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I N T R O D U C T I O N

The main aim of this research to probe into the 
development of shipping in Guyana to review the factors 
that help in shaping the policies in this direction.At 
first, it must be stated that my country's major exports 
are bauxite, sugar, rice and timber and its major import 
centers around petroleum products. As a result, my re­
search will show a bias towards shipment of the above 
commodities in terms of bulk. However, in the process 
of developing a frame cognisance will be paid to other 
-areas but not in depth as bulk transport or tramp shipping.

Moreover, the choice of this topic was derived out 
of thoughts that pre-occupied me and made me wonder if 
there is nothing happening in shipping in Guyana that is 
worth noting as those appearing of other Caribbean Countries 
in a monthly review of Caribbean Shipping Magazine. This 
reviews the shipping activities of several countries and 
their ports, but never have I in one instance read about 
anything about Guyana shipping. A foreigner to Guyana 
may say that perhaps shipping was andled under the caption 
of the Latin America. But even this is not evident.Yes, 
we are members of the Economic Commission of Latin America 
(E.C.L.A.) but the point is that we are a founder member 
of CARICOM and are closer to the peoples of the Caribbean 
through our colonial past and the inherited English 
Language.

It is in the light of the above that I have undertaken 
this research with the hope that this project will prove 
to be a starting point for further similar projects wich 
will provide additional information which will be beneficial 
to shipping as a whole. The following is an attempt to 
apply Parsons's theory of the "Social System" in the deve­
lopment of shipping in Guyana.
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C H A P T E R  1s a s s s s s s s  sc

Review of literatiire on shipping.

Overview on Shipping.

In our main theme, there are two concepts that we consider needs 
defining before we jotimey into this review. Firstly, what do we imply

I Iwhen we speak of development . It is evident that no analysis of society 
considers it as being static. We speak of change, growth and development. 
In the ^.spect of change, we simple mean that the condition and nature of 
a society become different from what they were before. Thus it is cleaa*ly 
possible to have a theory of change with necessarily having theories of 
growth. Moreso, growth is the simple process in which we visualize an 
increase in whatever specialized factor. It may be an increase in sheer 
density, size or complexity and consequently may permit an explanation of 

change.
Development is a more tricky notion. As a matter of fact, several 

theorists have consider it as multi-dimensional or may be a matter of 
pure inference. However, we will be more specific and relate this to 
specific social situations in which certain changes lead directly and 

decisively to other changes.
Development in all its complexities may imply quantitative economic 

growth ,ilt may also render fairly the idea of well-being in such growth 
as a phenomenon which is measureable in terms of increased national 
income or per capita income. In the latter, the well-being of the 
population indicates a higher standard of living which in itself proves 
to be complex and difficiilt to quantify;since it encompasses such various 
factors as the level of satisfaction of the needs of the population in 
terms of food and nutrition, housing, health, education, recreation, 

security, spiritual satisfaction etc .
Development in shipping in the light of the foregoing, is the outcome 

in a sense of qualitative and quantitative changes occurring in this area 
and conveying the effects of a rise in time the standards in this field
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as a total system.
I IShipping, on the other hand can be defined as Tinbergen has stated:

tiShipping is the husiness of transporting trade i.e. 
commodities and passengers by sea from a required 
port of origin to a reqiiired port of destination 

at a required time. * (2)

Shipping as a link in the transport chain of cargoes.

In the following, we intend to handle shipping in a broad perspective 
but as we go along we will strive to more specific, tadcing cognisance of 
otir main theme concerning bulk. Never-the-less, within this frame, ocean 
transport can be considered as part of the total transport chain of a 
commodity from the place of production to the place of consumption. As a 
result, ports are changing their roles that traditionally they were 
considered as final terminals for sea and inland transport of cargoes. In

y
t fthe new concept of Multi-modal transport, ports are now acting as points 

for the interchange of goods. Looking at transport as a integrated 
activity, documentation is facilitated by iinification ( one document used 
in the entire transport ), Such documentation facilitates international

t Itransport in conjunction with I.M.O. efforts to reduce the red tapes 
which impede internation trade. These efforts encouraged Contracting 
Parties to accept the 1973 amendments to the International Convention on 
Facilitation of International Maritime Traffic (FAL) 19^5 and to bring 

them into force on June 2, 1984*
I IIn addition, the application of the new concept of door to door in 

transport, will reduce considerably wastage of material* manpower and time.
It is also considered that the transit period and the possibility of damage, 
delay or loss could be reduced to a minimum. With this, different systems_of 

xmitization were adopted . Some of these were simple and inexpensive (pallets 

and preslinging) , while others (containers and their handling equipments- 
gantry cranes, transteiners,straddle carriers etc.) are more sophisticated 

and expensive.
* Tinbergen, J., Shaping of the world economy page 8
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To facilitate the free flow of commodities through transport, the 

United Nations Convention for the International Multi-modal Transport of 
goods was adopted in May, 1980. This Convention will come into force after 
50 states have become contracting parties. Out of this text, the unit load 
systems are as follows

(1) Preslinging.
(2) Palletization.
(3) Roll on,Roll off (ro/ro).
(4 ) Barge carrying vessels.
(3) Containerization.

Also., in the sphere of bulk cargoes.transport, different specialized 

vessels have been introduced in that trade. Specialization means the build­
ing of special ships which are designed for carrying a particular cargo. The 
specialized ships have special holds and special cargo handling gears. The 
service of this type of ships can work in oonfifmity with the whole trans­
port chain ,from point of production to point of destination . -The transport 
of bauxite can begin with barges to,deep sea ships , thence to an unloading 
port and the journey is completed by haulage by trains to the factory.

However, there are some main components ^hat are worth noting. These
are as follows*-

(1) Nature of vessel,
(2) Nature of trade*

(3) Condition of port,
(4) Shipping Organization,
(3) Shippers Organization .

The nature of ship 
The ship is the backbone of the service. All the characteristic of the 

ship must be studied in detail and considered before it is committed to the 
specific service so as to enhance the desired result. During the past decade 
the trend has been towards faster and larger vessels with advance machinery 
and improved cargo handling eqviipment. Moreso, there has been extensive use 

of computer with regards to ship type, speed, capacity, draft, beam length
3



etc. The number of specialized Tessels has also increased and this tendency 
is likely to continue. The specialized built modem vessel offer the 
cheapest means of international trade distribution. This in itself is one 
of the paramount reasons for the rapid development of trade in the past 
decade.

Tonnage measurement and the relationship between deadweight tonnage 
and cubic capacity are Important factors in determining the economic 
viability of a vessel. For, weight and space are the two dimensions that 
affect the carrying capacity. Because both weight capacity and measurement 
are vital factors in shipping as freight rates are charged based on either 
ton weight or ton measurement. The relationship between the weight and 
measurement of a commodity is known as the storage factor or loadabllity.
In calculating the stowage factor, bulk is expressed in measurement of tons 
per 40 cu.ft. and weight generally in long tons (2240 lbs).

The ship suitability is influenced mainly bĵ  three approptiate choices 
in consideration; Firstly, it has to be acquired at the right time and price 
with the necessary design; it has to be employed in the right trade and it 
must be sold at the right time, (whenever its operation prove inadeq\iate or 

uneconomical).
The ship as a technical plant is the operational unit of the shipping 

Industry. It has technical economies of scale relative to the individual 
vessel. These are administrative and financial economies of scale in regards 
to the business unit. Moreso, the tendency is for continual increase in ship 
sizes from economies of scale. The resulting gains would however depend on 
a variety of factors such as shorter time in ports, larger optimal size 
of ships. The longer the sailing distance, the larger the optimal size will 
be. The availability of full load cargo would lead to the tendency of 
increasing the optimal size of ships.

Mature of trade
The size and structure of world trading fleet are determined by the 

volume and structure of international trade and the world production and

consumption x>attems and this is translated into ton miles .nsxutlly, the 
nature of the ceurgo to be transported dictates the type of service required,

4



a e  shipowner desire will be towards satisfying his desire for conimerce.
Por example, we may have a cargo liner which serves a regular traffic between 
two i>orts thus offering a scheduled service on a predetermined route. In this 
trade, general cargo, which is generally composed of packed finished or and 
unfinished goods, dominates. The liner ship will be constructed to suit the 

requirements of that trade. Ships plying on these routes are generally of 
higher speeds with their holds separated into compartments suitable for the 
stowage of a variety of commodities (some sensitive cargo requires separation 
from others).To generate more income and serve the trade more effectively 
many vessels are equipped with added facilitied such as refrigerated holds, 
air condition system, special tanks for transporting liquids and in some cases 
heavy lifting equiianent which are invaluable in ports which do not have the

necessary facilities.
Modem technology has made goods available in places where the were not 

been hitherto. Meats, fish, prawns, and perishahles like vegetables and fruits 
are now transported by reefer ships ih reefer containers. The same can be 

said of the banana industry as specialized ships are consturcted to trans­

port bananas.
The nature of ports 

At each link in the voyage, there is a port. The suitability of a port 
are determined by a variety of factors which include depth of both the 
approach channels and the waters surrounding its berths', aad quays, ability 
to handle cargoes efficiently, industrial climate etc. However, there are 
a series of service relevant for the smooth operation of the ship whilst it 

is in port. These may be stimmarize as follows t-
(a) Piloting from anchorage to alongside berth and return

to anchorage.
(b) Loading and discharging.
(c) To a lesser extent may include repairs and supplies.

Never-the-less, it has been said that conventional vessels spends
about 60 percent of its life in ports-for one reason or the other. Thus 
the task of any shipping organization will be to reduce the turn around 

time of vessels in port. As a consequence, container ships, bulk carriers.

sm
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and tankers with higher rate of loading and discharging of transported 
cargoes, engendered their growth. (5)

Economics of tramp shipping

In keeping with our main theme. We will divert for a while from the 
general scene to look into the demsuid for this type of transport. Here, we 
see the magnitude of demand for this service depends on the following factors 

(a) the volume and structure of international trade,

(h) geographical pattern of world trade and constunption of materials - 
industrial and agricultural commodities,

(c) new demand for commodities transported by tramp ships at the 
covin tries of origin and distribution.

