavian,

North Continent and Mediteranean ports, not much value 
will remain of these associations.
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UNCTAD Liner Code of Conduct

The United Nations Conference on Trade and 

Development (UNCTAD), was established in 1964 as a 

permanent organ of the UN General Assembly. The goals of 

UNCTAD were the promotion of world trade and economy with 

special emphasis on the needs of developing countriesJn 

the area of shipping, the conference adopted two 

recommendations. The first stated the objective to 

promote understanding and cooperation in the field of 

shipping. The second recommendation, a common measure of 

understanding on shipping questions dealt directly with 

shipping conferences and stated tha t the liner conference 

system is necessary in order to secure stable freight 

rates and regular services /64.

As an efficient maritime transport system is 

essential for the development of international trade, the 

economic, operational and commercial aspects of maritime 

transport, among other matters, are direct concern to 

UNCTAD. The objectives of UNCTAD'S work on maritime 

transports on the Code of Conduct for liner conferences 

are two fold: First, to increase the efficiency of 

maritime transport in international trade with particular 

attention to the trade of developing countries by 

improving the liner conference system and second, to 

increase the participation of the developing countries in 

the international shipping industry and/or taking into 

account the special need and problems of the developing 
countries with respect to the activities of the liner 
conferences serving their trade.

(64) Amos Herman, Shipping Conferences, (Lloyd's of

London Press Ltd. London: 1983) pd67
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The Code reflects the following fundamental objecti

ves ans basic principles:

. to stimulate the development of regular and 

efficient liner services adequate to the 

requirements of the trade concerned,

. to ensure a balance of interests between suppliers 

and users of liner shipping services,

. the principle that conference practice should not 

involve any discrimination against the shipowners, 

shippers or the foreign trade of any country,

. the principle that conferences hold meaningful 

consultation with shippers' organization, shippers 

representatives and shippers' on matters of common 

interest, with upon request, the participation of 

appropraite authorities,

. the principle that conferences should make 

available to interested parties pertinent 

information about their activites which are 

relevant to these parties and should publish 

meaningful information on their activities.

The main provisions of the UNCTAD's Code stressed 

the need for cooperation and proposed to establish 

consultation machinery with adequate pjrocedures for 

hearing and remedying complaints by the formation of 

shippers' councils or other suitable bodies on a national 

and regional basis.

It also suggested including in consultations the
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following matters:

. publication of conference tariffs and 
regulations,

. prior notice on surcharges and rate increases, 

loyality agreements,

. conference representaion in developing 
countries,

. adequacy of services,

. improvement and promotion of developing 
countries trades and 

. rationalieation of routes, sailings, and 
freight.

The common Measure also dealt with port improvements 

and acceptance of developing countries to conferences.

In the main provisions of the UNCTAD's Code, article 
one deals with the structure of conferences. It 

recognizes the existence of closed confernces by letting 

the members themselves decide whether to admit a new line 

or not, however, conferences are only open to national 
shipping lines which serve the trade of their country.

They are defined as vessel operating carriers which have 

their head office of management and their effective 

control in tha t country and are recognized as such by an 

appropriate authority of th a t country of under the law of 

that country. Even the national shipping lines have to 

satisfy certain objective commercial criteria laid down 

in the article. Article two lays down the 40-40-20 cargo 

sharing formula which provides tha t the national lines of 

each country a t the end of a route served by a conference 
shall have an equal share of the freight and volume of 

traffic generated by their mutual foreign trade.Third 

country shipping line will have the right to acquire only 
20 percent share or the trade.
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UNCTAD's work on some aspects of Protection of 

shippers interests guidlines for developing countries 

explains thie followings:-

Shipping services have a critical effect on the flow 

of trade. The cost of shipping goods may determine 

whether on overseais buyer purchases from one source or 

from another or whether to use alterantive materials such 

as synthetics which may not need to be imported a t all.

The price and quality of shipping services can also 

have a critical effect upon the industry of developing 

coutries, particularly  on infan t manufacturing 

industries established for the purpose of processing 

imported raw materials into manufactured or semi 

maufactured exports and of taking advantage of relatively 

low labour costs. Such insustries can only be viable so 

long s the costs and difficulties of transport do not 

outweight the savings and convenience which derive from 
the use of local labour.

Quite apart from the effects of shipping costs on 

the competitive position of their products overseas, 

developing countries have a special interest in reducing 

freight levels to the minimum consistent with efficient 

service, beacause the sums which are expanded on trans

port tend to reduce the net returns which the country's 

products receive for their export produce and reduce the 

quantity of goods which a country can import for a given 

sum. High freight levels have an adverse effect upon 

their balance of payments by causing a reduction in 

receipts and an increase in payments, and these adeverse 

effects are accentuated if  a developing country relies 

heavily on the use of foreign vessels.
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Because of the peculiar structure or the liner shipping 

industry, competition is severely limited both in extent 

and effect, and it  is not possible for those concerned 

with the use of its services to remain inactive and to 

trust th a t competition will reduce the prices charged for 

those services to a reasonable margin above cost levels.

In the liner sector of shipping there is no price 

competition between shipping conferences and 

non-conference lines is likely to be diminished, if not 

eliminated entirely, by the prevailing systems of 

loyality arrangments which bind shippers to utilize 

conference vessels. Furthermore, the major ineficiencies 

in conference liner services are often attributable, not 

to the mismanagment of individual liner companies, but to 

the lack of overall management in the conference 

operation- Although, individual carriers may be 

operating efficiently to their individual standards, the 

overall liner services in a trade may be operating 

inefficiently and uneconomically by reason of the failure 
of the lines to coordinate their opertions and so 

rationalize the overall operation.

Hence,UNCTAD's work on these aspects has resulted in 

production of guidlines for developing con tries on the 

question of what can be done to improve shipping services 

especially in the liner sector. These guidelines were 

based on the experiences of various developing countries 

in dealing with their maritime transport, and also on the 

experiences of some developed countries outside Europe 
which have similar problems.

It has been recommended tha t developing countries 

should endeauvour to obtain more economical services
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in the liner trades by:

. establishing shippers' councils with the prime

purpose of uniting shippers and strenghten their 

bargaining position to obtain adequate and effi

cient services a t the minimum cost, in dealing 

with the liner or non-liner sector of shipping .

. setting-up shipping investigation units to

investigate the efficiency of existing services 

and the possibility of more economical 

alternatives. Its task being to uncover the facts 
and figures upon which sound policy decisions can 

be taken both by the government and by the 

shippers' council. It also co-ordinates the 

various actions which are taken to protect shipper 

interests, and it  must assist the government to 

harmonize its policy in relation to shipper 

interests with its policies in relation to ports 

and national shipping lines.
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4.4 The Impact of Technological Changes on Shipping

The effect of technological change on shipping in 

general and developing countries in particular is 

apparently a very significant issue of consideration.

Certain basic changes are currently taking place in 

the shipping world which will have an important bearings 

on the futujre development of the industry. Technological 

changes in shipping are currently apparent in the follo

wing forms: Container ships, Lighter-abroad-ship (LASH) 

vessels. Roll on-Roll-off, Mommoutbi tankers. Super bulk 

carriers. Oil-bulk-ore (OBO) carriers. Specialized Units 

such as tankers for chemicals. Unitization, Nucleaur pro

pulsion, the Gas turbine. Automation on board and use of 

computers in the operational sector of ship management, 

which actually reflects the dramatic change of shiping 

technology in recent years.

The consequences of technological change in shipping 

axe significant for developing countries in severial 

ways. In the long term, the international trade of these 

countries may be favourably influenced by the consequent 

lowering of the cost of transport, given certain 

conditions, containerization should lead to lower cost 

per unit for imports and exports of finished industrial 

goods. Export items of developing countries, permits 

increased use of large bulk carriers. In both of these 
modes of transport freight costs should in principle be 

lower than in conventional transport.

121



If a developing country is to benefit in this manner 

form technological change, i t  must, a t the cost of 

considerable investment adapt itself to it  and improve 

its transport infrusructure-roads, waterways, railways 

and ports. In taking a decision in this respect, a coun

try should not lose sight of the social cost and bene
fits.

The adaptation of technological developments in 
Ethiopian shipping to the needs of the country is a 

problem to be considered a t present and in the future 

development of the shipping industry. Present and future 

developments in the shipping technology will affect the 

industry intensively and this is actually an intricate 
problem which deseves special study.

In this regard, the country's option could be to 

react to the chanllenge of technological change in world 

shipping in participating in it  with high investments, 

partially or wholly, individually or in a group on 
regional cooperation basis with other developing 
countries.

Furthermore, in seeking active participation in 

advanced shipping, the country would have to find a 

solution on the basis of creating or gaining access to a 

liner consortium. Possible solutions for the dramatic 

change of technology in world shipping to developing 

countries include a consortium created by a number of 

developing countries among themselves and with developed 
countries.
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CHAPTER V

EVALUATION

Sea transport is an important factor in the economic 
growth and development of a country. It could be further 

said th a t the overall economic development of a country 

is dependent on shipping activities in general and own 
shipping development in particular.

Shipping transport as an integral part of the prodc- 
tion process, has a direct bearing on the country's eco

nomic development. The very survival of a given country 

depends fundamentally on the movements of goods i t  produ

ces and receives in exchange from other countries. This 

dependence is fe lt in different aspects th a t characterize 

a nation's life in its social, economic and political 

fields. In actual fact, there is an intimate relationship 

between economic and non-economic strategic objectives of 

establishing or expansion of shipping industry. The 

interrelationship of these two factors is considered in 

many cases to provide the precise focus and the proper 

prospective for analysis of the problem of shipping in 

all its intircate and multifold aspects.

The major social, economic and political bottlenecks 

in the field of shipping make it  difficult to satisfy the 

basic transport requirements of society and to solve the 

economic underdevelopment of the majority of nations in 

the world. There has been significant changes in the 
structure of international shipping. The fleets registe

red in traditional maritime nations have been reduced 

although they are still with large fleets th a t often 

exceed the country's own transport requirements, while
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new shipping nations have increased their fleets. These 

developments are due in part to the shipping crisis, 

which entails small profits and gives a competitive edge 

to countries having a low level of costs. At the same 

time, a wide range of global economic readjustment that 

is taking place, with new country's building up modern 

economies and emerging with a lower level of costs and 

greater competitive capacity than the others.

Developing countries with more or less in chronic 

shortage of foreign exchange earnings and in a deterio

rating balance of payments situaion consider shipping 

industry as a way of improving the adverse effect on 
their economies.

The establishment and/or expansion of the Ethiopian 

shipping does not have different objectives other than 

those discussed under the general considerations in 
investing in shipping industry.

The main benefits or potential benefits from inve
sting in shipping as discussed earlier are:

. Promotion of country's foreign trade and the eco

nomy through lowering freight rates and securing 
shipping service,

. Foreign exchange savings,

. Linkage effects on the rest of the economy which 

leads to economic diversification and development,

. Economic integration and independece,

. Industrial integration,

. Employment and 

. National security.
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In this part, an evaluation will be made with regard 

to the above mentioned considerations or objectives of 

maintaining a national shipping with the Ethiopian 

context and its significance to the economy.

The contribution of Shipping towards the promotion 

of the country's foreign trade is related to national 

economic growth generally through lowering freight rates 

and securing shipping services.

The Ethiopian trade position is handicapped by the 

nature, and value of its export commodities, mononculture 

production, level of its  industrial development, 

structure and evolution of the freight rates. The other 

factor in addition is that which increases the 

vulnerability of its exports in competitive foreign 

market and affects the total freight bill tha t i t  has to 

beer. This is the incidence of the cost of transport,the 

question on who bears the transportation cost in the tra

ding tranaction, which depends on the relative elastici

ties of supply and demand of the goods transported.

The supply elasticities of many agricultural pro

ducts th a t are important in the export trade of Ethiopia 

are generally low, they are nevertheless higher relative 

to supply elasticities. Most primary commodities of 

Ethiopia are produced in a number of countries that 

compete with each other as suppliers in the world market, 

and hence the demand elaisticities of these products are 

generally higher for an individual supplier country, 
because the buyer country can switch either to another 

supplier or to synhtetic substitutes. In such a 

situation, the suppliers in developing countries have to 

bear the major part of transport costs and escalation of
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these costs are in a decline in the f.o.b. value of goods 

exported. At the same time, the supply elasticities of 
manufactured goods, which comprise most of the imports to 

the country from the developed countries are generally 

higher than than the elasticities of demand for these 

products in Ethiopia. Although on a world wide basis the 

elasticity of demand for many manufactured goods may be 

relatively higher than the elsaticity of supply, this 

situation does not necessarily apply in the case of 

developing countries since their manufactured imports may 

be financed largely by credits, grants, or loans, which 

have tended to restrict the choice of supplier to the 

aid—giving countries. As a result, a considerable part, 

perhaps a major portion of the transport costs of 

manufactured goods produced in developed countries is 

passed on to importers in developing countries. Thus the 

developing countries bear a majir share of the costs of 

transporting both their exports and imports. This 

situation further increases their sensitivity to rising 

freight rates.

Some studies carried out show the adverse correla

tion between liner freight rates and price of commodities 

for developing countries. The price trends of primary 

commodities that are important in the export trade of 

developing countries, the unit values of commodity 

exports, have shown a declining trend, except for the few 

and freight rates for liner shipping in general have been 

rising steadily. The maritime freight rates in the 
foreign trade of a country has a very significant effect, 

hence, the Ethiopian shipping as a liner industry, among 

other things, its usefulness and contribution to the eco

nomy should be evaluated in the light of the services and 

overall performance to the foerign trade. In considering
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the expansionary or contractionary effect on freight 

costs and foreign trade of a national shipping, i t  is 

necessary to distinguish once more between three types of 
shipping services.