Moreover, the quantities of cargo transported within a given period of 
time, offers a period indication with regards to the time period in 
question. Thus any estimate of the magnitude of demand for sea transport 
or facilities can not be indicative of the true position unless the time 
•.and distance factors taken into consideration.

However, it should be stated here, the volume and structure of intemat’" 
ional trade is in constant flux and such changes are due to a varie-by of 
causes such as political, social, economical and or physical. For example 
the Russian grain failure twice within the last two decades due to bad 
climatic conditions, has caused sharp increases in demand for tr^p shipping. 
Also,a change in the governmental structure of a country may result in a 
shift in its foreign policy and consequently its foreign trade may be 

reoriented. Moreso, such reorientation may affect the demand for tramp 
shipping (decrease or increase) .Thus any analysis of demand depends on 
factors both exogenous and indogenous. However, the available data has 
shown that the general increase in tramp shipping go with increase in 
international sea-borne trade and world prosperity.

• B.N. Metaxas, The economics of Tramp Shipping page 52.
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Elasticity of demand
One of the most significant characteristics of the demand for sea- 

transport, based on the above, it is clear that its demand is derived. Never- 
the-less, tramp shipping services are needed to bridge the gap mainly, either 

'tween different stages of production of a commodity at different geograph­
ical points or between points of production and points where the commodity

will eventually be consumed.
Host cargoes carried by tramp consist of bulk materials. As a result, the 

demand for such services depends on the demand for these commodities at the 
importing countries. But the demand for the raw material are dictated by the 
demand for the finished or semi-finished products and services that generally 

go with them. The same is applicable in the case where the tramp is used as 
a substitute in the liner trade where such demand depends on the demand for 
the finished or final products at the importing country. Also, l^e demand 
for tramp shipping will affect the freight ratea as increased demand tend to 
up freight rates in the short run and vice versa . However, to.«et a better 
picture of the influence of demand on freight rates, we must consider the

following factors.
(1) the elasticy of consumers demand for the final product that the 

bulk is used for at the importing country,
(2) the qixantitative importance of freight rate in the market price for

the final product.
(5) the availibility of substitutes, that is to say, alternatives means

»of transport.
Here with certainty, we can say that the elasticity of demand for tramp 

shipping services varies directly with the consumer demand for final goods 
that bulk commodity is necessary for. More specifically, this situation is 

reflected by the following. A rise in freight rate causes a rise in the 
cost of the bulk commodity and consequently a rise in the cost of the final 
product. Increases in the cost for the final product or service causes 
reduction in the quantity demanded- the percentage of reduction depends on 

the elasticity of demand for the final goods.Thus reduction in the demand 

ibid p 44
-- -------- ----



and its decreased production causes reduction for bulk and hence the dememd 
for sea-transport. As a result, the more elastic is the demand for the 
final product, the more elastic will be the demand for sear-transport for the 
bulk commodity used in its manufacture. On the other hand, the more inelastic 
is the demand for the final product, the more inelastic will be the demand 
for the sea-transport for the bulk commodity that are used in its production.

Never-the less, we acknowledge that the demand for tramp shipping 
services is a collective one due to the fact that there are a'variety of 
commodities that are transported by tramp shipping services. Consequently, 
the various elasticities for final products (bread, electricity, machinery 
and furniture) that bulk commodities (grain, coal, iron ore and timber ) are 
necessary for their production , may differ. However, it has been establish­
ed that with the possible exception ef timber (used in the manufacture of 
furniture) consumer demand elasticities for the final goods for which these 
bulk materials are used tend to be inelastic. Thais it follows that the 
demand for tramp transport for these commodities will tend to be also 

inelastic.
In addition, the smaller the cost of sea-transport as a proportion of 

the total cost of the final product, the more inelastic will be the demand 
for the transport of bulk cargoes. This situation is most glaring in the 
goods carried by tramp ships as we caui see, the smaller the cost of transport 
as a proportion of the cost for the final product, the more inelastic will 

be the demand for the transport of the final goods in question.
To illustrate this point , let us review a situation manifesting two 

bulk commodities p and q. Here the sea-transport of commodity p makes up to 
50 percent of the total cost for the production of the final good r. On the 
other hand, the cost of transport of commodity q makes up only 10 percent of 
the cost of production of final good s . A 10 percent increase in the cost 
of transport of both commodities p and q will result in an increase of three 
percent in the production of final good r while there will only be an

Increase of one percent in the production cost for good s . As a result, a
8



10 percent increase in the sea-transport of commodity p would occasion a larger 
increase in the price of final good r and hence a larger reduction in the 
demand for good r and also for the transport of commodity p than a corres­
ponding increase in the transport of commodity q for the production of good 
8 and thus the demand for the transport of commodity q.In general , the 
smaller the proportion of total cost of production of goods r and St that 
are comprise of sea-transport cost, the more inelastic will be the demand 
for sea-transport services in respect of commodities p and q their 
final products r and s. This situation is considered most significant with 
the existence of substitutes or product sources nearer to the importing 

co\antry.
Anyhow, the demand for the services offered by a particular form of 

transport will be more elastic whereVer the possibility exists for the 

substitution of these services by another form of transport. Moreso, 
whenever the cost for a particular transport se^ices rises, the cost 
of that service becomes more costly in relation to the semrices offered 

by other means available. In the present stage of technological develop­
ment, the services rendered by tramps can also be done by other 
productive \xnits belonging to neighbouring industries of dry cargo liners, 

bulk carriers and tankers - especially in the transport of grain.
In this aspect, the existence in the short run, of alternative means 

of transport for trading routes, widens the scope of the choice for the 
users. Here, we can assume'that the elasticity of demand in the particular 
routes , tends to be greater than unity over a limited period of time.
However, generally speaking, tramp shipping is a moderate substituting 
industry as substitution of tramp ships by productive units of its 
neighbouring industries is a marginal process. Never-the-less, the present 
overwhelming dependence on tramp freight market on the grain trade, leads 

us to conclude that the overall demand for tramp shipping services tends 

to be inelastic in the short run.
Moreso, the short run periods in tramp shipping tends to last only for

a few months dtiring which the user negotiate the carriage of his cargoss>
9



But in the long run, the market Torces re-ajust themselves towards equilib­
rium. This process of re-adjustment may take years to complete.

We are also aware that the demand for tramp shipping services finds 
its expression in chartering by way of bulk ishipments of commodities.
The charterer may not necessarily present, for by arrangement his broker 

or representative may transact the business on his behalf. Never-the-less, 
regardless who the charter is, the dictates of trade engender the problem 
of secTiring necessary transport for his commodity / commodities.

Moreso, in the short run, the shipper or charterer is interested in one 
or more ships which are available in the vicinity and suitable for his 
purpose. In other words, the exporting merchant is interested in what we

i f
term -spot ship which will allow for the transport of his commodity without 
delay. However,the availibility of spot ships will depend on the situation 
in the tramp market at a given time and a particular area. If the market 
is high, these ships will tend to be scarce. Whereas, if the level of the 
freight rate in the market is low, there will be the tendency of over 

supply of tonnage. Thus in this situation, there are two very important 
factors facing the shipper as regards to tonnage requirement: the time 
limit within which he must ship his cargoes and the availibility of tonnage 
in a georgraphical area of interest at the time.

Basically, he-has three alternatives to choose from; he can make a 
shipment , making a loss financially; he may store or stockpile his 
commodity either at home or abroad(speculating), or he may sell hie 
commodities locally. However, what is most important is the fact that the 
shipper takes cognisance not only of the price of his commodity at the 
importing country or coimtries but also development in the freight market.

Anyhow, with the availibility of tonnage, the determining factor if a 
cargo will be shipped or not, is the price of the particular commodity at 
the export market. In some instances, however, the shipper may be faced 
with the situation of shipping his cargo within a definite time or lose 

his market. Here, he may have to conclude fixtures at a high rate and be 

a price taker »
1 0



Long r\ai considerations

After looking at the situation in the short run, we will review the 
sitiiation in the long run also. If the market is in a depressed state 
which allows excess tonnage in a particular area as freight rates fall to 
non-renumerative levels, some tonnage will be withdrawn from the route to 
be laid up or in sitxiation where there is general low freight rates to be 
chartered in other areas where it would be more renumerative to operate. 
However, in the long run freight rates would tend to rise as the cycle is 
repeated.

On the other hand, if the situation req\iires additional tonnage, freight 
rates will tend to rise. High rates in the particular area will invite 
further tonnage either again from the less renumerative routes or from 
the laid up position (even new tonnage may be admitted). The growth of 
tonnage due to the inflow will eventually lead to over-supply which will 
result in a fall in the freight rate.

Several factors contribute to tne constant fluctuation in the market 
conditions. These have the tendency of changing the average freight rates 
both locally and internationally. The pattern of constimers demand change 
constantly euid this influences the quantity and composition of demand and 
supply for tramp shipping services. This frequent change do not allow for 
any permanent long run equilibrium. Further, due to the fact that bulk 
transport tend to be uni-directional (one leg cargo transport) , this 
situation makes it difficult to establish an equilibrium price.

In order to deal with such fluctuation, we will assume ceteris paribus 
that the average level of freight rates tends to remain at the same level 
for a certain period and we assume that there is a deferred demeoid caiised 
by a bad harvest or miners strike. This unexpected development will 
immediately affect the supply and demand in the route. In our graph below, 
the effects of demand and supply is shown, as the price p of this commod­
ity in country A is considerably less than the price p̂  in the importing 
country. The apparent condition will be one favourable for the two count­

ries to trade.
11



Fig 1 Conditions for the demand and supply for a commodity in two 
countries in the long run.

The price of this co.iraodity in country I will tend to remain at p' 
at a high level and profitable trade will continue for as long as there is 
a deferred demand.Herein, the freight rates will tend to be high and 
tonnage will be on the increase in the area.; If the global freight rates are 
higher, the freight rates in the area will be adjusted accordingly. If on 
the other hand, there is surplus tonnage at the time and the averave freight 
rates are low, the level of freight rates on the traditional route will 
rise slowly at a level approximating to the equilibrium point. Thus tramp 
shipping will be able ta make normal profits. As ve have seen, in both cases 
the increase in demand for tramp shipping services and their cost will 
tend to increase.

As a result of increase in demand for a commodity in a foreign market 

and demand condition s in country E will be changing from ddss to d'd's's'. 
Therefore the price will increase from p to p'. However, when the deferred 
demand is satisfied in country E and home production or regular supplies from 

abroad of the commodity or its substitutes eventually increases, supply and
12



demand conditions will also be changing from d d s :s to d'd's's! As a 
result^ the price will fall from p to p ' ,

On the basis of the above, we can conclude that the demand for tramp 
shipping may rise sharply, but in the long run, will again decrease as 
soon as the marginal requirements of the importing country are met for that 
particular commodiiy.

Not-with-standing, shippers will always endeavour to have the cheapest 
freight rates and at the same time the shipowners is out to get as much 
as the trade can bear in freight, Moreso, in our assumptions above, we 
consider the behaviour of all charterers in keeping with the relatively 
small merchant. Now we will drop this assumption and look at the chartering 
operation of a liner firm, a government or a large industrial firm. In 
this operation, the charterers operate on long term basis. To avoid the 

problems of sudden fluctuations in demand, these business enterprises 
generally conclude time charter agreement with^shipping concerns which 
tends to last for several years. This does not imply that voyage charters 
are not used. On the contrary, these are used as the trade necessitates as 
in the case of a special order for a specific quantity. We can therefore 
conclude that the demand for tonnage in a given trade route will fluct­

uate continually with the trend for the trade in that particular route in 
the long run. (4)

Sea transport effects on trade

In concluding, we think it is opportune to review some of the grounds 
that prompted some developing countries to invest in shipping. In as far 
back as 1609, a Dutch thinker had recognized the need for shipping routes 
on the high seas be open to all nations. Then, he declared Mare Liberum or 
freedom of the sea. This principle saw its development overtime in the 
caption of free competition for all ships which ply in the world freight 
markets. This phenomenon gives shipping an international character.

Never-the-less, it is important that shipping be considered both within
a time and a place frame. Moreso, we are aware that the economist defines

production as the creator of utilities. Trsuisport as a phase of production
is an object of consumption (people may take pleasure trips). As a creator

13



of place utility, transport carries a commodity from one place where its 
utility (value) is low to another place where its utility is higher. While 
time utility implies the combination of storage and transport of goods when and 
where their values are low to and where they are higher.

The demand for sea transport is a derived demand since such demand depends 
on the demand for traded goods. Thus sea-transport is the vehicle of bridging 
the gap, either between different stages of production of commodities at 
various geographical points or between the points of production an place of 
cons\unption. Here, it is not \aicommofi that the output of one producer can be 
used as input of another. Moreover, it is an established fact that the oceans 
cover about three fifths of the globe; therefore, there exists an interdepend­
ent relation between international trade and sea-transport. It is also stated 
that about 90 percent of all international trade is carried by ships. As a 
result, if there is no trade there will be no sea-transport and conversely 
without sea-transport there will be no trade.

Because sea-transport depends on international or foreign trade, it is 
sens>itive to fluctuation in the international economic activity. Consequently, 
any decrease or increase in the volume of commodities demsuided at the inter­
national level leads to corresponding decrease/increase in the volume of sea­
borne trade and thus to similar decrease/increase in the demand for transport 
by ships. In the same way, both the volume and changes in international trade 
are influenced by changes caused by economical, social,political or physical 
factors. Based on the above, we can conclude that the demand for shipping 
increases with the general Increase in international sea-borne trade and 
world prosperity.

At the same time the cost for transport play a decisive role in the 
consideration whether a commodity is tradeable or not. This will depend on 
whether the cost of transport is smaller or greater than the difference 
between the marginal cost of production in the countries concerned. Marginal 
cost is the increase in total cost resulting from raising the rate of production 
by one unit. However, advance technology utilized by shipping in the last two 
decade, has caused significant continuous reduction to the real transport
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cost. Bigger ships with more powerful engines operation at slower speeds have 

resulted with lower levels of consumption.Safer navigation aids and more econ­

omical cargo handling gears and earg© storing devices were also introduced.These 
innovations and their accompanying economies of scale realized, caused contin­
ual decrease in the cost for sea-borne trade.

As a consequence, the ton miles cost decreased and became smaller than the 
difference in the marginal cost of production between the two countries greater 
distances apart. This facilitated the opening up of new markets. Further, if 
for simplicity sake, we omit trade barriers , we can arrive at a conclusion 
that there exist a direct relationship between thelevel of cost of living and 
sea-transport.In this direction we can appreciate that competitive goods and 
or their* substitutes are on the markets causing stability in prices- thus 
preventing one or a few products of the same commodity with higher price from 

dictating the supply side of the market. The consumer will thus be in a better 
position to choose the most efficient and less costly product to his own 
advantage- owing to sea-transport making it available.

The advantages derived from trade are best studied by cosidering the 
differences between a country with trade and one without. Without trade, the 
individual country will have to depend on only local production for all its 
needs. Here the living standard will be very low. However,on the other hand 
the other country by its involvement in trade , participates more deeply than 
merely that country trade with another. It participates by it contribution 
however small to the senario of the international trade that permits each 
country to develop its potential by specializing in the production of certain 
commodities in which she can. excel. This principle is known as the 'division 
of labour'.

The gains from trade and specialization are caused by what is termed the 
'absolute advantace’. In the simplest form, this situation becomes evident 
when the quantities of a particular resotirce which is required to produce 
a commodity in one country differs significantly from the quantities of the 
same resource re*quired to produce the same unit in another country. In our 
example country A is said to have an 'absolute advantage* over country B
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in the production of commodity X by using less resources . If, however, 
the two countries in producing two different commodities X and Y, Country A 
has the ’absolute advantage' in the production of commodity X smd country B 

on the other hand has the advantage over A in the production of commodity Y, 
then it will be reasonable to assume that total productions of commodities 
X and Y could be enhanced if each country specialize in the commodity for 
which it has a comparative advantage. This will result in better utilization 

of resources to the benefit of both country. (5)
The role of maritime transport in economic development.

International trade is both a generator of economic growth and at the same 
time one of the consequence, phrase differently, growth occurs when trade is 
created and growth itself creates trade. Since trade ceinnot be undertaken 
without the provision of the necessary tramsport, it is accepted that the 
availibility of reasonable efficient trsoisport is a essential element of the 
development process. In relation to developing countries, shipping remains 
overwhelmingly the most important form of international transport that is 

viewed with much concern.
Sea-transport, services have a dual role within trade. In one instance, 

sea-transport is developed to serve trade and in the other it foster trade.

To illustrate the importance of ocean transport and its role in global 
seaborne trade, XJNCTAD Secretariat has estimated that the value of world 
trade in 197O at 2,60? million tons valued at 21,000 millions U.S. Dollars.
Out of this C.I.P. value , the figure showed that the cost for transport was 
estimated at about 10.9 percent. Never-the-less, in t974t significant increase 
in the price of oil affected the cost of shipping by inflation. Faced with this 
situation, it was the desire of the shipowner to have atjleast a freight rate 
to cover his shipping cost in the long run. But this situation in the short 
run gave rise to higher freight rates in the dry cargo market. However, in the 
tanker market the situation was the reverse as the rates went below the 1970 

level.
Never-the-less, the acknowledged importance of ocean transport in the proc­

ess of trade creation stirred many developing covintries to foster the develop­
ment of their merchant marine. (6)
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Efficient low cost transport ty ocean shipping is of major importance 

in world trade; particularly in the case of developing countries in their 
effort to raise their standard of living through production and consumption. 
Moreover, shipping is affected by two main trends. One is the development of 
trade itself and the other is the technological amd institutional developments 
in its two sub-sectors - Viz ; regular schedule general cargo liner services 
and bulk cargoes non schedule shipping of minerals, grains, petroleum and 
similax products. The major technological developments which have taken place 
in shipping include cargo \mitization ( pallets, containers ect.) in the 

general cargo liner shipping , great increases in the sizes of bulk carriers 
as a direct consequence of the closure of the Suez Canal that started the 
real jtunborizing of these carriers. The closure meant that longer distances 
had to be covered as vessels had to round the Cape. This growth also permitted 
greater use of increasingly more specialized vessel such as the liquified 
natural gas L.N.G. carriers. A more recent trend'"has been toward automation 
aimed at the reduction of crew (particularly on the vessels of the developed 

market economy countries. Inspite of the fact that these developments have 
reduced or at least restrained increases in cost per omit of cargo carried 
they by the very means have increased the acquisition cost for the more 
specialized vessels» container vessels, L.N.G. or L,P.G, carriers, oil 
tankers etc. (7)

Never-the-less, the concern of the developing covin tries in the I960's 
and I970*s for their participation in their foreign trade , were reflected 
in the resolutibns of UNCTAD and other international forums. The adoption of 
the United Nations Code of Conduct for Liner conference in 1974 was in response 

to such 'calling'. Though this Convention has not entered in to force , we 
have witnessed Ihcreases in the merchant marines of several developing 
countries Yugoslavia, China, Korea, India Brazil etd,In the carriage of 
bulk , institutional development include the growing use of contract of 
affeightment and pooling arrangements.

Much attention was paid to their shipping policy that led to investments
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in shipping,even in liner shipping to serve a multiplicity of their econ­

omic, political and strategic objectives. They have developed am awareness 
of their dependence on foreign owned ships and the growing belief that by 
carring a significant share of their international trade in national owned
vessels , they could save scarce foreign exchange , reduce freight cost, 
exploit new markets and generally facilitate easier flow of their foreign
trade include that with other developing countries.