. Liner shipping within the conference system;

. Liner shipping outside " "

. Bulk shipping.

The Ethiopian national shipping which operates a 

regular general cargo liner services joining the existing 

conferences, is bound by the conference rules and hence 

charges the same rates as other conf erence members. Being 

a member to the conferences, it  has one voting right in 

the freight rate determination policies of the 

conferences. But since i t  has only one route to Europe, 

it  has only one vote among other well established liner 

owning companies and hence has no significancy in the 
freight rate determination.

Actually, the voting power of a line in a conference 

depend on the organisation of conferences, the number of 

lines and their relative voting rights. But the one vote 

per line is fairly common although conferences tend 

towards consensus decisions rather than voting.

Even if a national line has costs below the average 
cost of the conference members, i t  is not necessarily 

clear wether its participation in the shipping 

conferences will have a downward effect on the general 
level of freight rates in the trade or result a higher 

profit for the line. On the other hand, a national line 

with higher cost, might encourage a conference to 

maintain or increase freight rates to protect the
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national lines financial viability.

Generally, if we examine the conference system in 

which the Ethiopian shipping is a member, they have very 

little  power to control the cargo which is directed to 

various conference members a t agreed rates of freight and 

to stop outsiders. Furthermore, illoyal freight 

competition and rebates between the members have made 

some of these associations illusory and depressed the 

shipping market.

Although the economic significance of shipping is 

widely recognized, it  is not easily quantifiable in the 

form of economic indices. In fact, there exists a number 

of indicators showing the role of shipping in the natio

nal economy but there are not readily available. The 

importance of shipping in the economy of a country could 

be seen in its contribution to the Gross national product 

and the balance of payments. There are two principal 

indicators which characterizes the economic performance 
of a given country, i.e., gross national product (GNP) 

and gross domestic product (GDP). Certain detail s ta ti

stics of shipping and its contribution to GNP or GDP may 

not bee readily available if available are not exhausti

ve. But it  is also a fact tha t certain indices clearly 

show the importance of the merchant shiping for the 

national economy. Most of the factors influencing the 

balance of payments also affect national income and in 

addition shipping produces social benefit and social 

costs tha t are not accounted for an enterprise level.

These should not be quantified in the form of economic 

indices.

Among the main objectives of developing countries in
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poj t̂ ssrvicss showed on avers-Qe an annual increment of 

about more than 20 percent, It raised from birr 6.5 mil

lion in 1976 to birr 20.5 million in 1983 in absolute 

magnitude. On the other hand, the invisible payments 

showed on tlie average an annual decline of more than 20 

percent for the same years in the above except year 1982. 

This has declined from an amount of birr 10.7 million in 

1978 to birr 0.7 million in 1983.

Although, the total freight paid to the national 

ships in the country's foreign trade is a gross foreign 

exchange saving, the net saving from the national point 

of view will be significantly less or more depending on a 

number of factors, such as:

Type of vessels, age, cost structure in the natio

nal and foreign vessels,
. The operating efficiencey and the level of profi

tability  ,
. The extent to which national resources are used in 

the operation, i.e., managemnet, crew, repair 

facilties and other auxilary activities etc.,

. The condition under which the vessel is acquired 

from abroad and the financing arrangemnts,

. The impact on freight rates and 

. The general conditions on the particular trade 

routes in question.

Hence, although the calculation to the net gain of 

the balance of payments from shipping is so complicated 
procedure due to numerous invisible transactions compased 

within its activities, the variations in the net savings 

depends on the above cited factors and some other related 

^Lctivities.
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investing in shipping industry is the consideration of 

its  favourable impact on the balance of payments either 

by earning foreign exchajige or saving freight payments. 

The contribution of Ethiopian shipping could be 

demonestrated in considering the relative impact of 

invisible transactions on the balance payments, chief 

among these invisibles which is shipping.

Invisible exports make a very large positive contri

bution to the Ehiopian balance of payments. Although the 

balance of visible trade has been unfavourable since majiy 

years. The balance of invisible trade has been favourable 

and the main among these invisibles is shipping. The 

contribution and the relative importance of this service 

can be appreciated by comparing it  with the toatal trade 

balance and net goods and services of the balance of pay

ments accounL This relationship could be assessed from 

the illustrations in the appendex No.l5.

Since 1977, the trade balance of the country has 
been negative increasingly and the increment was actually 

a significant proportion, Le., on the average by more 

than 22 percent, except year 1980. While the net services 

tansaction in this trade balsince has shown an increasing 

positive trend during these years with an increment of on 
the average more than 30 percent.

Furthermore, i t  could be apprehended more easily and 

clearily by comparing the transport services transaction 

in the invisible receipts and payments, as shown in the 
appendix No.l6 & 17. It could be realized that the extent 

to which the transport services in the invisible exports 

among which shipping is the main, contribute to the 

balance of payments. Invisible receipts from the trans-
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The relative savings might be greater if, apart from 

managment, crew cost and some other items could also be 
procured domestically.

The existence of a competitive shiprepairing indus
try could export its services, i.e., used by visiting 

foreign lines and results earnings of foreign exchange if 
not i t  could be used by the national shipping industry. 

The foreign cost elements, such as port, stevedoring, 

agency commoision fees and other miscellaneous expenses, 

which are beyond the control of the shipowner could 

affect shipping operation and ultimately its contribution 
to the balance of payments.

Regarding the economic effects on diversification 
of the economic activity, industial and economic integra

tion, employment creation from investing in shipping and 

its impact on other economic sectors or potential broader 

development effects of such investments, are likely to 

depend on the extent to which shipping is integrated with 
other wide range of services it  needs and supporting 

activities which includes ship construction and shipre

pairing idustries, financing and banking services, marine 

insurance, ships' supplies and equipment, ships' classi

fication, marine telecommunication services, marine tra i

ning and marine research institutes, etc.

The extent to which these activities have developed 
provides the opportunity for the expansion of a great 

number of other industries and services. In the Ethiopian 

case, some of these are none existent and some such as 

ship constructions and ship classification might not be 

necessary a t this stage of its development, while others 

are at their initial stage of development and some have
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not yet started.

Investment in shipping may, in appropriate cases, 

create backward and forward linkage effects in related 

economic sectors. The extent of these linkages will 

depend largely on how far shipping is planned as integral 

part of the economy and the provision of services other 

sectors of the economy. Ideally, the existence or possib

le development of such related industries should be eva

luated in connection with any consideration of major 

investments in shipping and the resources available in 
the country.

Concerning to the manpower employment, although 

investments in shipping may increase the employment 

opportunities both on board and on shore, it  may not be 

the most preferable field of investment in a country who

se primary objective is the creation of employment to its 

citzens. The Ethiopian shipping in creating employment 

opportunities for its citizens is inconsiderable. due to 
the captial intensivity of the indsutry. As explained 

earlier 271 seamen are employed in the Ethiopian shiping 

which is vey insignificant compared with the country's 

population of 42 million. Hence, employment in shipping, 

even if limited overall importance, may have greater 

regional importance, if seamen are employed on overseas 

vessels. Fruther , employment in the national administra

tion and related service industries increases the total 

employment opportunities and this employment opportunity 

depends much on the impact th a t shipping industry has on 
other economic sectors.

The question of national security service and non 

economic considerations of investing in shipping are
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explained depending upon the interplay of a multiplicity 

of factors. During a time of certain crises aind political 

unrest in a country, national shipping has in fact tre

mendous role to play in stabilizing the sccial, economic 

and political chaos prevailing in the country.

This stabilizing effect of shipping has been demons
trated in the Ethiopian case, when the country wais a t a 

time of serious crisis and political unrest, resulted 

from the national and international sources. The national 

shipping has enabled the country to be independent to a 

certain extent, by providing the necessary transportation 

services and in keeping the economic integration of the 

country, while the foreign shipping services were not 

available due to risk involvements in calling the Ethio

pian national ports because of security reasons and 

uncertainity of political and economic relations. Hence, 

there would be a case where a national shipping is a 

crucial necessity regardless of its economic viability in 

the existing unity and essence of the country's life, 

without national security there could be no development 
and vice versa.

However, in developing shipping industry either for 

economic or non economic objective a number of infrustru- 

ctural problems are likely to appear. In Ethiopia the 

shipping infrustructuaral facilities and other 

insititutional services are a t their in itial stage of 

developmenL In actual fact, shipping industry is direct

ly dependent on capabilities created through active par
ticipation and performance of appropriate maritime admi

nistration. The basic problems as regards matters pertai

ning to the Ethiopian maritime administration are as 

explained in the earlier chapter is inadequate awareness

133



of the basic problems themselves, noninvolvement in the 

evolution of international standards, out dated maritime 

legislation, shortage of marine officers with the neces

sary qualification and experience, lack of training faci

lities for marine officers and inadeqate infrustructure 

as regards organization and personnel, for securing pro

per standards of maritime safety on board ships, maritime 

development in general and attention to allied maritime 

affairs. Further, shipping industry depends on an effi

cient port operation that can meet its requirments a t all 

circumstances. The development of administrative quali

ties and the development of physical port infrustructures 

and superstructures at present and for its future expan

sion should be considered from the broader context of 

national economic development. Hence for efficient port 

operations certain physical infrustructural develpments 

and provision of port facilites and equipment are neces

sary conditions.

Hence, with regard to the shipping industrial 
development in Ethiopia, the existence of a well 

organized administrative apparatus looking after the 

problem of the shipping industry and the whole spectrum 

of maritime of activities development is vital.

External environments th a t influence shipping 

industry development and its operational activities, as 

discussed earlier, international challenges affecting 

shipping -i.e., the prevailing disquilibrium of shipping 

structure and distribution in the world, the vast 
tecnological developments tha t are taking place in the 

shipping industry, international rules and regulations 

affect shipping as a whole. Therefore, due considerat

ions to those international and national factors that
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influence shipping industy must be given at the national 

level to acheive certain objectives in this maritime 

economic field.
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CHAPTER VI

CONCLUSIONS

The people of the world are from the stand point of 

material achievements devided into tha t of developed and 

developing countries. The latters are mainly found in 

Africa, Asia and Latin America and constitute about 

three-quarter of world's population. There is a strong 

aspiration of these countries to accelerate their 

economic developmnet- and improve their standard of life.

For this end, establishing and/or expansion of 

shipping industry in these countries was and is thought 

to have a great role to play in contributing to their 

economic development. The development of Ethiopian 

shipping industry is not different than this thought. The 

specific questions tha t could possibily arise in regard 

to a shipping industry in its belief of promoting 

economic development of the country is that its ultimate 

effect on the economy as whole -  i.e., does it  contribute 

to the national economy in accelerating or maintaining 

economic development in some way or not.

A country can improve its economic position, either 

by improving the continuous stream of real income resul

ting from trade or by reducing the continuous real expen
ses. Investment in shipping may achieve both to some 

extent. However, such investments should be made in areas 

where the country has the greatest comparative advantage.

Generally speaiking, the Ethiopian shipping industry 

is a t its in itial stage of development and its partici-
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pation in international shipping as carrier of its 

foreign trade is low. It fulfils on average 20-25 percent 

of the country's international sea-borne trade and yet 

although i t  is minimal it  serves the foreign trade and 

contributes to a certain extent to the economic devlop- 

ment of the country.

In this regard, i t  could be said tha t there is still 

a room for development and expansion for the Ethiopian 

shipping industry in its  operational activities towards 

saving the promotion of the foreign trade of the country 

and its contribution to the economy at large. The 

beneficiality of this expansion to the economic 

development of the country depends on a number of the 

previously discussed interrelated maritime 

infrustructural and shipping institutional bodies 

development and efficiency within the economy of the 

country in general and the shipping operational efficien

cy in particular. Shipping operation based on high pro

ductivity and efficiency competing with the foreign ship

ping services would be significant for the foreign trade 

of the country and ultimately to economic development, 

otherwise it  will be a cost to the economy of the country 

adversly affecting the interest of the community.

Fruthermore, shipping industry as an international 

activity is highly amenable to international and national 

challenges. Those concerned with international phenomenon 
are linked with the changing situation in the world, i.e. 

the existing structure and distribution of the shipping 

industry, the vast technological developments th a t are 

taking place in the shipping industry, international 

rules, regulations and policies in shipping affect ship

ping and other aspects of international trade. Domesti-

137



cally, it  is assumed that the volumes of major bulk com

modities traded depend on the economic performance of the 

country, relative energy demand, political Stability and 

degree of freedom of international trade. Hence it  could 

be realized that trades are sub.ject to major changes in 

the volume and direction of trade as it  depends on these 
conditions. The changes in one affects the other and 

finally the trade. Furthermore, maritime infrustructural 

problems prevailing in the country in such fields as the 

maritime administration, port facilities, skilled mainpo- 

wer, finance and banking services, shiprepairing and 

other related instittutional services, the relative low 

level of developments in these areas tend to affect the 

efficient operation of the shipping industry.

Therefore, both national and international changing 

situations and factors involving in shipping industrial 

development and its operational activities deserves spe

cial attention and follow up with keen study. All those 

factors sould be tackled with well organized body & 

appropriate administrative measures in the development 

and performance of the shipping industry a t all stages.