Code of Conduct for liner Conference

I n Chapter II Article I , the Code gives emy national line the right to 
become a full member of a conference serving its trade, to qualify* the 
national is required only to show evidence of its ability and intention to 
operate-'a regular, adequate and efficient service and to abide by conference 
rules. Article 2 deals with the rights of carriers to participate in the carri­
age of cargo. Whereas Article I allows a national shipping line the right to 

full aeabership in a conference serving the forei^ trade of its coimtry. Arti­
cle 2 ensures that the national carriers of the respective trading partners 
receive the rights to a dominant share of the cargo. Third country shipping 
lines,if admitted to the conference , are assured of the right to acquire a 
significant but lesser share (such as 20 percent) of the trade. Chapter I 
defines several other Code terms which generally axe non-controvereal. Since 

in further disc\xssion these terms may be used , the reader should become famil­
iar with the Code specific definitions. 

j^rd Country shipping line

A vessel-operating carrier in its operations between two countries of 
which it is not a national shipping line.
Shipper

A person or entity who has entered into, or who demonstrates an intention 
to enter into, a contractual or other arrangement with a conference or 
shipping line for the shipment of goods in which he has beneficial 
interest.
Shippers Organisations

An association or equivalent body which promotes, represents and protects
18



19the interest of shippers, and, if those authorities so desires, is 
recognized in that capacity by the appropriate authority or authorities 
of that country whose shippers it represent.
Goods carried by the conference -
Cargo transported by the shipping line members of a conference in accord­

ance with the conference agreement.

Promotional freight rate -

A rate instituted for promoting the carriage of non-traditional exports 

of the oo\intry concerned.
Special freight rate -
A preferential freight rate, other than promotional freight rate which 

may be negotiated between the parties concerned. * (®)

Development of a merchant marine

Anyhow, to participate meaningfully in their foreign trade there are a 
range of option available to many developing countries. At one extreme, goods 
could be negotiated on a c.i.f. basis and exports sold f.ob. - 'thus in theory, 
leaving all the shipping arrangement to trading partners which gives up any 
control or influence over these arrangements and their cost. On the other 
hand, a national flag fleet could be developed with a capacity (even by 
chartering or leased tonnage ) to carry a significant amount of the country 
total foreign trade as well as an involvement in cross trade between third 

countries.
Conceptually, however, the investment in vessels to be tised in trades 

route to and from the investing country,that are. presently served by foreign 
flags ( liner or bulk vessels ) can be considered as an import substitution. 
Investment in bulk vessels for cross trading,on the other hand, can be 
considered an export industry. Similarly, investment to exploit new markets 
or routes where there was no service previously could also be considered as 

an export industry.

®hus the potential benefits to be derived from shipping investment can be 

summaurized as follows.

* The Implementation Of l!he U.N. Code Of Conduct For Liner Conferences
VoTI p̂ lB



(a) net foreign exchange eavings on the country's present

or normal traffic;
(h) assistance in the form of value added to the country's

foreign trade and economy generally through the economie
activity generated by lower freight rates and/ or new/ ,
better and more secure shipping services and/ or better

( a' export returns on essential bulk commodities;
(c) backward and forward linkages with the rest of the economy 

which lead to greater economic diversification and devel­

opment; and
(d) net profits from the shipping operations. This latter item 

is likely, in fact, to overlap with (a) and care needs'’be 

tadcen to avoid double counting.
Never-the-less, a review of the limited information on the profitability 
of shipping, indicated-that some investments are likely in some saving 
of foreign exchange. But these savings will be greatest where the company 
can operate profitable and where in the initial build up period, the 
coTintry can utalize domestic resources as far as possible rather than 
foreign shipping resources,( crew,management.and overhead, insurance, commun 

ication, vessel repairs, spare parts and supplies and if possible locally 

biiilt ships.
The second potential benefit can be derived is its positive effect on 

the foreign trade balance. This can be achieved by reduced freight rates on 
current import/ export and result in traffic generation effects of a more 
suitable and improved shipping service. But these benefits will only accrue- 
if the national line operate efficiently at competitive rate and to the 
extent that the new services are integrated into the general co-ordinated 
trade expansion programme .or a specific foreign ,-03̂ iented project.

World Bank Staff Working Paper no. 502 Developing Countries and
International Shipping page -lv-
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The profitability in a shipping operation is a aojor factor influen­
cing most of the decisions to invest in sea-transport by many developing 
coiaitries. Anyhow, analysis of these operations seems to s'uggest that 
some nationally owned shipping companies appear to be profitable. The same 
can be said of a privately owned company operating in developing country 
in the light of its repid expansion. Also, it is evident that several 
shipping companies in developing countries have either been losing money or 
earn marginal returns. However, the economic benefits from sound inveslanents 
in shipping and Its potential for broader developments' will^depend signific- 
j'l^ificantly on how shipping integrate with and contribute to the economic 
development of the investing coiintry. Economic linkages depend on the pattern 
of that country's resources allocation auid or the degree to which the nation­
al fleet draws on tne domestic industries such as ship-repairing yards, 
marine insTirance, ship financing organization, ship classification services, 
marine research institutes etc. "

He are reminded that any embarkment on such a venture as shipping, this 
is a capital-intensive industry with at best moderate direct employment 
created effect. This fact is more conspicious especially in the acquisition 
of modem con'tainer vessels and large bulk carriers. Unless important 
backward linkages exist, the n\jmber of jobs created indirectly may be 
fairly limited. Capital investment may be reduced by focusing on relatively 
more labour intensive sectors by using second hand vessels or throiigh joint- 
ventures with established shipping nation or lines. These joint-ventures 
will permit means of acquiring operational experience and most importantly
contact with the market.

Shipping is extremely risky business subjected to oonsderalbe fluctuat­
ion in demand and supply and in the case of bulk, to volatility in freight 
rates. It is also in vessel technology, rapid movement of exchange rates, 
and national and international regulations.of various kinds that can 
affect the cost of shipping (increases or decreases).and a multiple of 
other factors. The extent of the risk involved varies significantly with 
the type of shipping or operational pattern used. In bulk shipping that
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1b part of a more integrated project or is \mder long term charter arrange­
ment, the risk is comparatively small. Liner shipping based on a coxmtry's 

normal bilateral agreement is also less risky relatively than is cross 
trading in liner or bulk trades. Often, also in many cases, there are 
less costly alternatives to investment in shipping that need to be exploited 

such as a domestic forwarding industry whose main task would be to achieve 
lower transport cost . This cost can be realized through the international 
ddor-to-door freight control over cargo movements between inland points, 

strengthened shippers organization as a means of balancing the powers of 
shipping conferences and providing a medium for commercial consultation, 
and long term chartering and or leasing of vessels by national shipping

lines.
In summary, the relative capital-intensive nature of shipping, its 

riskiness, the uncertainty siirrovinding the potential benefits to be 
derived, and the fact that alternatives exist for using national flag 
vessels which are generally are available, suggest that very careful 
consideration of inter-sectoral investment priorities and proper 
evaluation and feasibility studies must be undertaken before new invest­

ment are commited into this sector. Prom a national point of view, 
assertion of the key factors must include: present and prospective trade 
volume and pattern; the suitability of the shipping services; the potential 
benefits fron institutional improvements and provision of related facilities 
(i.e. ports); the likely available supporting institutional operational and 
other types of facilities required for the national, shipping fleet. These 
may include ship financing available for the procurement of ships.-after 
prior consideration on the potential benefits to be accrued as against 
alternative investments in other sectors. In this connection, cognisance 

must be paid to the fact that shipping is an international industry

requiring an internationally oriented framework. Here, we are reminded 
that money can be available from abroad but this binds the receiver to the 

donor. Also it is acknowledged as a fact that ships are moveable assets 
which can be bought, sold, and chartered on the international market . (9 )
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The Role of Ports in Economic Development
In the above, we concentrate on the role of transport in economic 

development, but to have a. look only at this mode without viewing it in 
the context of its complementary industries will be one sided. Thus we 
will examine the other side of the coin in the important role played by

I t  r  Iports also. Here, the concept of role is synamous with the part or funct­
ion, Moreso, we are asserting that the relationship of aport and economic 
development of a country in so far as it relates to the trading patterns 
which include the type of shipping or transport reqiiired, will have a 
direct impact on the trade. This position we have taken as a result of 
the developments in trade and its interplay as a consequence. We have 
witnessed the effect of containerization introduction into shipping. Also, 
ship sizes have been on the increase, and ports are following this trend 
by expanding their activities where possible in order to cope. In some 
cases where facilities prove inadequate, new ports have been established.

Bremenhaven is one of such ports which was developed as a'specialized 
container and car/ vehicle port when the facilities ( depth of waterways, 

space for expansion etc, ) proved to be inadequate.
However, elements of cost combined with efficiency determine whether 

a port is competitive or not. This situation can be varified if we look 
at the largest European ports. Rotterdam, La Havre, Antwerp, Hamburg, 
and Bremenhaven have all developed enormously their capacit4.es and facilit 
ies to become cost effective and thus competitive to attract as much of 

the trade as possible.
However, let us rettim to our notion of role. Here, again we stress 

that the port is a'node'in the total transport chain. But before the 
question is asked what we imply when we speak of node, we will answer this 
question by returning to the development of containerization. This develop 
ment was devised to permit the smooth flow of commodities from the factory 
of the manufactvirer in one country to the designated place of the buyer in 

another. By this mode of transport, it is implied a total system of transp

^rt- inland and sea. As a result, we can envisage the importance of ports
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as links between the two modes. Within the ports, enormous flows of goods 
or people are trsmsferred from marine vehicles to be broken down into 
smaller flows for further transport by land vehicles.-railways, inland water­
ways, highways or in some cases by air-routes. On the converse, the port / 
receives small quantities for consolidation into larger shipments for foreign 
trade. Thus the port is a critical subsystem with the total transport chain.

In addition the main objective behind this transport system, was to 
minimize the real cost of moving commodities. Thus to achieve this goal, it 
became necessary to sub-optimize each of the sub-systems. The gains derived 
to this end became evident in that with the increase in the sizes of ships, 
the cost per ton for the transport of commodities decreased.But these benefits 
cannot-be forth-coming if the capacity of the port do not increase corresp­
ondingly to cope with the increases.'This generally result in longer ship's 
time in port (and demurrage payments). We may face the situation where there 
is a gain from decreased freight but an increase in demurrage that can be 
more than such gain. As a result the total transport cost rises.