The future development of the Ethiopian shipping 

industry sould be seen also in line with the present and 

future changing situations of world shipping industry as 

a consequence of technological innovation which is expec

ted to center on certain important factors such as the 
question of national versus multinational flags, the con

ference system, a code of principles for multinational 

consortia, the role of UNCTAD and world code of shipping 

principles. All these factors will play an important role 
in determining the future of shipping.
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ANNEXES

Ammtl

CONVBCnON ON A CODE OF COmXT FOK UNDt C O m U N O S

OUBCnVES AND PHNCVUS

the CamPactttt h rh a  $0 fm e u  Cbmrmtim,

>mMv  to iBifiow 4k  NnK eeafeitaec lyHiin,
tix for t  MhcimBy ifopO**** oo4c of 

ceoduct foi Hiki eeoferasm,
TUtiiit into K«oaat the ipKiil OMdt mmI probkmi of 

the dnctopint oountrit* with mpect to the oetMtiei of 
Moet coofieicnen Krnn( theii fompi tnde,

'4 |rrrttf to Rficet id the Code the foBowkif hutdanen- 
jh)eetim end bwec priodpies:

(») The ohjecthft to^eiliute the orderly expauion of 
worid ira-bocnc tnde;

(H  The objective to Mimulete the development of 
tt|ul*r end eflkienl hnci eervioet tdequete to the requhc- 
menu of the tnde eotieeined;

(el The objective to yaeuR I btienoe of totereett 
between wppUm end « n  of liiier dtippinf Kiviets;

(dj The prindpie thel eonfetcnee pradicet diould not 
involve any dieciiininetion tpinei the dtipownen, dtippen 
01 the foicifn tnde of any country;

(t! The prhidple that oonferenoei hold meaninfful 
eoniulutioiu with dtippen' orpntzatiotu, riiippen* lep- 
leantativet and dtippen on mitten of common interest, 
with, upon request, the pnttidpation of appropriate auth- 
oeities;

(f! The prindpie that confeicnccs diould make available 
to inKiesttd parties pertinent Information about their 
•ctivitiei which aee lelrvant to lho« partiet and diould 
pubbsh mraniniful infocmatioo an their activities.

Neve ep ttd  asfoBoen;

rmtone
fhaprrr /

BKFWmONS

AWbimf dh^pdy ibw 
A~aiatioanl d d p ^  line of any (ivcn aountry it a 

vamelopantint catriet whieh hat its hmd ofSee of manap- 
mant and ks affective dentrol in that country and is 

-M i udi by an y p ropriati aath«|iO_P/. .I^t 
aountn a r jn ^ r  thclaw ^UKt.countiy, 

tjaas 'ba laotfnp to and opcnied by a joint uentuie 
lavolvbn  two or mon couotriM and in whoK equity the 
national inleiaau, public and/or private, of thorn eountties 
have a aubttantial dian and whoM head oflice of manap- 
mint and whoae affective control it in om of thoK 
countries can be lacopiiied as a national line by the 
appropriaK authorities of thorn cowitriet.

fhM<omtry tUppint Her 
A vcsMl-operttini carriei in Hs opentiom between two 

countries of erhich it it not a aational diippini line.

Apiper
A person or entity who has cmered into, or who 

demoratralet an ailention to enter Into, a contractual or 
other arraiipment with a conference or diipping line for 
the dupnwnt of poods in which he hat a beneficial intetcii.

Shapers' oipaidsaiion
An amociition or aquhralent body which promotes, 

lepreientt and protects the intetcttt of diipptt and, if 
IhOK authorities so desire, it lecopnieed in that capacity by 
the appropriate authority or authorities of the country 
whose dtippen it lepretents.

jSm tr emriti by r tr  eotifwaiet
Carpo trampoKed by dtippinp hnet metnben of a 

coafeienoe in accordance nridi the eonfcieace aprecment

AgpepriPitPpAartty
EMki a povarament or a body dedpnatcd by a povem- 

mcnt or by national lapjalatioo to ptfotm any of the 
fenetiont aacribed to such authority by the proviaioos of 
ddtCode.

A proup of two or mete

anapariicsdartoMtar dHadpopnphlrsI 
It, whnt-____i and vddeh hm an .

•ear itt MiHc, widda fee famtvmrfc af which they apctaie 
under aidfatm at aaHaoa feaWit Mae and any other
speed wndkitmt with impact to Ihe paaMca of hart 
■reiaae.

A mtt Mdtattd far pncMdini dw canrtM of aon- 
Mditiooal ciports of the country oancomad.

* a M f/h < |* f* r
A fmfmntial feci|ht mic, oehcr than a peomotional 

fealiht Me, which may be Mp u iiiid batwoea the parties
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lh*o *irc of th* Hide whkfc Ihn <0 ■« **L !“ 'i*  
distributed ■Bao| the indbridutl to*> peitkipeupf
to the trade to proportion to Ifccfc wpnctive man*.

7. Jf the MttaKl * ip |*«  
eBMd do ooi ptitkip.1* IB t i ^  >****” ,  ^ .  
Gooatrin eo»md by • eoafntne*. A t Aan* ^ U w  
guTied by iht eoBfeiwiee bttwitn tkoK c o u n ^
^located bttwBtn At ptitJdpttbn iMtnbct IIbm of ̂ t d  
ceuniriet by MBiiinitciBl oi|Ofi»tioB» bttM ta Ibott Haci.

V ■n»BBtlOB«lA»p<atliBttefiw0cm . « « ^ r f i
jfcrenee. . t  ooe t»d of A t Wdt 

«»f.«net. mty wdktifcutt y t  A t i t^
Mneinent A t A tm  to tnd»  iBoetljd to A tm. A
gteofdiiK* wlA titlek 2. p«i*«ptit 4 to 7 Aetatw.

9. Subject to the ptoeitionj of trtide 2, p tn f f t ^ d  to 
Musive leferdint diares of trade «nong 
ppim linei or proupt of diippinp Itoee, pooUnp or 

tnA-thirint iptemeno A»D A ireiewed by the eonfei- 
tnce periodictDy. «  Atenftb to A i^ u l i t ^
^icementt Hid A lecotdinet *IA ciiteria to A i^acifled 
A Ae confettnct tfretment.

10. TA tpplicttion of Ae ^ Id e  t* ^
u  toon u  ooeAk tfter entry Ato force of Ae

S o n  P«iod which A no e-e A  Aoje. « o  
yetn, Ukii« Ato teeount Ac eptdTic tituittoo in etch of 
tA tndtt conormcd.

n  ShApAc lAte memben of t  eonftrtnoe A 
J l t l td  A dufwrtd Aim to fulfil Aeh contonee
oMipitiont-

12. TA ctiteiie for AtiAf md Ae t****** * 1 * ^
Kt out A tftiek 2, puHt*?*** 1 A '  > AduAre ihtll i ^ y  
*fc*n. A Ae tbienet of e pool, Ae« tniett berthiiy. atOin( 
Mid/or wy othet form of ctf|o tfiocttAn egrtcment.

13. WAit no poolA(. bttthAc. «Abnt *  
ttdpition e«emenu czitt A t  eonfettnee, AAtt |foup

Aippb* 1A«, member* of Ac caafm M , mty
rmpihe Att poolA*
rf  Ae Wde b ^ n  tAb
confcrtnoc. A eonfoemity wlA Ae ptoeAoat A  .
BUMnph 4; or AttmitAely Aey mty etqtiiR

be 10 tdjutttd a* to provide m opportuAiy A Atm

'n d t  between Aote two eaemtiiet e m ^ j y  w  
•oaferenct A they tw M  bme t n » i ^  Z ^ w th i lb e
---- ■■■.-—* ~4 decided by Ae ooafeeenee. H Atm ■no

It A  AAltute euch e poof A idjAtM A
5  At eoArthm et’boA eeAs of Ae

,  pool A  idi f f t  ^

decMM upon wtthA a peeAd bA
fiooi Ae receipt of Ae request.

inoeiitAt tix month*

14. A Ae teem o f t  HiipeemeBt between Ae n m i ^  
of Ae cBAittic* et elAet end wboac trade ie 

eS ed b y  Ae confeienA wiA re|ud to e^ A e , «  ^ t  
AaD A Atfodueed. Aey nmy requiit that wtthui 

ST naltieB et l i l | - r  ^  A m to provide an
i„.iiiiiiiAr) to Acte Unei »  eqjoy mbetentielly Ae tame 
S tT W poftieipaie A Ae tnde b e tw ^  Aoee two 
SiBtiic* » i e d  by Ac coBfcrcBee A they would A n  

oBder Ae peoeWoni of article 2. p ^ p h  4. In 
STevtnt that there are no national «hlppin|liiie* A o oe^  
Ac cmintiiA eAoae ttadc b mend by Ae eonfertnee, the 
MtiOMl toippiw h »  or Mm i of the other country may 
S r S w ^ A B T U - t t .  The confeeenA Adi »m in be*t
I3mvoAi A meet All requefi. If, howevet. Ah tequeit b
o o t ^ t ,  * -  atithoritje* of the eountnei at
boA end* of 5»e trademay^ttke'up Ae matter if they *o 
wWi and make their view* knoWn W Ae peftki c«i«fn^, 
§ot their eomideittion. If bo a*»*"*"' *• “ “
dkpufe. Adi A  A dt <wiA A BceorAnet eoA Ae pet>- 
CBdure* cBttbliAcd A Ak Code.

15. Other lilippAd «ne*. meirAer* of a confeitnm. tiny 
Aio leque*! that pooUn* or ialli« areenwnti A  muo- 
dueed wd Ae lequeet Adi A coniideitd by Ae
once A accordance wiA Ae relevant pipvb*®*- 
Code,

16. ActAfeience AaD provide for appeopiA ttm ea^
A any eonfertnee poolA( ^reement to
Ae eaiio A . bmn AA jm ! by a member kne for » y
iction taeem lS^t* y .Aieement M  pmvide that a.veeiei AA urAooAd epece. 
awMe of bail* ueed. A  Aowcd A lift At c e y .e n n  A 
cxeeu of Ae pod Aer* of the lAe A Ae trade. *̂  °**'*'’*[^ 
A t emjo vebold A Aut out end dcbyed beyond a penod 
mt by Ac eonferenct.

17. TA peovAoni of aitiek 2. pnia|ripA I »  Id 
Adudn e a n m i^ J o o A  i e | « ^
AdinetAn or Ae ute fot whidi Aey we AtenAd. w  Ae 
Aeeption of mfiltery equipment foi natAnd Afenet 
puipoK*.

Articles
OCCISIONAAKINC PROCEDURES 

TW Ai Alin inakiin pmcAura* enAodied A a 

i p ^ ^  Ame p e o e e A m ' ^ r a . ^ ^ ^

5?J'2^ ^ e A  «arv A«w«y- ĥ ***'- •
A ^  A l a a ^  <>f A atm

■■ M M M it -»-«*— to Aa oaA Atwean two
S l5 w U $ e u tA e

«»• aoMtriaa.

J.*'
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•ny ra n t, Ikt dMM|M w » ltt dM coatnct to kt
ftid by Km dtlpper duD aM ooMd tbc M |h l  en 
die pirticubi dW pant, Boa y itid al the Me praridcd 
mdei die eoattict;

(el Tbe ddpficr duO be •rtMcd lo m m k MI loyihy 
•Ului. wbjecl lo Ihe Mflbncnt of ceMittom ooubUdied 
by die cofifenaee •hkb dud be ^ortfted bi tbe loydiy 
ammcmeni;

(^1 The loyihy vm ftiacnt d u l M out;
(0 A bH of CM|o, ohidi taiy bidude b«dk ev |o  

^ddpped without m at or eoual, which b ipKifiedly 
cxehided from the Hope of the loyilty m iife- 
mem:

(ii) A definition of the cbcuiMlaion bi whkh ea |o  
olhet thin eu|o coveted by (i) above b eomideicd 
to be eiduded from Ihe Hope of the loyilty 
UTinienient;

(ill) The method of Httlement of dbpuin Mbbi( under 
the loyalty anan(efnenl',
Provbion fot lenninition of the loyalty atrain ement 
on lequeet by cidiet a ahipper or a conference 
without penalty, after expiry of a at^ulated period 
of notice, Hch notice to be ^vcn bi wrKbi|; and

(v) Tbe icrmi for |rintbi| ihxpcmition.
4. If there b a dbpute between a eonfercnee and a 

diippen' orpniution, rcpreamutivn of ddppen and/or 
diippen about the form or leimi of a propoaed loyalty 
artaniemenl, dther party may lefer the matter for raao- 
hition under approprbtc proeedura HHt out bi thbCode.

ArtiekS
DISPENSATION

I. Coofetenen dmU provide, within the tarma of dia 
loyalty aiTai«emenu. that roquacU by diippen for dbpen- 
Mtion diaU be cxmnbied and a dacWon ^  pdefcly and.
if requested, the rcaaoni |bcn hi witlb« where dbpcaaition
b withheld. Should a eonbicnee fdl to eonflrm. widibi a 
period ipcciried in the loyalty afn np mam. wfSeiant apace 
lo aceonanodite a diippcr'a eaito wbhin a period abo 
apedfied bi die krydty ananeneent. the dUpper * a l  have 
n -  •iifit. erithout babit penalBad, »  utdbe any eimtl for 

ago bi quaition.

MbpHtWdii avadahlHty o fa p ed Bed mMmumofemo 
(U . on btduetmmt). brlt dther the ddpplm line deea not

' ; line 
>dnaoMei|lveaby 

—m ddnuen thdl autemntieidy hove dw ri^ t, wbh- 
>aiudieb« dMr loy*y •« •» . « • « » • >  J 

eiMl fM the canbfi of Ibab cargo.

daigfte due notice by ddppcn. or Ac Mppb 
not leply wtihbi an apead tbne to dn aodn gh
wB. Meoen didl mbi— tbally hoea kc  rl^t.

dt^pen. ddppcn' ergnab atitmi and other partial concerned 
M leaaonobk oest, and they diaD be available for exambia- 
den at offica of dkippbig Ibiei and their agents. They dial! 
rpdl out al conditiooa ooneerobig the application of bcight 
aaiaa and the canbgt of any cargo covcrad by them.