However, it would be \mwise for a port to tailor all capacities required 
for the biggest vessel which calls; for such an inves-tanent may prove not 

compensating for the ftxpeilditure incurred in catering for larger vessels. For 
the inves-tment may increase more rapidly than the cost of the ships time 
decreases. In this case, there would probably be an optimum point in the 
total cost curve between the ships time and the port cost that the port 
should provide. Further, while added economies of scale can be realized in 
some trades.b^..using larger ships, it would require an increase of up to 
30 percent to maintain tumround times. But it must be taken into account 
that the port's capacity may be improved with the expressed idea of achiev­
ing quicker turn around time while the inland link do not keep abreast 
with the developments. Thus the cost for providing port facilities must 
be considered in relation with and appreciation of "the relationship among 
the various cost structures in the to-tal transport system. This can be the 
guide to timing the amount to be invested in port development.

It is also Importaht to Identify where bottlenecks or the highest cost 
are incurred. Many studies have been tindertaken in this area. In one case 
study, in an South-East-Asian country, in a total transport system, it was



found that the greatest individual cost was incurred over a relatively short 

distance between the port of discharge and the selling place in the hinter­
land. It must be noted here that such a situation will influence significant­

ly the cost or selling price of the commodity. Also, the port haindling 
facilities may be improved but at the other end the movements to the hinter­
land may prove to be inadequate and thus ineffective. This may lead to 
congestion in warehouses on the pier or wharf. Thus we see the need for an 
integrated plan if any development is forthcoming within this chain.

In.vlooking at development in terms of a 'total system' port planners will 
be in a better position to phase investments in port development and at the 
seune time advise the land link operators of such improvements and the 
appropriate changes necessary in their linkage. Information leading to the 
adoption of new technology such as palletization or containerization and 

the advantages to be derived from processing or semi-processing of exports, 
at'the points of collection will give rise to new forme of hinterland

distribution and collection.
In the other sphere, the ports are the places where the economic or . 

commercial activities are organized. Depending on the terms of the shipment 
and other related factots, the port is the focal point where goods leaving 
and entering the country are often subjected to custom formalities, payment 
of taxes and duties, change of ownership and sometimes even quality control 

inspections
The influence of ports in the socio-economic structure

This situation mostly revolves arotind what we may refer to as the 
'capacity' of the port. At the first glance, we tend to think of a port as 
an area within the designated port limits i.e. on the landward side, the 

area between the port perimeter and on the sea-ward-side, the area within 
the laid down limits such as wharf,pier, sheds, anchorage etc. However, 
looking at it in a wider perspective, we can see that the official 
designated areas of the port limits are just essentially the heart core of 
port activities, the surroTinding areas and port related activities conducted 
within, are of great significance. The continued operations are vital since
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they axeathe lifeline of any port.
Moreover, the interplay of so many divergent factors( circumstances and 

parameters Involved) has caused the link between sea and hinterland 

transport, road, rail, inland waterways or coastal shipping, to develop 
supportive or ancillary activities. Thus,within this frame, we will intro­

duce the concept of 'Maritime Transport* and to this we Include the above 

transport link or supportive activities.
Thus, in order to analyse the situation, .it becomes of vital importance 

in acknowledging the role function and Impact of a port activities, facilit­
ies, and capacities to the national socio-economic development in regards to 
proper port planning. In this respect, such a problem must be reviewed and 
studied in its entirety along the lines of 'maritime transport' as defined 
above. To this end, we will address the topic to its basic fundamental and 
study it under the headings below.Hever-the-less, before we develop our 
basic thoughts, we have glanced at the side issties that are related to the 
creation of infrastructure such as the civil engineering sector and we have 

arrived at a extremely diverse list of related activities from which we 

have selected ten major activities that we are noting.
Thus,out of the several factors that contribute to the pursoiance of 

maritime trauisport activities our selection is as follows t lighterage, 
transport, warehousing, shipbuilding.and shiprepairing, ship supplies, 
bunkering, ship operation, ship agency or freight forwarding, banking and 

Insurance.

Cargo handling

This relatively involves the movement of cargoes from the holds of ships 
to a point within the port or over the side of the ship to another ship or 
craft/ barge. This operation can be divide into four broad categories;

(a) container and unitized (palletized) cargo.

(b) break bulk or general cargo
(c) dry bulk (bulk wheat,com, cement etc.)

(d) liqtiid bulk (pertoleixm products in bulk -fuels and gases)
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Lighterage

This activity covers the movement of commodities from the port limits 
to points outside even the hinter-land. For convenience these can be class­
ified into three areas;

(a) road or rail to inland depot or waterway and reverse,
(b) road or rail to points within the port area or its immediate

environs,
(c) ship to ship or barges (including interim storage on lighters) .

Transport / haulage

This activity entails basically road transport by truck or rail haulage 
from the port area to the consignee's premises and return. This we have broken 
into two sub-systems.

(a) containers,
(b) break-bulk.

Warehousing

Such an activity is generally carried on within the port but with the 
necessary facilities caui be organized elsewhare. For example, a container 
freight station C.F.S. could be established nearer to the industrial areas 
which can enhance stiiffing and unloading containers. This we have divide into 

two groupings.
(a) transit sheds and warehouses
(b) open storage areas (for stocking containers, vehicles etc.)

Shipbtiilding and shiprepairing

This activity covers a wide range of sub-activities ; but only those we 
consider most relevsuit will be mentioned.

(a) ship bu±ldt^.''(ocean and coastal) small crafts and aiixiliary 

vessels,
(b) repairs work to ships, small crafts and auxiliary vessels,
(c) repairs and maintenance work relating to mechanical handling 

equipment for cargo and containers.
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(d) mamufactuxe section for gantry cranes and bridges.

Ship supplies
This activity involves the catering in the supplies in provisions, ship 

stores- deck and engineroom stores and spares.
Bunkering

As the name implies, this involves the supplying of b\inkers or heavy fuel 

oils if necessary to vessels as required.
Shipping operation

This operation involves the acquisition of 'vessels either by owning or 
chartering (important that this be done through a broker) and the operation 

of such vessel or vessels.
Ship agency and freight forwarding.

This is the activity that covers all the foregoing shipping activities 
and is supportive to the overall activities of shipping.

Banking and insmrance

This is the activity that governs,the financial aspect of the shipping 
industry and includes financing for leasing/chartering, provision of loans 
morgages to finance the acqviisrin^-nf new buildings, repairs etc. It involves 
the day by day transactions relating to Bills of Ladings, Documentary Letter 
of Credit and any other banking facilities provided to shipping activities. 

It also embraces the activities in insurance in so far as they relate to 

marine and cargo. (10)
. Xot-with-standing the above, in addition, there are numerous supportive 

or ancillary services which form an integral part to the shipping activity 
as a whole, but to continue ±n numerating them will be fruitless. Of these 
such items like pilotage, the establishment and maintenance of aids to

navigation(both visTial and electronic), commvmication systems , towage and

salvage, firefighting and policing or port seotirity services ; though these

were not handled above, these must not be taken for granted as diligent 
attention must be taken of their contribution.
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It must be note d that all of these activities are interrelated within 
the total chain (maritime transport) in which every country, while tney 
contribute to the end result, they are in turn, to a greater or lesser 

degree dependent on the overall scope and orientation of it for their own 
existence. In consequence, each activity is both contributing to and reactive 
with the overall shipping situation.

Moreover, most importantly, there are two main common denominators 
influencing the ten listed activities : they are the volume and type of 
cargo to be handled and the required aimber of ships and tannage for the 
trade. Without prior knowledge of these two elements, it would be impossible 
to determine the correct quantity or factors that contribute to any of otir 
list-'lighterage, warehousing, bunkering etc. Thus the scope eind orientation 
of each activity is not only interdependent but are all initially and funda­

mentally dependent on the overall volume and commodity types of cargoes on 
one hand and the number, size, and types of ships necessary for the particul­

ar trade.transport, on the other. (li)

General Impact.

Technological progress is a challenge as well, which, on one hand, is 
affecting both shipping and ports. But, on the other hand, it may be derived 
from both sides of the market. As far as developing countries are concerned, 
technological development in shipping has two effects as proposed by Stxmney.

'* there is, first the effect arising from the fact that the technolog­
ical development has occ\u:red in countries with different relevamt 
prices of labour and capital than is the case in developing countries 
and, second that improved standards of services, for example,greater 

sS>eed'ma^ be'important in developed "countries’ but "noV'fbr‘'the shippers 

in developing countries. •* ♦ .. .i-... >. i r . • r: - -
To this he has added that in-eo-far as the technological developmemt in 
sea-transport affects the advancement of technology of the equipments of 
ports, the shippers are not indifferent to technology because while the 
ton/ miles cost to him may be the same for different relative cost levels,

* S.G. Sturmey,Technological changes in shipping and its impact on ports.
page 2.



handling cost in the port is likely to be quite different for diverse shipping 

technologies.
Sturmey has stressed the need for port planners to proceed with caution 

and not be carried away into making investments that may turn out to be 
detrimental. Thus he warned that in some cases , the technological develop'** 
ment may not accomplish the desired end. Such a situation should be avoided 
at all "cost. For example, a port may provide a container facility at the 
request of a shipping lineor lines and finds that the lines later change their 
minds about putting container ships in the trade. Or, we may have a situation 
that the different lines are asking for specialized equipment for cargo 
handling. So to invest in specialized equipment at the whims of each line 
will be "folly. Here, it would be wiser for the line to be committed by invest­
ments in equipments and installations that are less amenable for disappearance 

whenever the line choose to leave. (12)
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C H A P T E R  11 

Guyana

Official Name : Co-operative Republic of Gxiyana .

Lamgiiage; English, Amerindian dialects.

Ethnic Groups; East Indians 51 Africans and mixed Africans 43 ^/O 
Amerindians 4 ^/O , European and Chinese 2 ^/O .

Religion Christians 57 °/0, Hindu 33 °/0 Muslim 9 °/0 Others 1 °/0

Education Years compulsory ages 5 - 1 4  literacy - 85 /̂O, Education 
free ; Kindergarden to viniversity.

Government Type; Republic within the Commonwealth of Nations,
Independence May,26 1966, Republic Feb., 23 1970. New Constit­
ution I960. Branches; Executive President, Head of State & 

Head of Government.
prime Minister Legislature in inicameral Nation­

al Assembly 65 elected members.