AitkielO  
ANNUAL REPORTS

Cenfefcneei k a l  provide annually to rhippet' otganiz- 
atbrns, «  to rcprcHnutivet of diippen. reports on their 
actMtiei designed lo provide pneral biformation of 
bnerest to them, bKtudbig idevani bifotmation about 
eonauhatioos held with diippen and diippen* organiz- 
ationt. action taken rcprdiiii complainis, dunges bi 
anemberdiip, and sipiifieant changes bi aerviee, tariffs and 
aonditioiu of carriage. Such annual rcporu diaO be subrnii- 
led, on request, lo the appropriate authorities of the 
eoiHtiiet whoH trade b served by the conference con-

Artiek U 
CONSULTATION MACHINERY

1. There ehall be conuhatioia on matten of comrnon 
bnerest brtwHn a conference, diippen’ organizations, 
eepreaentatives of rhippen and, where praaicabic.diippen. 
whidi may be dedgnated for that purpom by tbe sppro- 
priate authority if it ao dcsbes. ThcH conwhatioos shall 
take pkee whanever luqutelcd by any of the above- 
mentioned pattict. A ppro^te authorities shall have the 
dl^t. upon request, lo participate fully bi the consulu- 
lions, but thb docs not mean that they play a decbion- 
■nkiagrole.

2. The folowiag matten, dilar dfa. may be the subject 
of cenrohation:

(»! Charts in general tariff eonditioos and ralaud 
•agblatieas:

(k) Cbangn hr die general bed of tariff rates and raus 
fH anjoi commoditiet;

M  feomotional and/or gpcdal ftei^t mtcs:
W  Impodtbm of. aMialaiedehaagHin. surcharges;
W  Loyalty anangemenb. thab eeublldtineat or changes 

lilkiif limwi pnBnl
(n  ChrogM hr db tariff ciiisiaesiionar ports;

Riooedutc fbr the supply of nacaaeary hrfoeMiioo 
by drippan cobcsnlng ke cxpacaad eclumr and nature of

drufelrf
AVAILABItnY OF TARIFFS AMD RBLATED 

CONDmOW AMWOR REGULATIONS

Tariffs. taisMd iiadblnaa,
anu ksialo dMI be made wmAMt an .Hqaaai

(h/ FiaaintitiBi nf aakP fcr drlpnieni and the aaqabe- 
bMMs lagiadhig notiea af cargo amlabaiiy.

S. To die antani dM I 
sadelly of a aanfMaaoc. db 
dia aabiaui of asasuhadan;
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*M  rtpidlm idm nt eeu* and itwiM i iriddi in Iht 
opinion of the conftitnct naeniutt an Immm  in ftciaht 
cates.

4. i r  iiractneni is icadied m a ccwlt of the cenndtt- 
Uom. the fcei(hi-ntc inaeaK ahaU take eflcci from the 
dale indicated in the notice aetved in accordance atith 
aetiele 14, paragraph I, nnics a later date k agreed apon 
between the partiet eotioemed.

5. If no agreement k reached within 30 days of the 
*‘--hu of notice in accordance srith article 14, paragraph I,

object to procedures peeacrlbed In this Code, the 
... iter shall be submitted biunediately to kiiemaiional 
rtsandatory conciliation, in accordance with chapter V|. The 
recomtnendation of the conciliators, if accepted by the 
parties concerned, shall be binding upon them and shall be 
implemented, subject to the prorisons of ankle 14, 
paragraph 9, with effect from the date mentioned in the 

-ilutors’ recommendation.

6. Subject to the proeisioia of ankle 14, paragraph 9, a 
general freight-rate ktcrcase may be impiemented by a 
conference pending the conciliators' recommendation. 
When making their recommendation, the corkiliaton 
should take into account the eatent of the above- 
mentioned bicrease made by the conference and the penod 
for which it has been in force. In the event that the 
conference rejects the recommendation of the cotkUiators, 
shippers and/or shippers' organizations ahsD have the right 
to consider themselves not bound, after appropriate notke. 
by any anangement or other contract with that conference 
whkh may prevent them from using non-conference ship
ping lines. Where a loyalty arrangement exists, shippers 
and/or shippers' orpnizauom shall give notice within a 
period of 30 days to the effect that they no longer conaider 
themselves bound by that anangement. erhich notice shall 
apply from the date mentioned therein, and a period of not 
less than 30 days and not mote than 90 ^y s shall be 
provided in the loyalty arrangement for this purpose.

7. A deferred rebate which k due to the shipper and 
which hat already been accumulated by the conference 
'*••11 not be withheld by, or forfeited to, the conference u

suit of action by the shipper under article 14, para-

I . If the trade of a country canM by shipping lines 
members of a eonferessee on a partkiilsr saute cooakts 
largely of one or few basic commodities, any increase in the 
f r ^ l  rate on eoe or saotc of dioor eommedities shaB be

-ted at a general freight-iate fescratte. and the appro-
jc  ptovkiont of iMt Coda dsall apply.

9. Coofettncet should imtiniie any gmeral Acight-mte 
kscftaae effective la accordance urkh ddaCode for a period 
of a atatad snininHim dutsUoo, aobject ahsmys to Ac ruict 
mgarding aurcharges and argardlng aAuatnwnt in faciei 
salat Boamqiieni apon fluctantioos in forcipi eMfcaagt 
laict. The poriod oocr which a gencial IM|A<'nte kietcate 
k  to apply k an appropriate matter 10 be cootideicd daring

cootuhatiam conducted bi accordance with wticie 14, 
paragraph 2, but assieu otheiwke agreed between the 
partiet concerned during the consultatioiu, the minimum 
period of tkne between the date aihcn one general 
frei|bi-raie kscrease becomes effective and the date of 
notice for the next general fttight-ratc fesercase given in 
accordance with artkie 14, paragraph I riiall not be less 
than lOoasnths.

ilrrieir/3 
PROMOTIONAL FREIGHT RATES

1. Promotional freight rates for non-tradilional exports 
Aould be instituted by conferences.

2. All necesary and reasonable information justifying 
the need fot a promotional freight rate shall be submitted 
to a conference by the shippers, shippers' organizations or 
icpretentativcs of shippeis concerned.

3. Special procedures shall be kistituied providing for a 
dectsion within 30 days from the date of receipt of that 
biformstion, unless mutually agreed otherwise, on applics- 
tkms fot promotional freight rates. A dear dkiinction shall 
be made between these and general procedures for consider
ing the possibility of reducing freight rates for other 
commodities or of exempting them from increases.

4 . Information regarding the procedures for considering 
applications for promotional fretfhi rates diall be made 
available by the conference to skippers and/or shippers' 
organizations and. on request, to the Governments and'or 
other appropriate authorities of the countries whose trade 
k served by the conference.

5. A promotional freight rate shall be established nor
mally for a period of 12 months, unless otherwise mutually 
agreed between the partiet concemed. Frier to the expiry 
of the penod. the profflolionti freight rate shall be 
tcviewcd, on request by the shipper and/or shippers' 
organization ooneemcd. when k shall be a matter for the 
al^per and/or shippers' organization, at the rcquesi of the 
confcicocc, to show that the conunuation of the rate it 
Justified beyond the initial period.

i .  When examining a request for a promotional freight 
tau. the eorifeicnct may lake bito account that, svhile the 
cate should promote the expon of the aon-lraditional 
product for which it k aought, it k not likely to create 
aabstantiol competitive dktortioiit in the export of a timilar 
paoducl ftom another country served by the canfeience.

7. Ploaaeliaaal frcighi rates are nut excluded from the 
tapoallion of a aurchaige or a canenc) adjulment factor 
ks actocdassee with artides 16 and 17.

t .  Each Iklpping koe member of a conference serving 
Ae aekvani pons of a confeicnce trade ahall Keeps. Md 
not aotcasonably rcfuae, a fair share of cargo for wMch a 
ftamoiianal Aafihi sate baa baeo aatAlkhed by Ae
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om oL  MATms
A n k k l i

nCKTlNC SHIPS

■pMly km on to < •Ml « «iw to wyoiHfini
" n i ta r iu h k ,  

of w a rn  of

r*nn»iri of t  eoafmaet MM aot om tUpt to 
eoaftfiaet Indc for Ikt payoa of adudt«. prmnt-
or lodiidBt eotopctMoB ky I M M n  IlM M t« 

■rmbei of tto coofmoo. o»« o f t h T i d ^ ^

JlrtUeZl

CONTBTTS O f CONFEXENCE ACKEEMENTS, 
t r a d e  p a r t ic ip a tio n  ACKEEMENTS 

AND LOYALTY AKKANCEMENTS

4 f tk k l9
adequacy of  service

I. CcMfeitaoM MouU tokt ---■||iii. mM m tva rk  
t o ^ i w  to oamm that their a n b c r  toia ptorMt 
^ w t t  aad cffietoat Brric* of the n q u M  ftooueney <
the routs they tm t Md MM anu«t wdi torrlcn to u  I

d m b r m pam/Ne hstchtoi tad tupotot of tMiM
__ JwMicot Mould t in  tab  tolo rrsiidiiiiiuu any aped
■aasirs nostoiy to amnniin mtrkm to hsidit s s o o  
tuiatioDi to c s |o  roluins.

2. CoBfeieoos aad oths p s t is  prseiihad to thiiCode 
to tatlUtd to partirlpate to ooaailtatioot, todudim appro
priate tutboritki If May n  Mrirr, Mould kacp under 
ioriew, and Mould mats tain dote ooopwttion NaardiM 
IW deaiand for Mipptoi tptoc, the adequacy and auitMility 
of aenia. aad to pwticular the poMbHitia for ntioaaliz- 
atioti and foe tocwatini the efTicieney of tcrrioet. leaeriti 
identifiad at actitrini frotn rattonaKratino of aerriew Mall 
be fairly laflaclad to Mt lautl of fialibt taut.

3. In mpaet of any poet for rrhieh cordartaet taerioet 
art aipphed only tubjact u  the arMabiUty of a apadfied 
■intaaiin of catfo. that Btotaaan ibaD be ipaeifStd to the 
ttotfr. ■rippeii Mould itot adtquaw aottoa of t b  trail- 
abttiy of aucfa caifo.

C e^ tm et asracmMU. tiade partidpatkai apiccmentt 
and loyalty amapeincnu thall eoaferin to the tppbeable 
rwpumnenu of thb Code and may todude tuch other 
^ o n i i ^  to may be agiaad which art not tocomitteiit with 
MnCodc.

Ckdparrb?
PROVBIOPIS AND MACHNERY FOR IETTUEMENT 

OF DISPUTES

A. GENERAL fROVlS/ONS

Am ek23

L p *  proriaiona of thia chapter Mall opfty whenever 
tter* b a dieputc icltlia( to the q^dication or operation of 
Me proritiaoi of thb Code betwoeo the foliowiiy pattiet: 

M  A oonfertiKc and a Mippby hnt:
(k ) TbeMIppindtoHtoambcttofteenfctcaet;
(c) A eonfeicncc or a Mippiai line neraber thereof n d  

a Mippen' orpniution or leptcaantativcs of ahippcn or

U) Two or toort oonfeianoto-

ARMr30 
head OFFICE OF A CONFERENCE

For the purpoeei of thb chapter the Unn “party" awant
Me oiKtoal partis to the Mtpae to wtO to Mbd lartiet 

^  i«<wl the proeaeMqp to aecorda** w l i h ^ f

atiy
Mai to a lule eaiiblbh M 
ttode b aatvad by Mat 

byMe

efliettoa 

of Mat

A n k k li
•BPRBSENTATION

to M
■a peaetical

3. Dbputto betweea rhippto| Man of Me atone fin. te 
nI  •• tlWK kttWn MpM̂ BKlOM M oM̂ M tO IIm MW

ton ^ ,M aSbtottl»dwtMtoM.Eton.w.rtefManati^wM flOHMiy, Mitti Aii chMm
t M Ma M t e a «  af Me prwriatoa. af M i a ^

3.1bapartitoaoadbFuUM aB«eaeatfiyt,»tU,b
by an eaehan|e ef Neirt or Mwa najetiebo* wiM Me 
iMaMtoaorflndtosttoMBalyatobdnctecyaalMion.

4. Diapuaaabci«aanMepanintMMtitdaotoaiiklc23,
be on a



W . U> «d.

**®'***''<«i<”  by SKh nwnber u J S i ^  «f »«di •

n̂Mr̂ y

». J^r7SX\A770AUL tUSDATORY COnaUATlON

Article 2S

SK£mteL.tS£r*^”“'"'
eoncili»iion proceedinp. «»»r>tr in lueh

Article 29

Added u p ^ b y  the c S x Z t

^  He. countrtei ^ e T d ^ i  ! ^ “"‘'
* ^ i e ,  bcerini in mind the eoumiy of the i^*
»»*em rt end, ctpcciiUy when the dUpule k n ^ d  to 
c«Io. the coomo' »hc>e the aip, o r i ^  ^  '®

Article SI

faw A ted b y to d ep en lS l^e ,,,,^^  ••eommenditioni

J  "> ' from the
.“" ‘5* ‘f *  “»*«»0f. Nbmit to the pMtieT, 

"»wn>*nAtion for the lenlcment of the dispute.

Amctiom. “ **" *® ®"'y " "  *beir

4. S u ^ fl to the proviiiont of vtiele 25 Mmnnh ?

s s ;  •: -df “  v-
^ ”s:“r ,r T c r i= r '‘i
to mtenutional mandstoty eondUsiion. «w»uiie

Article 30
I. For the puipotet of this dttpler n  ________ _ ̂•hSLm. tSSSSSTS

S S S i t a  *> * •  S dT ofhw .y  MS tiw ipoft.« fyeugn ^  •
by the Coatncti^ hrtiet MiecthM t S T ^

Coyrntth., Fawy m y  m My tkm  mm
* 1  F—*1 «P 10 a Mat of 12, a d  

•hkh

Article 32

-tier’s ̂ ‘Si.oTrtX’SLĴ rfr"*̂
eoneiliaton apeed upon o, brSTJatSS*

***J^P” I s  the COACiliAtiOfl I M S W  m w i K i i i  ■  I . .

«<> the thinl by the two e o t t ^ o T *  L’''•<«-»«« duhnian. "«■ Wofnied, who

^  »eply fcai Bot m m  a aoaelktor so l .

S?-''<=*’i=<SS'2i 'S l ^

S S r * - —

•a"a»?V'S2 55i2w”tfthe*e2d
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2. "Keeommwditiee" iadudn w  kitwpttutioa. etui- 
kiUon or irraon of the loeoaneadatioB Mdr ^  the 
» d i t io n  brfoiT the loeaaBMadiUaa hH botn ompud.

jl»ickS9

I. Each CoBtiaetint Puty riuD ncopiiit ■ lecemato- 
Jition m Modhii bcnncn the portiN which h m  oeecptad 
i  a d  rftill, w ^ c t  to the pioeWoiu of ortick 39. 
iniiraphs 3 a d  3, taforct, m the iwpicet of a y  weh 

oD obtiptioiu inpoeed by the wcceonienditioB « if 
. wcR t  final judteinent of a court of that Cntraetini 

fatty,

3. A tacoenmendation Aall a t  be racopiiaed a d  
aforctd at the laqan  of a party icfcned m in article 39, 
parafriph I only if the court or odier eompetat authority 

1ic country where iwcoptition a d  cnforeement it 
ht iiiatitfied that:

fa; Any party which accepted the racoiatnadatia wu. 
ad e t the law applicable to it, ad e t aocae tepil inc^acity 
at the thne of aeccptancei

f t ;  Fraud or coercion has been uaed in the tnakini of 
the leconmendations;

fc; The recomnieadation k contrary to public policy 
fordre public) in the country of aforcement ', or

(dj The eoenpoiition of the coocibaton, or the concili
ation procedure, wit not in accordace with the provikoru 
of this Code.

3. Any part of the lacoanadation dull not be 
enforced a d  iccofnized if the court or other competent 
athority k tatkdied that nich part comet within a y  of the 
abptri(rapht of article 39. parapaph 2 and can be 
•aparaud from other parts of the laconunendation. If nich 
f t n  caiutoi be lepirtted, the atiic  laconaundation dull 
kot be enforced a ^  lacopiiaed.

ArtkkdO

'Where dw lacotnaandatioo hat baa  accepted by aD 
^  parties, the lactanmendatioo a d  the leatoni the^or 
auy be puMdud arith the canaal of tB the partiet.

2. Where the feccmaeadatioa haa baa  ra)ected by one 
or Htort of the partin but hat baa  acraptad by om or 
ae ia  of the partiet:

;  Ike party or pvtim lajarthu tka tacoannandMia 
— J  pnbkth Ms or their prouadt for iw|eetia, pren 
pnnuat a  aMelc 37, pmapiph 3. and may at Ae amae 
Ikne paMkh the linn— aniktiw a d  the laaaca duttfor;

(b) A p«ty which haa acaapaad dw ■ ti— adation 
may puMkh the iecomatadaHa and the naaoat therefor; 
k  may aho pubidi the peundi lor a* e— |N n  by eyf 
mhar party nnliat nich odur party hat afraady puhBdud 
Ma wliHicn and the peundt theeefor hi macidmci edth 
Mtida 40, pmamvh 2 fejt

3. Wheic the iinn— iailitinn haa net haen acsapied by 
any of the partial, each party nuy publkh the lecommen- 
dation and the maaont therefor and dao its own ejection 
md the pounds thaicfor.

Ardckdl

1. Docveneati and atateaicnti containinc (actual bifoi- 
■etion mppbed by any potty to the concfliiton dull be 
made pibKc wden that patty or a ma|oiity of the 
eondhaton apcct othcrwke.

2. Such documents and cutcments supplied by a party 
may be tendered by that pany in support of itt ease in 
aubeequent piocacdiap a r i ^  from the aame dkpute and 
between the sanu parties.

lMek43

Where the re commends tion has not become bin dint 
npon the paniet, no eiewi exprcaaed or icaaotis pecn by the 
condUaton, or conceiaionr or offen Mde by the patties 
for the purpose of the condhation procedutt, itull affect 
the lepl rightt and nWiptinm of any of the partiet.

A rtkk43

1. (t) The coats of the cancfiiatott and aD cotu of the 
ndminkttation of tiw eencfiiatioa proctedinp ahall be 
borne equally by the partiet to the proceedinm uwlcw »wy 
spec otheiwkc.

(b) When the concSittioa pcocoedinp heve been in- 
kitted, the eoawiitton ahall be entitled to requite an 
admoce or ttcurity (or the coats leicned to in article 43, 
paiapaph 1 (a)

2. Each party duO bear tB cxpanaet it hieurs in 
connexion with the pmeaadinp , nnltai du partiet apse 
Mherwhe.

3. Wotwkhkandkn  the protdiiow of article M, para- 
p ^ h s  1 and 2, Ibi coai^tors may, haemg teided 
nninlmaualy that a potty hm brau|ht a eUm eaxatioudy 
or frteoloudy, amcaa tpim i that party airy or tB of the 
a—  of other partks to die penmadiiy .  Such dtckion 
A al he final and Madias an aB *a  partita.

M k k 4 4

I. Fafioia of a party m appaor or m paoaant t u e m t  
any im p ad du paomadinp ih d  not ha daamad an 
•dmMoa of dor odiat pattyk aatatUont. la Mar aeont, the 
oahtt potty may, at ia  ahoim, aaqamt Ma aincfiiitnn to 
ahaaa^Jhe ptaaatdinp m m dad wiM du qaaetioni

dkdom let matleMia Code!***
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2, All StAtet* tt t  Mititlad to Wcook Coatractiu 
to the prornl Comcalwn by:

f t j  Signaturt nl)ect to wd follovod by irtift>.nn- 
•eccpunoc or approval; or

f t /  Sipiatuit wllhaut iMtmUon aa to Mtfiatioa 
acerpuncc or approval; or

fc/ Aceeation.

3. Ratifieaiion. actapcartct. qiproval or tctaaUpn AaD 
be efTteled by the deporit of an bstnnnent to thia effect

the depoptary.

ArMcie30
denunciation

1. The preteni Convention mty be deaoiaoad by aiy 
Ceatraetiai Party at any lime after the expiration of a
ftriod of two yean from the dau on tefaidi the Convantion
haa antarad into foece.

2. Omundation AaD be aotifwd to the depoNtary in 
•tiling, and diaO lake affect one year, or wdi iem r

aa may be apacified in the iaatniment of 
demmdalioo, after the dau of raoeipt by the depodtaiy,

ArtieUdP
ENTRY INTO FORCE

I. The preum Convention dull enter into force aix 
hs after the date on which not leai than 24 Sum , the 

,rined tonnage of which amounts to at leaat 25 par cant 
of world tonnage, have become Contracting Parties to it in 
acrordance with article 48. For the purpou of the praunt 
article the tonnage ahaH be deemed to be that contained in 
i/oyrf’r Repiter o f SUpping -  Stttatiea/ Ttbla 1973, 
uble :  •Tborld Fleets -  Anaiyds by Principal Types”, in 
respect to general cargo (including pasunger/caigo) ships 
and container (fully cellular) ships, exclusive of the United 
States reurve fleet and the American and Canadian Great 
Lakes fleets b

2 For each State which thereafter ntifles, accepts, 
approves rr accedes to it, the present Convention shall 
come into force six months after deposit by such Slate of 
the appropriate instrument.

3. An> State which becomes a Contractile Party to the 
preum Convention after the entry into force of an 
amendment shall, failing an expreauon of a different 
intention by that Sute;

fa) Be considered as a Party to the preunt Coireention 
as amended.and

f t /  Be considered as a Party to the unamended 
ention in relation to any Party to the prcwnt 
ention not bound by the amendment.

* v»i astM>> wniwi •• s Asru leva, iiw Ci»riin_i

V9Mm4 M«C(me wm art M.#nMurr. H ii Mm
f—ctiam ss mpmitit t l  t  ctmmmtmm m MUn mrisusmtl 

kuUMt iasirwim wua ae “AMsslw" ekMi. win tmm, 
pescnci »r ta« CvMiai Asseeair ef IM Uaim4 NstUw U
----___________ .

A r tk k S l
AMENDMENTS

Contracting Party may propose one or more 
amendments to the peesent Conrention by oommunicating 
the anundnunts to the depositary. The depositary shall 
Aculate such amendmenu among the Contracting Parties 
for their accepunee, and among Sutes entitled to become 
Conimting Parties to the present ConvenUon which are 
not Contracting Parties, for tluir aifoemation.

2. Each proposed amendment circulated in accordance 
with article 51, paragraph 1 shall be dscmed to have been 
mrepted if no Contracting Party communicates an 
wjection thereto to the depositaiy within 12 months 
foOowing the date of Hs dreubtion by the depohtary. If a 
Contracting Party communicaUs an abjection to the 
propoud anundment, such amendment Null not be 
considered as accepted and Null not be put hito effect.

3. If no abjection has been communicated, the 
amendment shall enur into force for all Ccmiracting Parties 
tix months after the expiry date of the period of 12 months 
selcrred to in article 51, paragraph 2.

Arrieie52 
REVIEW CONFERENCES

I. A Review Conference Null be eonvened by the 
Neposiury five years from the date on which the present 
Convention comes into force to revUw the waekN« of the 
Convention, with particular sefercnce to its
impiemeniation. and to cosuider astd adopt appropsiate 
asiundmenu.

2- The depoailary shall, four years from the date on 
which the present Convention comes inlo force, seek the 
Mews of all Sutes entitled to atund the Review Conference 
and NuU, on the haNs of the views saceived, prepare md 
ohoslau a draft agenda as wcl as amendments psopoaed for 
•onNdcrstion by the Conference.

3. Further icview cmsferoneet NiNI be AMarly 
•anvcned ovary Eve yaars. or at any ihni after the Brat 
Review Confmeace, at the aagasai of anathhd of fte
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Ml A BBBary af AB aaacflBuaa i

TBiiaBiiiiarikafecafaMkpBai
r ef Ba tekBMaat af Bt paitBt.
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iiwmm.
Awm TO usounioN i

A. MtktfCttmmmma
t. D m  IK hmm If CMBMMk avOMa k taM ta liM  

a ftirai a K t y —  iiiifcm n i

1 CaanMH ■*■•••■■*«• a* a knt *> î t a te paasi 
Mi« oaMsJaOMU. a paHiipia a ai OaaiM (air. a aaka
Hint........... a paaai ipaant aiiaa at fa«a. tat

« a  tm  M a k  <r • M kaaaika.
Cuiaiaiati a( a kan t kakt liitM «f pati%aa« a

B. Imtilpmilm a  aa<

1. I^aBty of lla iO»» ot a ta a l  laa  «t a» f o  a^t.
A Baa ef 10 pa aat li a  a  •Boaad a  OMA« laa  
thtjr ciAL

3. Hl Ulirfllia il
liuVm lttiN ttiam Ce^m tm etofnm ifotm tlm iaem i

Otdi ofOamAtelfor U m  Cenftmiets.
JinOv pupmmd the CoMotion ea ■ Codi of Conduct 

fee Liner CotrfcreacM aith ■ ftoa to iapro»irv» the kaer 
oonfcRncc ly ian ,

JMriH *1 mM  that the Comcntian a  tpptieabfc to liner 
eenferenoct wd ttao ntetnal iclatioat,

Mttoha Ihit:
1. If ataMl laa  «e eet aery, a  a t  eneMi a  any. daii 

Becaad Baa of Ua oiOt -  a a  a  ta i  paei Bay lll■ lla^ l 
hen ealit Ua Braaon -  Ikal pettae of Bail Baa ef ta  BeOt 
•ach day «o BU cany vU lean a  Ua pool a  a  RmB pe

4. latiooil Baa oMWo a iciloe at aoc eod aa a  taa  Ua 
kaibkiy af adieaiaeon aaoa* aaaahet a  apard a  aeir
koni

C. latpkeaiuafioa
1. E afycffoniaaaaaU cbytaapatataaacnaanikaaii 

laua caaahaDoea

1. Wkaa a nucaf h aa  aiUad by coa ohaUw and a dUpotc 
jkn. « BauM a  aaeUtad a  aaoUaiay aaiMiwaal eonn- 
lauee. aaoH aek Mian a t poaniau nauep a  Mpki aai. 
aicbaact. aad coBcoey attaunai betoca.

1. Nothin in that Convention dull be conctnied ao a  
to deny thippen an option in the ehoict bctencn confer- 
ooee dUppUii hnet and non-conference diippini knet 
Hbjoct to any loyalty amneementt where they cziit.