Judiciary Court of Appeal, High Court and the Lower .-Courts.

Regions 10 sub-regions headed by a regional Chairman.
Political Parties: People's National Congress, People's progressive Party,

Exchange

Working People's Alliance, United Force, Vanguard for 
Liberation and Democracy. Suffrage; Universal over 18 yrs.
4.3 dollars Guyana = U.S. 1 dollar Dec, 1986.
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History

G U Y A N A

The'Guiamas', an area streching between the Amazon and the Qronoco
Rivers in the northern South America, was sighted by Christopher Columbus
on his third voyage to the West Indies in 1498* Although the Spaniards
laid claims to this area, the British, Dutch and the French were the first

to open up the three Guianas to commerce. The Spaniards and Portuguese
were more interested in settlement of Venezuela and Brazil that were
bigger countries and lend themselves to easier settlement. As a result,
the Dutch, British and French found it comparatively easier to establish
trading posts with the Amerindians (combination of American and Indians)

(1)and establish settlements in these territories.
The Dutch settled in Guyana in the late sixteenth century, when the 

Amerindians welcomed them as trading partners. Later, the European settlers 
began to concentrate on the production of coffee, sugam? and cotton.

Colonial control and exploitation of Amerindians and later slaves 

brought in from the West Coast of Africa to work on the plantations, 
followed interrupted briefly by exploits of the British and French 
privateers. In 1604 and i6D9, -the British under Captain Charles Leigh and 
Robert Hardcourt, made Tinsuccessful attempts to settle in the small 
colonies as they were resisted by the Dutch who had established settle­
ments in Pomeroon and as far as Kyk-Over-al (see over all) at the junction 
of the Essequibo and two of its tributaries, Mazaruni and Cviyuni. However, 
no formal government was establish until the Dutch West India Company was 
formed in l62l. By 1730's, the Dutch sugar plantations were prosperous 
and soigar cultivation was on the increase. The Dutch hold on Guyana was 
enhanced by the administration of the Director General of Demerara and 
Essequibo- Laurens Storm Van Gravesande (1745-72). By 1775, there were 
over 50U plantations of sugar, coffee and cotton and they were worked by

over 100,000 slaves.
However, during the war with Holland, the British captured the
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settlements in Essequibo, Demerara and Berbice. But between I78l-I803t the 
control of this area changed hands several times between the French, British 
and the Dutch; falling in I8O3 to Great Britain. Finally, at the end of the 
Nepoleonic Wars, the Netherlands ceded Berbice, Demerara and Essequibo to 

Great Britain by the Treaty of London (I814) which ratified the Articles 
of Capitulation of I8O3. In this Treaty, the terms of Capitulation made 
provisions for the rights and privileges of the Dutch people. By this, the 
Dutch Constitution and Roman Dutch Laws were upheld.The legislature consis­
ted of a Court of Policy and a combined Court under the Financial Represent­
ative, controlling finance and taxation. This Dutch styled constitution 
lasted vintil 1891. Meanwhile in I851, by the Congress of Vienna, the three 
colonies- Demerara, Berbice and Essequibo were united into one colony and 
the Dutch town, Stabroek was retnaaled Georgetown, the capital.

The nineteenth century saw the rise and decline of the sugar industry 

in the colony; though stigar thereafter remained the key factor in its 
developmentj(i-f not existence^*Further, with the abolition of the slave 

trade in̂  1807 which was followed by the Abolition of Slavery in I834, many 
planters were ruined.The loss experience as a result of freeing slaves and 
its depletion of the labour force was major contributory factor. This started 
the importation of indentured labotir from Germany, England, Ireland, Malta, 
India and Portuguese from Maderia. The largest number came from India. Thus, 
between 18J8 - 1917, 340, 962 Indians immigrauits arrived in British Guiana. 
At the end of the Apprenticeship Period in I858, freed African slaves 
bought a number of estates and established villages — Asricola, Buxton, 
Plaisance and Victoria owe their existence to this and bear evidence of it 
in that today they are mainly populated by people of African descent. After 
1853, the Chinese came and together with the Portuguese branched off into 
trade while the Indians turned to rice farming. This blending gives Guyana 

a proud position of being called the land of six races.

Guyana was administered by Britain through the Governor and Council 
which were appointed by the British Administration. N®ver-the-less, a new 
constitution, providing for universal adult suffrage, was introduced in

1953. 34



Geography

Guyana is situated on the north-east coast of South America eind is

bounded by the Atlantic to the North, Suriname to the west, Venezuela on 
the West, and Brazil in the South . The area of the country is about 
2l4f969 sq.km, and had an estimated population of 900,000 inhabitants in 

1985. The inland forest covers about 85 percent of the total area and there­
in lies the natural resources of the country- bauxite, manganese, timber, 
iramium, gold and diamonds. The grass covered savannahs of Ebini in the 
Co\mty of Berbice and Repununi are about 20,700 sq.km., situated in the 
hinterland, are s\iitable for rearing of dairy (stock farming). The coastal 
plains are between 16 and 65 km. wide. This area serves two purposes; most 
of the population live and on which the rice and sugar cultivation are 

organized. Gtiyana is watered by four navigable rivers - Essequibo, Demerara, 
Berbice, and Courantyne. The climate is tropical but the north-west trade-
winds mitigate the heat along the coast where the temperature varies between 
0 o22 C and 32 C. The rainy seasons are April to June, and mid November to mid 

January.

Economy
The main feature of the economy of Guyana is that the government 

controls about 80 percent. This was in consequence to the nationalization 
of the major industries after talks on government participation in these 

enterprises broke down. Even the ship repairing and ship building enterprise 
were nationalized . Never-the-less, the government took steps to compensate 
the former owners.

An important area that benefited from the large expance of the forested 
lands was the timber ind\istry. This too, fell into the hands of the govern­
ment through nationalization. Here we have the Guyana Timber Corporation 
which co-exist with the smaller privately owned enterprises. However, the 
marketing of timber is organized through the Guyana Timber Export Board.

Another industry over which the government do not have the type of 
control based on ownership, is the rice industry. The planting and reaping

of rice are solely in the hads of private persons, but the distribution, both
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locally and externally, is controlled by the government and in terms of 
export this has the Guyana Rice Export Board (G.R.E.B.)

Secondary industries include boatbuilding, manufacture of biscuits, soap, 
margarine, edible oils, building blocks, clay bricks, cloth and underwear, 
and compressed boards (including plyboards). Other items include plastic 
products amd cosmetics.

Guyana is a founder member of the Caricom Community but unlike Trinidad 
and Tobago is unable to export its principal product, bauxite, to members 
within the Community. Increased fuel cost and deteriorating trade conditions 
caused shortages in the foreign exchange earnings. Faced with this situation, 
the Government had no alternative but to impose import restrictions on most 
goods (not only on goods originating outside the Community but also within). 
Such restrictions were not in keeping with the Caricom agreement but were 
necessary,as the trade deficit fell from 490m in 1981 to G $40?m in 1982 
although the smuggling of products such as shrimps, gold and diamonds 
endangers this success.

Natural Resources.

Mineral placer gold commenced in 1884 and was followed by diamond mining 
in 1887. Prom 1884 to 1973i the output of gold was 415,413 bullion oouces. In 
1980, 11,000 ounces were declared as the production figure. Prom 1901 to 1973, 
the declared production of diamonds was 4,008,211 metric carats and the figure 
for i960 was 10,200 metric carats.

There are large deposits of bauxite and the production of 1981 was as 
follows: dried baxxxite 1,011,000 tonnes, calcine ba\pcite 496,000 tonnes, and 
alumina hydrate 152,000 tonnes. However, prior to 1980, Guyana was the 5th 
in the world production of bauxite and virtually held a monopoly in the 
production of calcine bauxite. Moreover, the production have dropped consid­

erably over the years with the decline in prices for these commodities on the 
world market. Guyana has lost its foothold in the world calcine market due to 
increased production capacities in other countries.

In addition, falisscaie production pf?manganHse.7begajr:in-l960's but

production ceased in the 1980*s.Other mineral include copper, uranium and

molybdeum. 36



Agriculture.

The production of caine-sugar in 1982, was 292,000 tonnes and lii rice 
it was 182,000 tonnes. Other important products are coconuts, ground 
provisions and citrus fruits. Other tropical fruits and vegetables are 
grown mostly in scattered plantings; they include mangoes, papaws, avacado 
pears, melon, bananas and gooseberries. Such important crops as tomatoes, 
cabbages black-eye peas, red kidney beans, carrots,ginger, pineapples, 
eschallot and tobacco are cultivated mostly for local consumption. With 
the Mahaica, Mahaicony and Abary Irregation project coming into stream , 
more than one million acres will be available for the cultivation of rice 
and other crops . This will most certainly have a significant effect on 
trade and consequently shipping. The estimate of 1985 livestock; cattle,

(5)310,000; pigs 142,000; sheep,.117.000 ; goats, 75.000; and poultry, I4m.

Forestry.
X
f'

Guyeina can be divided into roughly three regions; the coaatal region 
varying in width between 16-4O km which constitutes the rich agricultural 
lands. There are three types of soil on the coast; the silty clay or mud 
forms the rice and sugar lands; Pegasse or spongy soils favours coffee and 
bananas; and the sandy reef lands are suitable for planting coconuts. South 
of the planes lies our second Natural region- the sand and clay- area. 
Covering about one-quarter of Guyana, it extends from the Pomeroon River 
inland to the Mazaruni, south to Apoteri and -thence eastward to the 
Courantyne, The ssmdy soils are not good for farming, but are covered by 
valuable forests of Greenheart, Mora, Crabwood, Wallaba and other timbers.