2. Nonconferencc dUppint linet eompetin( with a 
oatfercnce thould adwic to the ptindpk of (air oocnpc- 
dtioo on a eonunercial bodi,

3. In theintettftoraouBddeeclopmentofliBerdUppkis 
aerrict, notMonfeicnct dUppint koei ifeould not be pie- 
eontad from opcntint a  1̂  a  they eoanply with the 
paquixnxBO ^  P***P*ph 2 above.

Wi pfcnaty waarifnt  
(A p ril 1974

1. CMBkaion' liriininieauneii 
MaetaUat

4 If AMMiktton't 
aocnoo an a  a  aaad n noraiew

ky me pafUa.

naaoa for Bnii (aaprakakeU.
'  A litiao aanfoioa k a  a  aanvaned aflw flvi yean to 

V UH eertat af a t  lootaoaa a a  panaiUw lefaeoa a  
_ jotaoiatiMi. lock a two aanfaitaai we a  a  kaU ftwy Bn 

WMthaaafiai.

0. oewtW/bri*cBcwfoaaia>af/Ml*ratti 

1. That mtmm BaoH a  a  aantdoaU a aa pvapoaal ak-ky a t  aeonkai eeenwia ef Eaaate laepe la  paafBpk 54
a Cede.*

Hke (Minrf MffioRl C oiifem et o f H a4pountiiria on •
0»dt<^Oo4riuelforUorOmfmoca.

tm r iit in •"*•( the **  eoneohition
pioyH om aid the dintx* attlement proceduret provided 
in d a  CoBvcntioo on •  Code of Conduct foi Liner 
Coaftrencca.

th tio t  th «  prapoMb eaie ande to ptovidi ta the Code 
fcr wbednUw w n i  dhpuwi 10 toed eoneiltition.

a P a  t a  act a  a n  i .ao< ano by taa Bteop ta TT eoB a  1̂
__________ oo a euBt ePCaoBM
at. I, Btpotw m t eektr a ia a a w  <y»M t ttoTM.IUk.1 Ik Ptvi a a .  eat. L

I ,  aa  a ttiaiae  I a  
ttmt CaUktvoft o/ 
> te a r  Ckeawoa a

1 JUwBiotlwIbetlUeinrCenleiescetebeeooeenedta 
wM Mdeie 32 of d a  Cowentien to #*e 

a todty  iiififn iT ir- to d a  adioct of tacnl eeneliition. 
takiM intb koonuni d a  etawitxpieaed by d a  Costncttai
I M m to d a  CoaeontioB on whether«  UM kbeenee of
l i ^  na«Bi.tita h a  h in r ~ '‘ the eOKlta tatth taent of
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Fig.'-> Shore Based Personnels.

Place ETHIOPIANS EXPATRIATES TOTAL

AA Head Office 71 —

Assab Br,Office 5 -

Rep,Office R&am 3 3
Rep,Office Trieste 1 « -

Total 80 3

Fig.̂ .‘' . Sea Goino Personnels.

71
5
6 

1

83

Department Officers APP.OFFicers Ratings Total
Deck 23 12 77 11 2
Engineers 30 1 63 9A
Catering 5 60 65

58 1 3 200 271

Fig, 'v<.• Cadets Under Training

Countries . Nautical Engineering Total

India ID 1 5 25
Buigaria 5 5 10
Poland 4 5 9
Greece 4 3 7

23 28 ’ 51

Source: ESLC Personnel Department



Appendix 2
Ethiopian Shipping tines Vessels Particulara

Name of the ship Year Length
(meter)

A

Breadth 
(meter)

Tonnage Draft
(meter)

Speed
(meter]

IT f ^r Type of service
Gross Net OUT

”flbay Wonz” 1 t 9 4 1 37 23 10831 6059 10500 8.03 16 Liner
”Abyot" 1985 137 23 10831 6059 10500 8.03 16 ir
"Andent" 1985 137 23 11 691 5952 10005 9.A 17 If

"Netaanet" 1985 137 22 23 11 691 5952 10005 9. A 17 IT

"Kairamara" 1978 85 1 A 999 52A 2200 A. 35 12 Coastal
”Keiykokeb” 1977 99 16 1 599 1189 A1 35 5.73 12 Liner/coastal
"Lion Of Ethiop: ,a 196E 121 17 5182 2812 6550 7,91 1 5 Liner
"Queen of Sheeb;I 196£ 121 17 5182 2812 6550 7.91 15 11

"Wolwol" 1977 99 16 1599 1669 A1 35 5.73 12 II

"meskerem " ”'lf78 105 18 1 599 8A5 3276 A.97 1 5 ir

"Nebelbal" 1973 78 1 3 1 317 71 2 2200 A. 3A 11 Coastal



OPERATIONS AT THE PORT OP ASSAB

Year* No. of Ships 
Entered

Net
R egistered

Tonnage

Gross
Registered'-

Tonnage

C A R G O PASSENGERS CARRIED
Loaded 

(Mt. Tons)
Unloaded 

( Mf, Tons ) T otal In Out Total

1 9 7 7 / 7 8
1 9 7 0 / 7 9
1 9 7 9 / 0 0  

. 1 9 8 0 / 8 1  
1 9 8 1 / 8 2  
1 9 8 2 / 8 5

1
4 8 6  1 
4 8 8
4 7 7  ' 
4 7 9  
4 9 7  
5 3 9

i

1 , 7 4 4 , 2 1 4
1 , 8 2 2 , 3 9 5
1 . 9 3 6 . 1 0 5
2 . 1 1 2 . 1 0 6  
2 , ^ 7 2 , 5 6 5
2 , 5 2 6 , 7 0 4

2 , 9 1 5 , 6 9 7
2 , 9 7 6 , 0 1 7
3 , 1 7 6 , 7 0 9
5 , 4 4 6 , 3 5 1
3 , 7 3 9 , 0 0 4
4 , 0 7 1 , 5 5 7

3 7 2 , 2 0 0
4 6 2 , 2 7 3
4 8 2 , 9 7 1
5 3 9 , 1 8 9
5 5 1 , 0 1 3
6 0 3 , 3 1 3

1 , 0 2 7 , 5 7 9
1 , 3 9 1 , 5 2 2
1 , 5 0 2 , 3 1 3 -
1 , 3 3 5 , 6 6 7
1 , 3 7 1 , 0 2 0
1 , 5 0 0 , 5 2 6

1 , 3 9 9 , 7 7 9
1 , 8 5 3 , 7 9 5
1 , 9 8 5 , 2 8 4
1 , 0 7 4 , 8 5 6
1 , 9 2 2 , 0 3 3
2 , 1 0 5 , 8 3 9

1 5 6
■ 1 3 7  
1 , 3 0 0  
1 , 3 0 2  

2 7 5  
1 4 4

3 4 2
5 9 7

1 , 2 9 7
7 6 4

. 3 3 3  
7 5

4 9 8
7 3 4

2 , 5 9 7
2 , 0 6 6

6 0 8
2 1 9

•

\

OPERATIONS OP THE PORT OP MASSAWA

Year* No. *f Ships Net 
. R egistered  

Tonnage

Gress
R egistered

Tonnage

C A R G. e PASSENGERS DARRIED •
Entered > Loaded 

fMt. Tons)
Unloaded 

fMt. Tons) Total In Out T otal

1 9 7 7 / 7 8
1 9 7 8 / 7 9 '
1 9 7 9 / 8 0 * *
1 9 8 0 / 8 1
1 9 8 1 / 8 2 -
1 9 8 2 / 8 3

8 3  
1 6 4  

• 1 7 9  
2 2 1  
1 9 0

1 4 0 , 9 7 7
3 2 8 , 7 8 5
3 0 5 , 9 9 7
4 0 8 , 8 6 5
4 3 4 , 3 6 9

2 5 5 , 3 5 7
5 9 7 , 1 1 6
5 6 6 , 8 3 8
7 5 7 , 5 7 8
7 5 5 , 3 4 1

1 9 , 0 1 0  
3 5 , 3 2 9  
8 7 , 6 4 0  
7 4 , 1 0 0  
4 6 , 2 2 2  .

•V

1 0 6 , 8 6 4
1 9 2 , 9 0 2 ’
2 2 8 , 4 1 9
3 6 4 , 4 6 5

. 3 5 5 , 6 6 5

1 2 5 , 8 7 4
2 2 8 , 2 3 1
3 1 6 ,0 5 9
4 3 8 , 5 6 8  
4 * 1 , 8 8 7

2 0 2
6 9 0
6 4 7
5 6 0
2 4 4

9 5  
5 8 8  ■ 
5 9 7  
6 I 5  
2 7 6

2 9 7
1 , 2 7 8
1 , 4 4 4

9 7 5
5 2 2

*  Year Ending Ju ly  7 

* *  For the second h a lf  of the year



Appendix A. EXPORT -  IMPORT VIA ASSAB

C O M M O D I T Y

Q uantity Value in  
in  Tons '000 B irr

I MPORT
Q uantity  
in  Tons

Value in  
•000 B irr

e x p o r t

Q uantity  
in  Tons

Value in  
•000 B irr

I MPORT
Q uantity  
in  Tons

Value in  
•000 B irr

Pood and l l y e  a n in a ls
Beverages and Tobacco
Crude n a t e r ia l s ,  in 

e d ib le ,  excep t f u e ls
Mineral f u e l s ,  lu b r ic a n ts  

and r e la te d  n a te r ia ls
Aninal and v e g e ta b le  o i l s  

and f a t s
Chemical elem ents and 

compounds
Manufactured good s, c l a s s i 

f ie d  by m ateria l
Machinery and tran sp ort  

equipment
M isce llan eou s manufactured 

a r t i c l e s
Commodities n . e . s .

111 ,827 .4 591, 568.9

3 0 ,3 8 7 .5 135, 530.8

195, 026 .9 6 5 , 192.6

422 .9 4 , 192.1

100.0 70 .2

112.5 68.1

- -

8 .5 301.1

33 7 ,8 8 5 .7 796, 923.8

133, 916.3
0.1

7 8 ,2 4 8 .5
0 .8

126, 705.3
4.1

3 , 370.5 9 9 ,0 0 0 .0 20 , 707.5

7 2 6 ,5 3 7 .0 347, 195.6 183,003 .1

2 , 451 .4 8 , 006 .7 278 .4

9 7 ,9 5 8 .9 145, 823.4 3 .0

129 ,8 2 1 .0 174, 744 .9 38 .6

30 , 695.5 250 , 539.4 7 5 .0

4 ,1 8 4 .0 3 4 ,2 4 8 .6

4 9 6 .8 9 9 .8
12 .9

137, 488.8
6 .6

9 3 ,5 8 2 .1
3 .4

115, 416 .9 5 , 505.1 14 , 501 .0

6 4 ,4 2 0 .0 7 5 3 ,6 3 9 .5 344, 648 .5

2 ,5 8 2 .5 3 , 643.2 7 ,5 9 3 .7

14 .3 4 2 ,5 5 8 .8 1 0 4 ,0 8 2 .6

113.6 6 3 ,5 8 3 .6 157, 846 .5

397 .0 2 5 ,8 9 9 .4 506 , 143.3

3 ,5 8 2 .6 3 0 ,1 6 3 .7
2 ,0 5 2 .5  5 , 523.3



(C O N T 'D )

1 SO CD fS3 1 8 3

C O M M O D I T Y E X P 0 R T I M P 0 R T E X P 0 R T I M P 0 R T

Q uantity  
In Tons

Value in  
•000 B irr

Q uantity  
in  Tons

Value in  
•000 B irr

Q uantity  
■ in  Tons

Value in  
•000 B irr

Q uantity  
in  Tons

Value  in  
•000 B irr

Food and l i v e  anim als 137, 100.1 5 4 8 ,2 0 1 .0 11 1 ,8 0 7 .9 7 9 ,9 7 9 .4 151, 364.4 5 5 8 ,0 5 7 .6 222 ,5 3 0 .5 1 1 6 ,4 4 2 .3
Beverages- and Tobacco - - 429.2 2 ,9 1 7 .5 250.0 426.1 6 5 1 .3 4 , 2 4 3 . 2
Crude m a te r ia ls ,  in 

e d ib le ,  excep t fu e ls 32 , 354.8 1 26 ,293 .5 6 ,9 1 8 .2 2 0 , 631 .5 5 7 ,0 8 4 .0 108 ,3 8 2 .4 9 , 851.3 19 , 192.7
M ineral f u e l s ,  lu b r ic a n ts  

and r e la te d  m a te r ia ls 201, 324.3 63 , 915.7 767 , 101.7 38 5 ,4 7 9 .9 207,6 1 6 .1 6 6 , 624.6 746, 115.7 3 4 0 , 157 .9
Animal and v e g e ta b le  o i l s  
.and f a t s 210.1 1 ,7 5 8 .2 5 ,2 2 0 .1 10, 453.4 405.1 2 , 961.7 9 , 7 4 7 .9 2 0 , 1 7 7 .4

Chemical elem en ts and 
compounds 12 .0 76 .2 6s 646•2 110, 663.5 1 .0 2.1 105, 906.8 . 1 5 1 , 5 9 3 .9

Mflinufactured good s, c l a s s i 
f ie d  by m ateria l 15.6 31.1 166, 096 .6 190, 686.1 122.3 297.7 153, 491.8 177 , 796 .1

Machinery and tran sp ort  
equipment a . 2 6 ,0 6 2 .5 502, 514.4 21 .9 195.9 5 1 , 2 0 1 .7 3 8 6 , 1 0 8 .5

M iscellan eou s manufactured  
a r t i c l e s 2 , 705.2 1 , 190.4 3 ,8 7 9 .7 31, 544.9 16.1 280 .5 3 , 8 1 2 . 2 2 4 , 5 8 2 . 6

Commodities n .e « s . - - • 0 .3 •• — 1 97 .9 1 , 3 7 0 . 7

T O T A L 373, 702.1 741 , 466.1 1, 156, 241 .9 1 , 142, 072 .9 396 ,8 8 0 .9 719 , 226.4 1, 303, 307.1 ■ 1, 241, 665.3

Source: Customs and E x c ise  Tax A dm in istration



Hppenoix p

EXPOHT -  IMPOBT TIA MASSAVA

1 SO CD 0 1 9 8 1

C O M M O B I T T X X F 0 B T I  M F 0 B T X X F 0 B T I  M F 0 B T

Q u a n t i ty  
i n  Tons

T a lu a  i n  
•000 B i r r

Q u a n t i ty  
i n  Tons

T a lu a  i n  
•000 B i r r

Q u a n t i ty
i n  Tona

T a lu a  i n  
•000 B i r r

Q u a n ti ty
i n  Tona

T a lu a  i n  
•000 B i r r

ro o d  and  l i i r a  a n in a l a 661.4 628.7 3 , 982.3 4 , 933.1 10 , 312.4 13, 250.0 2 , 109.2 5 , 858.4
B aT arag aa  a n d  ToBaooo - - 166.6 2 , 348.5 - -  ■ 39.0 856.5
C rnda n a t a r l a l a ,  ln «  

a d l b l a ,  a x o a p t  f u a l a 290.7 3, 051.5 649.6 1 , 708.8 30 , 845.9 22, 640.1 426 ..7 887.2
M ln a ra l f i x a l s ,  I n b r l o a n t a  

and  r a l a t a d  u t a r l a l a • 4 , 505.5 4 , 024.6 mm 1 , 776.2 3, 713.6
A nim al an d  T a jra ta b la  o l l a  

an d  f a t a • • 979.8 1 , 927.0 1, 451.0 2 , 050.0
C h a a lo a l  a l a m n t a  and  

ooaponnda •a 10 , 812.5 19, 351.2 5 , 765.8 12, 347.0
M a n u fa o tu ra d  gooda» e l a s a l -  

f i a d  by  a a t a r l a l 6 , 648.9 23, 254.7 6 , 723.8 19, 076.7
N ao h in ax y  an d  t r a n a p o x t  

a q u lp a a n t 662.8 8 , 465.9 498.7 8 , 018.0
M la o a lla n a o u a  n a n a f a o t t t r a d  

a r t i o l a a • 99.6 1, 327.5 115.7
0 .5  ^

882.9
C o m a o d ltia a  n . a « a . - - 673.5 3 , 818.8 - - 7 .0

T O T A L 952.1 3 , 680.2 29 , 180.9 71, 160.1 41, 158.3 35 , 870.1 18 , 906.6 51, 697.3



(C O N T 'D )

1 9 8 2 1 S 8 3

C O M M O D I T T E A P 0 R T I M P 0 R T B X P 0 R T I M P 0 R T

Q uantity  
in  Tons

Talne in  
•000 B irr

Q uantity  
in  Tons

Value in  
•000 B irr

■Quantity 
in  Tons

Value in  
•000 B irr

Q uantity  
in  Tons

Value in  
•000 B irr

Food and l i r e  a n la a ls 4 ,5 3 0 .7 1 ,8 5 4 .9 5 8 ,7 6 4 .0 27, 437 .3 10 ,476 .1 4 ,7 1 8 .6 129, 050.0 8 5 ,4 8 7 .6

B ererages and Tobaoco 612.0 627.2 8 7 .4 2 ,8 2 6 .5 - - 40 .9 1 , 167.2

Crude a a ta r la la t  ln>  
e d lb le t  ex cep t f u e ls 14, 609.8 6 , 151 .0 1 , 500 .0 1 , 8 6 0 .0 10 , 115.8 1 1 ,956 .1 68 .8 226.7

M ineral f u e l s ,  lu b r ic a n ts  
and r e la te d  m a te r ia ls • 3 , 156.7 5 , 355.5 . 5 ,6 1 1 .5 9 , 310.8

Animal and v e g e ta b le  o i l s  
and f a t s 1 , 347.6 3 ,8 0 0 .3 . 2 ,8 5 1 .3 6 ,8 0 8 .5

Chemical elem en ts and 
compounds • me 7 , 113.9 1 4 ,0 8 8 .0 - - 6 , 933.1 1 2 ,8 1 5 .6

Manufactured good s, c l a s s i 
f ie d  by m a ter ia l 7 ,8 7 8 .3 19, 752.7 30 .0 6 2 .6 9 , 251.6 2 1 , 295.2

Machinery and tran sp ort  
equipment • 1 ,7 8 8 .8 17, 522.5 • » 2 , 072.8 3 4 ,8 1 8 .3

M isce llan eou s manufactured  
a r t i c l e s 366.4 1 ,9 8 1 .1 • •e 526.8 2 ,2 8 5 .7

Commodities n . e . s . m - • . 0 .7 • 5 .5 52 .0

T O T A L 19 , 752.5 8 ,6 3 3 .1 8 2 ,0 0 3 .1 9 4 ,6 2 2 .4 20 , 619 .9 1 6 ,7 5 7 .3 156, 212.3 172 ,2 6 5 .4

Source! Cuetome and E xc ise  Tax A d n ln letra tlo n

" HMMMiiaHHMWaH
• ■»* •'* ’■•»■ ''■ ^  '
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A p p e n d i x  6

E t h i o p i a n

& 197? --C.

Revenue

1. L iner serv ice

1.1 Own ships

1 .2  C harter

Sub to ta l

2. C oastal Service

2.1 Own ships

2.2  C harter

Sub to ta l  

Grand to ta l

inn L i n e s  C o r p o r a t i o n  

i lovcnuc  & E r n c i i d i t u r a

/ 7 i2 ^  ^

1 9S3 / 8 4
197u

1 9 O4 /G5
1 9 7 7

3Sv?55
5 1 4 5 0

5 0 8 0 8

3 4 6 9 2

8 8 2 0 5 8 5 5 0 0

5648

7714

6 0 5 6

4841

1 3 3 6 2 1 0 8 9 7

IOI5 C7 9 C3 9 7

Expenditure 1 9 8 3 /8 4

1 9 7 6

1984/85

1 9 7 7

1. S a la r ie s  & Benefitr. 5 0 2 1 4 9 0 9

2, Fuel & o i l 1 2 8 8 5 1 3 3 6 9

3 . Maintenance 3 8 1 4 24-07

4. Loading & Discharging 1 9 3 6 1 18449

5 . Harbour & swiss ca.nal 
Dves 7 6 8 5 8 7 2 0

6 . Insurance 1 8 9 2 2 1 7 8

7 . Agency commission 8 1 2 5 9 6 4 0

8. Ships ch a rte r 15946 11284

9 , D epreciation •.3558 5 9 0 0

10. A dm inistrative & other 
expense 7 0 2 6 5148

11. In te re s t  payment 3 4 7 4

Total 8 5 3 1 3 8 5 4 7 8



A p p e n d i x  7
E t h i  orv'’ a n  JjJi if.nn Eir.c r- C o r  ■;o j' ,~ t i  on

P i ' o f i t  (v Lo ~.'. A ;jnro-ii-:‘ n t?  o n n  S t .'- .t '’; '.on't

I Operating Income

1. Gross sales/Revenue (fx'oight Earning)
2. Less: Sales Taxes

3. Less: Trade d iscounts Connissions & 
Sales Returns

4. Cost of Good sold 

I I .  S e llin g , Adrainstrativc

And General Expenses 

S elling  & D is tr ib u tio n  E::;?enr.cs---------------- —■ 7' ■' ■
5. Sales S a la ries  & wages

6. Sales Employees B enefits

7. Sales promotion & Advei'tisment

8. Other S elling  & D is tr ib u tio n  Expenses
9. Totiil Selling  & d is tr ib u tio n  *'

A dm inistrative & Gcnox-al Expenses

10. S a la rie s  & wages A dm inisti'ativc serv ice

11. Employees b en e fits  " "

12. O ffice supplies used

1 3 . D ep rec ia tio n -o ffice  bu ild ing  
machinery & equipment !

14. In te re s t  expense-domesfic Bank

1 5 • " ” -e x te rn a l Loan
1 6 . C apital charge 

1 7 • Other m iscellaneous expenses

1 8 . Total ad m in is tra tiv e  & general 
expenses

1 9 . Total operating Expenses

20. Netoperating Income/ ( lo ss )

21‘. Total Income before Income Tax

22. Net Income a f te r  income Tax 

I I I .  Appro p r ia tio n s

2 3 . General reserve (lOSS of Item 22)

24. Residval surp lus (22-23)

19'’’P/S3

1 9 7 5

87^41

87f4l

2 0 2 9 3

9 9 8

9 2 1 0

3 0 5 0 1

9 2 9

61

5 9 0

4 1 0 9

39440

4-7399
7 7 9 0 0

9741
9741
9741

__■

9 7 4

1 9 8 3 /8 4  1 9 8 4 /8 3

1 9 7 6  I 1977

9 7 5 9 G 9(5397

9 7 5 9 6  I 9 6 3 9 7

24377
8 1 6

1 9 4 0 2

2 3 3 5 8  

295  

2 5 0  

75
4 4 5 9 5  I 2 3 9 7 8

8 5 8  I 8 6 0

81  I 51

121 I 122

4 5 5 3

2 3 5 9

J3643

$ 9 0 0

2§0

3337
2411

5 0 7 7 4

41615 I 6 3 7 3 5

8 6 2 1 0  I 8 7 7 1 3

S7 6 7

1 1 3 8 6

1 1 3 8 6

1 1 3 8 6

1 1 3 9

8684
8684
8684

868
10248 7 8 1 6



X

Revenue ^S^j^gndlture 
1974 - 1982 G.C.

In '000 Birr
Yemr Revenue Expenditure GrossProfit

1974 18,952 16,470 2,482
1975 1 9 ,0 9 0 17,852 1,238
1976 21,869 21,033 838
I 977 26,386 24,509 . 1,877
1978 43,942 33,799 10,143
1979 61,700 5 4 ,6 0 0 7,100
1980 7 1 , 1 0 0 66,000 . 5,100
1981 85,000 77,300 7,700
1982 83,609 7 2 ,5 5 0 1 1 ,0 5 9

1983 8 6 ,1 7 7 7 7 ,4 9 7 8,680
!9 r f 313

/ 9 ! ^
Exchange rate * 1 USD. = 2.07 Birr
IrSLC ,

. 'it'-t*4* S' ’ •-.. ^ W* *» >̂ ' , ̂
Vi*'.''*■ '

-r ■'■■ " *■•• •

t"
■S»

ri*CT-



Current XJiaiy Riaminf C«st«

( I a  Birr)
Vesstli la Port At 80a

1 * Lloa of Bthlepio •»5 A4 1 3 , 6 9 2

2 « Quoon of Sboobo 8«110 1 4 , 0 6 1

3m Abbay Vonz 1 2 9 9 6 8 1 9 , 9 3 9

A. Abyot 1 2 t8 9 8 2 0 , 6 1 9

5 * Andlnet I696IO 2 4 , 5 6 3

6* Notsanet 1 5 » 8 2 4 2 3 , 5 4 1

7 * Kely Kokeb 69695 1 2 , 3 0 4

8. Wolwol 6 , 5 2 2 11,503
9 * Maskaren 8 , 1 8 9 1 6 , 7 6 9

1 0 . Karaoara 5 , 3 3 1 9 . 5 8 5

1 1 , Nabelbal 3 , 9 6 7 7 , 7 6 6

j / y C L .  A e F f ^ C i ‘^ f > A j
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ff1 _

;

Kuabtr of 
iicrth

I.csS^^
(K«tsr)

Dcptb 1 Kucber of j Ijmcth j  Tex th j 
(K*t*r) 1 BKrth 1 (KeUr) | (Mtter \

1 ISO 1 n .o  I  1 i 176 1 i*»9to6.7j

2 i  170 1 11.0 i  2 1 150 j  7.5 i

> j  x*»0 j  lX.O 1 5 ; 137 i  a . 7 !
> 6  \ xko 5.6 j  k \ 157 } 6.2 1

9 1 155 ^•6 i 5 ! 157 j 6.2 j
10 12S U.O J 6 1 170 1 9.1
11 127 - i l l '

£tcr»r>

S t  crag#  £|»ftee A tsab 1 Hftftft&ca
t

l o t e l

ft o f  CoYerftd £b«dft 9 6 15

T ot;,! F lo o r  A r»s(»^ ) 2 5 .V 00 i U , 8 »f0 57 , 2 i»0

Ca4- ; ic ity  ( ts^ ) i 1 7 1 .0 7 0 i 7 9 ,9 2 1  1 2116,991

b f lm h tP  9 t  C|>»ftfthft4ft 11 t 5 6-
TotiJl F lo o r  Ar«ft (a ^ ) i1 1 7 .5 0 2 . i .* ? » »  . j 2 1 ,6 1 5 ̂ i 1
C «^r,city  (« '') " 1 1 1 1 2 0 ,2 7 9

1
j 2 0 ,0 0 0 11»0 ,2 7 9

• la te m e d if t t f t  bftjpot t
t 2 0 0 ,0 0 0 I 5 5 ,1 0 0 2 5 5 ,1 0 0

6 C old b i« r « g o f
1 l . . .  j

ita&bcr o f  oboabera 1
19 1 *  1 1 5

f e t a l  C a p a c ity  iw ^} { l , 5 Mi 1 •  1 1 , 51»6
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AVMLAJJIE MBCH/IBICAL APPLIAllCBS FOR CERnRAL CARGO

Iir liASSATZA. POET

1 • Shore o ia n e s -o f  5-^  ‘tons msmber o f i t  C
2 ,  I lob ile  oranes o f  50 ” *' " 2
3 . M obile oranes o f  20 *' ” " ” 1
4 » F o r k l if t  o f  30 tons for  Ccntaiiiers 1
5, " « » 6 'I « _ 2

6. " » » 4 "

7 • T ractors o f  70 Eorsepovror 1S
8. T r a ile r s  " 20 Tons 10

9 » T ra iler s  " 10 ” _ 37
/

/
Marin e C ra ftsc-

1 • Tug boats— 30O Ilorso poorer 3

2 ,  Motor boat 70 ” " (12 I lctcrs) 2

Vo h ic lo s

1• Bus 3

2 , Automobilo serv ico  cars 9
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I OF A6SAB

X£AI
ATERAOE WAITING TIHE AT 

AlfCHOSACB IN HONRS
ANSEAGS

BESTS
OCOTPARCr"" m u t

OARRIER
GENERAL

CARGO TOTAL AV ;:UG£

1974 224 75 229 1 4 ^ 7 2 .0%
1975 295 86 579 169^ 78.4%
1976 280 82 362 181 ' 87.2%
1977 144 107 251^ 125^ 87.9%

THS kVZRkGS BiiJKTH OCOUi-'AKCI 3XCL0DSTH3 OOOJiAilCI FIGURS 
C? 3ES!EH No* 8 i .o  OCCUi'IfiD NOT WORKABLE,
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A p p e n d i x  1 5

BALANCE OF PAYMENTS OF ETHIOPFA

(In Million Birr)
. . .  .11 ,11 • ____!_____:____

f ’l
End of ' ' Merchandise,,..