I
Greenheart is perhaps most useful. It is a very hard wood and is used to 
build wharfs and docks because it takes a very long time to rot and resists 
the attack of sea creatvires. The sand and clay regions contains another 
source of wealth- minerals. The main mineral is bauxite which is mined 
guround KwaJcwani and Linden and exported to U.S.A. Canada and Norway. The 
third is the hinterland of several mountain ranges and extensive savannahs 

Out of a total area of 21,497.000 hectares, 19,844.170 hectares of land
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Review of Exports and Imports
56

We have establish in Chapt. 11 that trade and shipping are inversely- 
related in so far as any fluct\xation in trade causes similar fluctuation 
in shipping in a particular area at a given time. Listed below are the

commercial exports and imports of Guyana for Callender years in US

1978 1979 1980 1981 1982 1983
Exports 295.6 292.7 588.9 346.4 241.4 193.3

(7)Imports 253.5 288.8 586.4 599.6 254.2 225.7 *1

The chief imports for 1981 s 555*000 5 unmilled wheat 42*569*OOOkg;
milk 4,748,000 gallons and the cost of fuel was more than half the total
export for that year (180.2 US $). The chief domestic export; Sugar,26?,000
tonnes; Rice,78,000 tonnes; Bauxite,(dried) 1,011.000 tonnes, bauxite
calcined,496,000 tonnes, alumina and alumina hydrate,152.000 tonnes; Rum,
5,204,000 proof gallons; timber, 56,000 cu. meters; molasses 85,544*000 kg.
The major imports for that year was from Caricd^m Countries primarily
Trinidad and Tobago stood at 55 percent, U.S.A.* 25 percent, U.K., 16 percent
and Canada, 4 percent. On the export side the chief receiving countries were
U.K. with 26 percent; Caricom countries as a block with 17 percent and

♦2 f 8^Canada with 4 percent. ' '
In 1981, the economy was at its peak due to favourable prices for sugar 

and bauxite on the world markets. Correspondingly, there were increased 
demand for tonnage in bauxite and that was the period when B.I.D.C.O. was 
busy in chartering of tramp tonnage to exploit the market (within the 
vicinity of 10 vessels were engaged in transhipment or shuttle to Trinidad.
In the case of sugar, this commodity was sold f.o.b.(seller delivers the 
goods alonside the vessel). Thus the supply of tonnage was organized by 
the buyer from outside - mostly for the U.K. Never-the-less, there was an 
increase in shipping activities and consequently increased tonnage.

However, after 1981, prices began to fall and this is reflected in the 

figures of 1982- a decrease of more than 10O US Sm . As a matter of fact 

both 1982 and 1985 showed decline and is reflected overleaf.

♦ The South American Yearbook F 840
*2 The Stateman Yearbook P 578



Imports(CIP) 
(G Sm)

poods T^everage
Tobacco

Hard.w. Petrol­
eum Prod.

Animal. Chemicals 
Vege table 
oils & fats

MhnufactMach and Misc Manf. 
goods equip. Articles

Miscell.
Transact.

Total

1976 115.6 7.9 8.1 558.1 10.7 91.1 224.1 -270.8 54.5 8.5 926.9

1977 100.0 4.2 8.9 160.6 14.9 75.0 152.8 225.0 45.3 22.9 8O5.6

1978 95.5 5.6 6.9 170.1 18.1 79.2 155.5 146.5 55.5 4.0 710.5

1979 107.2 4.5 6.9 250.7 20.0 82.1 168.5 145.4 40.5 4.2 8O9.4

1980 115.0 4.5 6.9 560.1 14.8 67.9 165.2 252.2 40.6 4.0 . 1008.7

1981 125.7 4.4 9.0 452.7 19.5 104.1 224.5 256.0 55.7 6.7 1256.1

1982 70.6 2.5 5.7 527.0 11.1 76.9 128.5 177.0 54.1 6.5 859.9
1985 51.7 2.1 6.9 519.0 4.0 69.7 102.6 171.1 24.7 5.9 757.7

Exports P.O.B • • •

1976 555.5 14.1 299.8 - - 7.1 6.1 1.9 12.1 .2 694.8

1977 274.5 9.1 541.4 7.7 5.0 5.4 10.7 .5 652.1

1978 554.0 11.6 540.7 X' 8,8 4.9 7.2 8.2 .5 755.9
1979 540.5 15.5 542.8 11.5 6.0 7.2 7.9 1.5 752.5
1980 428.5 19.4 495.8 10.2 4.2 8.1 7.9 2.5 976.2
1981 410.5 25.0 455.1 11.2 8.5 12.9 6.9 3.1 955.1
1982 546.6 9.8 297.9 16.5 7.0 15.6 6.2 2.9 702.5
1985 278.8 8.9 216.9 15.2 7.2 6.6 4.5 3.4 541.5

Source Annual Account Relating to External Trade 1983

Statistical Bureau Georgetown pp 1a-1b
(9)



List of major exports and destination 

Products Importing Countries
Balata United Kingdom, Brazil
Bauxi te Canada, U.S.A., Venezuela, U.K. Japan,Italy 

East Germany, U.S.S.R.
Diamonds U.S.A., Netherlands, Belgivun.
Hides £Uid Skins U.S.A.
Manganese U.S.A.

Ri®® Trinidad and Tobago, Cuba, Netherlands, East
Germany.

Sugar & Molasses U.K. U.S.A.France, Canada , Trinidad and Tobago
Timber U.K., U.S.A.,Cuba, Australia.
Alcohol Canada, West Germany, Netherlands, U.K.
Alumina Norway

List of major imports and country of^Origin.

Cars U.K., U.S.A., Japan, U.S.S.R.
Cloth U.K., India
Chemicals U.K., U.S.A., East Germany, Netherlands
Hardware U.K.
Cement Trinidad and Tobago, Venezuela, Cuba.
Milk Canada, Netherlands, N. Ireland, U.K.
Wheat Canada, U.S.A., France, Belgium.
Poultry (rearing* consumpt.) U.S.A., Brazil.
Petroleum products Trinidad and Tobago, Venezuela, Netherland

Antilles.
Machinery ( including transp. U.K. U.S.A. India, Brazil, Yugoslavia.

& vehicles, trucks etc.
Electrical Appliances.
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Bauxi te

The most significant percentage of Guyana's export of bauxite and its 
related product of alumina are shipped c.i.f. as the government conclude 
arrangements on a f.i.o. / f.i.o.t. basis. In some cases, these include 
bilaterial or barter agreements with friendly governments. However, the 
sand bar just off the coast, will not facilitate ships of drafts above 4*7ni. 
Paced with this situation, small shipments of below 10,000 d.w.t. are made 
or vessels are part loaded at Linden or Everton and the completion is made 
in Trinidad.^Very large shipment for Noth America, Europe and Japan are 
therefore made from Chaguaraunas in Trinidad where Alcan has provided the 
self unloading and loading facilitie-s where draft restrictions do not pose 
a problem. Thus developed the need for stockpiling of this commodity in 
Trinidad for transhipment.

Here, the policy of the Guyana's Government is to charter in the required 
tonnage to supplement its two Guybulk owned vessels. The Government has 
acknowledged that at the moment it has not the capability to acquire the 
necessary tonnage of its own and has reverted to a wise decision of time 
charter (voyage charters are utilized if traffic necessitates) for the haul­
age of this raw material to the shunting point. In the only market where 
free competition exists in shipping, it will be unwise not to use the 
service which gives greatest benefits( taking into account the cost of acquis­
ition, maintenance and repairs).

Moreso, there are proposals to establish an offshore terminal and studies 
have been imdertaken in this direction. But we feel that such a venttire needs 
indepth considerations. Here, it is evident with such establishment,.bulk 
terminals generally need sheltered waters. Also, to accommodate a bulk 
carrier of about 200,000 d.w.t. we need 18m depth or one of 64,000 d.w.t.
a depth of in excess of 12m is reqtiired since the ship will have to be
afloat. To attain such a depth, it will be necessary to go to a position of

between 10 to 15 nautical miles off the coast. In addition, the Equatorial
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Current which in general,flows north-westward at 2 to 3 knots throughout 
the year will also be considered.

In this area, it would be a worthy exercise to look at alternative 
solutions. Consultants are excellent to have but we must be aware that they 
too has an interest (vested) in who is to carry out the task and they will 
quickly recommend an associate firm for the job. As an alternative solution 
we are recommending two possibilities. One is for the establishing of a 
deep water port in the Easequibo River at Lanaballi and dredging the approach 
channel to this port. This can be established as a multi-purpose port with 
the future in mind. This can serve the oil industry when it is developed.
It will become evident that oil will need new installations when we start 
producing this commodity. Moreso, these installations as a prereouisite must 
be situated away from the towns and their populace. Bulk shipments of rice 
from the Essequibo Region could also be incorporated in the planning of 
such a port. There is no specialized vehicular port in the country. This 
could provide the avenue to develop the reqxiired facilities since this 
location will be ideal in that it is away from salt air which negates against 
storing vehicles in the open.

The second proposal will be the construction of breakwaters on the sand 
bar and dredging the access channel within. But prior studies of sediment 
drift or silting will have to be made.

In conjunction with the above, we feel that there is a need for a rail 

link between the major baiucite producing areas; Kwakwani/Everton-Ituni/linden- 
and perhaps Lanaballi. We have arrived at this position after considering 
situation wherein one of the narrow access channel may be closed due to some 
accident. In such a situation, what severe consequence would this have on 
shipping and thus the economy. These are some points that we consider need 
pondering about.

Before closing on bauxite, it is worth noting that in 1985, 340,709 tonnes 
of calcine bauxite were exported. The chief importers were Japan, TI,S.A.,TJ.K., 
and Prance with 97,230, 71786, 33,521, and 23,499 tonnes respectively. The 
total shipment of dried bauxite amounted to 779,768 tonnes and out of this 
Canada accounted for 235,632, U.S.A. 164,332, East Germany ,47,427 tonnes.
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Rice

In 1985, rice like bauxite experienced a decline in exports as exports
fell from 78,000 tonnes to 41*720 tonnes. Reduced prices and short fall in
production due to climate are all contributing factors. Anyhow, Trinidad
accounted for the major purchases with 25t270 tonnes which were mainly

sold c.i.f (cost insiirance and freight ) as local small vessels of between
400- 900 d.w.t were used . However, most of these vessels - although locally
owned are registered in St.Vincent and the Bahamas. The other major importer

(1 1)was East Germany with shipments of 12,550 tonnes sold f.o.b.
Never-the-less, in 1986 the Gtiyana Rice Export Board recorded a 31 percent 

increase as its export earnings rose from 1.75ni US to S6.5m for the same 

period’ in 1985* This was mainly due to an increase from 7501 metric tons 
to 21544 exported to the European Economic Community (EEC) . In addition,
1986 proved to be a successful year for the Guyana Rise Export Board (G.R.E.B) 
as it secured a three mon-ch contract with the i;?orld Pood Programme (W.F.P.) 
to supply 4106 metric tons of rice to Nicaragua and Honduras and was able 
to re-enter the Jamaicam markets after an absence of nearly three years, 
supplying 5415 tonnes. However, these developments are in keeping with the 
objectives of the G.R.E.B. which was established in 1985 for the expansion 
of export trade in rice, rice projects and marketing research and analysis

(12')pertaining to Guyana's export potential for rice and rice products. Anyhow, 
these exports were sold f.o.b. and did affect the shipping of Guyana per se .