. f.o.b. '
Non- Frt. 

Monetary Ins. on
Other
Trans- Travel Investment Government Other Tradc' '̂

Balance
fI-i-2)

Net
Period ; Gold Merchandise

■ ^ portation Income n.i.e Services Services 
(3 to 8)

--------- - ...■■ ' ' i  . ' 3 -^ 4 5 6 7 8 v / 9 10
J ‘ CR DR CR DR CR DR CR DR CR DR CR DR CR DR CR DR CR DR CR DR

1978 633.8 903.6 — 2.7 172.5 71.1 56.7 7.4 6.5 22.6 26.0 49.1 32.8 51.0 ,46.2 — 269.8 — 1.36.8
1979 , 88f.7, 1 ,^ .6 1.1 — 3.2 204.9 90.0 79.7 IL9 ' 6.6 . 24.3 26.0 35.4 35.8 , 54.9 46.8 — 162.9 — 180.1
1980 , .879.3 1,316.7 26.0 — 5.9 225.2 132.4 96.8 14.8 7.8 .32.9 29.8 54.6 45.4 1 •’ 79.9 67.9 — 471.4 — 152.4
1981 ' ; '805.1 1,308.4. - ' W * i-n • — — 13.0 220.5 142.6 94.9 22.2 6.1 29.5 27.2 46.3 44.7 71.9 50.0 — 503.3 — 117.9
1982 , .; 836.3 ' 1,652.8 — — 9.4 231.4 122.9 93.0 15.2 5.3 64.3 55.1 48.4 33.0 61.8 64.4 — 816.5 — 157.2
1983 '

I-
’ ' 8314'' 1,810.5 — — 12.1 278.8 151.5 86.3 17.3 7.5 40.7 58.0 42.3 9.8 87.6 83.0 — 977.1 ~  171.9

f'*
End of ' Net ■ 

Services "" ’̂ ’̂ nsKr
Balance on 

Current A/C
Short-Term

Capital
Public-Lonp term

Revaluation

------------ tt:

SDR Monetary Not
Period . . (9+10) .............. Payments (lH -12) (Net) Loans Repay

ments of Reserves Allocation Sectors
(Net)

Errors and 
Omissions

11 12 13 14 . 15 16 17 18 19

)
CR DR CR DR CR DR CR DR CR DR CR DR CR DR CR DR CR DR

197is ' 406.6 ' ' 173.4 I,— — 233.2 — . 39.2 127.4 37.7 — — --- ' — 179.5 _ — 21.9
1979,, — . 343.0- , 168.7,,. — — 174.3 T  - 249.2 31.9 — 9.5 — 7.8 _ — . 3.8
1980 . — ,563.8 162.5 — — 401.3 •' 64.0 181.3 37.1 _ 10.2 — 240.5 __ — 52.0
1981 — 621.2 191.7 — — 429.5 - -  50.0 228.6 .35.1 48.8 — 9.T — _ 196.6 33.0 —
1982 — 948.7 331.1 — — 617.6 -  35.1 290.4 68.1 34.9 — — — 166.7 _ — 228.8
1983 — .1,149.0 518.0 — 631.0 — 18.3 480,3 93.6 — —

0 — — — — 89.6



Appendix 16
TABU£ 41 

INVISIBLE RECEIPTS 

(In Million Birr)

U>K)

1 9 8 3 1 9 8 4

1978 1979 1980 1981 1982
I II m IV Total I 11 111

1, TraTel 7.3 12.0 14.8 22.1 15.1 5.0 4.6 3.6 33 . 17.1 23 4.4 3.8

2. 51.0 113.7 78.8 443 41.1 25.6 173 20.0 9.9 73.1 27.7 133 24.7

a) Interest Pvt. Sector
b) Interest on Govt. Loans ffIBE) deposits

1.3
12.6

2.9
18.1

10.3
19.0

2.4
4.9

6.8
34.2

8.3
0.9

3.4
9.6

2.8
17.3 7.0

14.5
34.8

1.3 0.7
-

c) Private Foreign Investment ““ _ — ----

3.

d) Private loans
e) Gov’t loans 
0  Other
Otter Gov’t, Trimsacthms

9.7 
25.7

1.7
26.0

90.9
1.8

17.8

49.3 
0.2

17.4

35.2
1.8

133
0.1

24.1

16.4

5.1
4.5
7 3 5.4

2.9
103

16.4
lA

28.7

26.4

123

12.6

15.1

22.6
2.1

10.1

4.

a) Contribution to Common Defence
b) Foreign Embassy & Diplomatic expenditures
c) Communication Settlements
Educatkmal Receipts

25.2
0.8

0.4
17.0
0.4

17.2
0.2
0.6

11.7
1.5

21.3
2.8

4.4
0.7

5.7
1.6

4.4
1.0

9.8
1.1

24.3
4.4

10.8
1.5

13.7 ' 
1.4,
0.1

8.3
1.8

5. Internationa] Institutions, Missitms, etc. 80a 72J T2A 97.7 100.1 22.1 25.1 18.1 33.0 983 35.3 303 45.5

a) International Institutions
b) Missionary Receipts
c) Benevolent Contributions

40.5
30.7

9.0

41.1
27.8

3.4

31.1
38.7

2.6

48.0
44.9

4.8

45.8
35.9 
18.4

8.1
8.9
5.1

11.1
8.6
5.4

9.2
8.9

16.4
8.7
7.9

1

44.8
35.1
18.4

1.5.8
10.1
9.4

18.0
12.5

23.9
11.7
9.7
0.2

<
d) Other

22.7 17.0 35.7 40.8 28.5 9.9 25.6 133 11.2 603 143 20.0 14.0

a) Agmts* Fees and Commissioas
b) Transport Services

11.0
6.5

9.1
7.8
0.1

25.1
10.6

25.9
13.9 

1.0

7.9
18.8

1.7
0.1

3.5
6.3

10.9
63
8.5

0.4
5.1

2.1
2.9

163
20.5

8.5

,1.7
5.2

0.2
10.6

0.2

c) Miscellaneous Rentals 5.0
0.1 _ —

d) Construction Activity 0.2 ■ , 8.4 . 6.2 1> ;14.6 . 7.6 9.2 ■ 9.3

7̂
e) Others

53.7 33.0 50di 44.9 65.4 263 22.2 12.4 15.1 76.2 15.1 30.4 12.9

a) Migrants’ Transfers — — — — — — — — — — — — —

b) Insurance Premiums
c) Insurance Claims 1.8 0.4 — 0.8 1.9 0.2 2.1 2.2 2.7 7.2 1.4 , 0.9 0.9

d) Family Maintenance Transfers — —
0.1
8.6

10.5

0.1 _ - __
e) Salary Transfers 
0  Other Pvt. Sector 
g) Other Gov’t Sector

8.9
20.0
22.9

24.7
6.8

26.0
23.6

20.7
20.0

20.0
21.4

— 7.2
3.0

4.7 20.5
13.5

—
10.0 —

h) Purchase of Foreign Shares
i) Other Services O.I 1.1 0.9 3.4 22.1 7.1 20.1 — 7.7 34.9 13.7 19.5 12.0

G R A N D  T O T A L 240.9 265.8 210.1 263.0 2743 943 1023 733 84.0 353.9 107.4 113.8 111.0



Appendix 17 TABLE 42 

im iS lB L E  PAYMENTS

(In Million Birr)

u>04

1. TniTel
2. iDTcstment Expenditure & Capital

a) Dividends and profits
b) Intcrest-Pvt. Septor
c) Invest on Govt. I/>ans
d) Govt. Loan. Repayments
e) Private Loan Repayments 
0  Private Loans
g) Other

3. Other Govt. Transactions

a) Embassy & Diplomatic Expenditure
b) Communication Settlements

4. Edncational Payments

5. International Institutions, Missions etc.

a) International Institutions
b) Missions
c) Benevolent Contributions
d) Other

6. Services
a ) ' Real Estate Rentals
b) Agents’ fees & Commissions
c) Management fees
d) Transport Services
f) Miscellaneous Rentals 
f) Others

7. Other General Payments

a) Migrants Transfers
b) Insurance Premiums
c) Insurance Oaims
d) Family Maintenance Transfers
e) Salary Transfers 
0  Other Pvt. Sector
g) Other Govt. Sector
h) Purchase of Foreign Shares
i) Other Services

G R A N D  T O T A L

1983 1984
1978 1979 1980 1981 1982

I II III IV Total I II III

7.0 7.3 7.9 6.0 7.1 1.5 1.8 2.6 1.6 7.5 1.7 2.2 2.6

58.6 52.8 59.1 .54.7 59.2 15.2 18.3 11.8 15.5 60.6 17.6 17.3 18.6
_ 0.5 2.2 0.1 1.7 ____ ____ — — — 0.4
3.9 1.4 2.1 3.2 — — — — — — — — —

18.3 22.1 27.8 22.5 21.1 6.2 4.6 4.2 6.6 21.6 6.1 1.7 “
31.0 27.5 25.5 28.0 26.4 5.4 13.7 5.2 7.2 31.5 8.8 8.7 8.3

____ — — — — — — — — — —
___ ____ 10.0 — — — — — — — —

5.4 1.3 1.5 0.9 3.8 3.6 — 2.4 1.7 7.7 2.7 6.5 10.3

8.3 63 2.0 4.9 5.3 2.1 1.4 0.2 0.6 4.3 0.6 1,7 0.2

7.0 5.9 1.4 4.8 3.5 1.6 0.7 ____ 2.3 — 1.7 —

1.3 0.4 0.6 0.1 1.8 0.5 0.7 0.2 0.6 2.0 0.6 — 0.2

0.7 0.7 0.6 0.6 0.3 0.1 — 1.0 0.3 1.4 0.1 0.1 0.2

2.6 13 0.4 0.2 0.8 0.2 0.3 0.4 0.1 1.0 — — —

1.8 1.2 0.2 0.1 0.8 0.2 0.3 0.2 O.I 0.8 — — —
____ — — — — — — — '-- —

0.2 0.1 0.2 0.1 — — — — 0.2 — — —

0.6 — — — — — — 0.2 — — — — —

12.7 11.5 37.8 8.9 2-L5 4.5 13.4 3.7 15.1 36.7 4.9 5.3 3.7
_ ■ ____ — __ _ _ —

0.7 2.3 32.7 8.3 9.1 2.1 9.3 — 1.7 13.1 0.7 0.8 0.4
0.6 0.5 _ 0.5 2.7 2.0 — 1.2 — 3.2 1.2 2.3 1.3

10.7 8.7 5.1 0.1 12.2 0.2 — 0.1 0.4 0.7 0.3
0.2

0.1
0.7 - - _ 0.5 0.2 4.1 0.2 — 4.5 — —

— — — — — — 2.2 13.0 15.2 2.7 2.0 1.9

38.7 44.1 57.7 50.0 40.0 10.6 8.2 4.6 1.1 25.1 11.7 18.6 12.9

2.0 1.2 1.0 0.9 0.7 0.1 0.3 0.6 0.1 i.l 1.8 0.1 0.6
8.3 10.3 8.7 5.9 2.4 2.1 1.6 0.1 — 3.8 — — —

1.6 0.6 O.I 0.3 — — — — — — — — —

_ — _ _ — ____ — — — — — — — —

1.3 2.1 1.2 2.2 2.9 2.1 1.6 — 0.1 3.8 0.1 0.3 0.6
1.2 1.3 1.1 0.4 3.0 0.1 2.5 0.5 — 3.1 0.2 0.3 0.4

19.7 24.1 39.9 35.0 18.0 4.6 2.0 1.5 — 8.1 — 17.5 11.2
_ ____ _ __ 5.5 _ — — — — —

4.6 4.5 5.7 5.3 7.5 1.6 — 1.9 0.9 5.2 9.6 0.4 0.1

128.6 124.0 165.6 125.3 137.2 34.2 43.4 24.9 34.3 136.8 36.6 45.2 38.2
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