In the field of shipping of this commodity, shipment continues to be 
mainly in bags. However, the task of the G.R.EB. in future if it is to 
serve its market, it will have to look at alternative - providing facilities 
for bulk shipment; especially to the E.E.C. Shipments in bag has proven to 
be expensive as we have seen,.shipments for the E.E.C. was made from the 
Essequibo and the vessel spent nearly three days to complete this exercise 
as the bags had to be cut over the holds. This operation is expensive both 
to the supplier of rice and the shipowner. An assessment would have to be 
made if the net benefit derived to the nation as a whole is worth such aui 
exercise. It may well for the G.R.E.B. to sell rice product but the operat-
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ing cost. The demurrage cost follows long after the vessel has departed.
So the rosy picture may not he as it appears. To correct this situation, 
and a savings to the foreign exchange, self unloaders could he introduced 
in the loading operation. But, most importantly, structural changes must 
take place in the industry to gear it for shipments of hulk rice. The time 
is appropriate for a change if we are to gear ourselves for the pressure 
which the agricxiltarral production will exert on the already inadequate 

facilities when the Mahaica- Mahaicony- and Ahaxy (M.M.A.) Irregation 
project engenders the production of agricultural commodities especially 
rice. It is envisaged that this project at its completion will allow more 
than one million acres of land for cultivation. The question we are asking, 
are we going to continue with hags? There are developing in shipping where 
shipment are made in hulk and if the need for hags at the delivery point 
arises, ship's bagging facilities are utilized. Not-with-standing,the trend 
has been toward hulk shipments to save time ( in shipping like most indust­
ries, time is money and if this is foreign money it is more expensive).

Sugar

This is the second major forbign exchange-.earner. Here also the price 

of sugar and other less significant factors have resulted in a decrease 
in both export earning and export in terms of tonnageof this commodity. 
Cane-sugar has faced stiff competition from the growers of beet in the 
traditional marketing countries. As a result. Sugar saw a fall in its 
export in the peak year in 1981 when 267,000 tonnes were shipped to 210,554 
tonnes in 1985. In 1985. the U.K. continued to be our chief buyer with 
142,270 tonnes followed by the U.S.A. with 19,272 tonnes, Canada, 18,724, 
Prance 18,128 and Trinidad and Tobago with 10.099 tonnes. Also, its 
by-product, molasses fell from 85,344 to 55,958 tonnes. Here Barbados was 

the chief importer (for the TJ.E.) with 55,199 Canada, 6,875 and the U.S.A.

with 5,571 tonnes.
However, the U.K. is responsible for a significant part of our imports

(16 percent) and 26 percent of our exports, mainly comprising cane-sugar.
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The total trade between Guyana and the U.K. (British Department of Trade 

Returns, in £1,000 sterling)
I960 1981 1982 1985 1984

Exports from Guyana 47*143 50,841 50*49? 42,810 57*884
Imports to Guyana 50*191 28,969 13*145 15*585 14*845 ♦ (14)

From the figures above, it shows an inbalance of trade but tnis is also 
reflected in shipping in this area as the situation where British shippings 
to and from the colony continues in the same pattern even after independence. 
The only change resulting was the decreases experienced in the Vol\ime.

It is also noteworthy, that in 1987* the U.S. has announced a reduction 
in the sugar quotas for the Caribbean area. This reduction was a the trend 
for some years now. For example* a decade ago, the U.S.A. imported 10m tonnes 
of sugar. In 1987* according to the quota agreed by the U.S. Administration, 
the U.S. will import one million tonnes, a quota to be shared by 59 countries 
in the area. Barbados, Belize, Guyana, Jamaica, St.Christopher-Nevis,and 
Trinidad and Tobago will share a reduced quota of 55*440 tonnes from 95*964 
for the 1985-86.Guyana stands to receive a quota of 10,920 from the above; 
representing almost 50 percent of the 1985-86 quota of 20,592. (*’5)

American Officals claimed that such a reduction was necessary due to 
increased productios of both sugar-cane add beet at home,compounded with 
decline in domestic consumption, in recent, years there has been a growing 
realization for lessening the dependence on sugar. The Guyana Sugar Corp­
oration (Guysuco) is one of the companies in the region that have sought 
to diversify and rationalization of its operations. It has gone into the 
production of legumes, red kidney beans,soya beans, palm oil etc. with 
its other crop division. It is also involved with livestock reauring of cattle 
and sheep and in fish farming of talapia. However, these are only developed 
to the present for domestic use. Never-the-less, the fact remains that the 
sweetener remains an important foreign exchange earner for the Caribbean 
producer. Here again , we must state that like the other major commodities 
produced,sugar continues to be sold f.o.b. except to our Caricom partners 

who are provided with local shipping.

♦ The Stateman*s Yearbook, Statistical and Historical Annual
of States of the World, p 578.



Timber

As stated above, more thaoi 80 percent of Guyana is covered by tropical 
forest and it is estimated that the annual volume of marketable timber is 
within the vicinity of 1m cu m., of which only 23 percent is accessible. Never- 
the-less, the annual production of logs is about 150,000 cu m., taken from an 
area of about 7,000 hectares. However, in our pilot year 1981,there was an 
export of 56,000 cu meters of timber,earning ft 15»582,000 G. However, in our 

year of focusin 1985, there was an increase of export to 57*^69 cu meters. Of 
this total Trinidad and Tobago accounted for 21,72? cu m., followed by the U.K. 
with 6,559 cu m. and Hungary with 2,589 cu. m. However, there were later import­
ant developments as the industry penetrated other markets as far as Portugal 
and Cuba for the supply of round logs after 1984* Also, the by-products; 
plywood sheets, shingles and wallaba poles (for electricity) are providing 
much needed foreign exchane from sales on the U.S. and Caribbean markets.

Alcohol

The export of alcoholic beverages was 5t304'4 proof gallons in 1981 and 

2.081 m proof gallons in 1985. Our major exporting area is rum with 2.044m 
proof gallons with the chief importer being the U.K. with 1.055® Proof gin.

•Shrimps & fruits

This is a comparatively smaller industry to those in the foregoing, but 
never-the-less, is very important in terms of volume(and in relation to 
quantity is a valuable exchange earner). There was an export of 6,865 tonnes 
in i985 as against 477 kg in 1981. The U.S.A. imported 4f254 tons and Japan 

5,041 tons in, 1985.
In the case of fruits for export, between fruits and their by-products 

as jam, jelly etc, the total shipment was about 190 tons. These products were 

traded in Barbados and Trinidad and Tobago.

The list of our exports is a long one but the above commodities we have 

consider of highlighting for they comprise the most significant foreign 
exchange earners in terms of trade and consequently they exert tbelr influen­

ce on the sea-transport of our trade.
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Imports

From the list of figures above, we can see an inbalance of trade. However, 
it is also apparent that the pealc years were 1980-81 when exports stood at 
1,009m G£ and 1,236m G£ while imports were 976m and 953® respectively. But 
position decline in '1982 and our pilot year 1983.In this year, imports were 
cut by almost 50 percent reaching 541»9m GS. In this figure we see the 
domination of petrolevun products as this accounts far 2l6.9m Q3 and foods 
costing 278.8m GS. The chief supplier of Liqefied butane and propane gases,

I •diesel and gas oil, bxmker c and lubricants are supplied by Trinidad and 
Tobago and the antilles with Jamaica being the chief supplier of lubricants. 
Needless to say that these are transported by chartered in vessels, shipped 

c.i.f'.
In 1983, scarce foreign exchange, forced the Administration to cut 

imports drastically. As we have seen above, there were significant decreases 
in oxir foreign exchange earnings. As a result,-.there was major cut in the 
import of wheat. In 1981, the figure was 42,569 tonnes, and in 1983 that 
figure fell to 1935 tonnes. This was the trend of such import imtil the 
Administration of President Desmond Hoyte re-start the importation of wheat 

in the latter part of 1986.
Another major importer for 1983* was milk where 1385 tonnes was imported.

but this figure fall short of the 1981 figure of 4»748 tonnes. Our major
exporting countries were Canada with 959«4* N.Ireland, 25O.O, Netherlands

165.0 and U.K. with 105.0 tonnes (1983)* Our importation of chicken for
consumption and poultry and eggs for breeding stock mainly centers around

(16)the U.S.A. and Brazil.

The Influence of Trade on Shipping

Historically, Shipping in the Caribbean has been influenced by the 
trading patterns between the metropolitan countries and their colonies and 
this was dominatdd by the. lines of’ the metropolitan countries. Moreso, this 
situation seems to be the explaination for Caribbean shipping being traced 

to mainly liner shipping as in the past, the merchant fleet plying the
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area were the answer for the provision of raw material for the industries 
of the developed or metropolitan countries.and their expansion overseas.
This situation is still very much the same as these industries are still 
export oriented in terms of their provision of raw materials. Our case in 
Guyana is not dissimilar. The major export of hulk commodities are non- 
processed products. Por examplê  in 1985» "Che total shipment of bauxite and 
its related products amotmted to 1.1m tonnes and out of this .OOJm tonnes 
were processed alumina. The situation becomes more acute in the shipping of 
these commodities. Here, it is notoceable for all to see that the sea-trans­
port is dominating by the importing nations. We still see the liner services 
of Saguenay with connection to Canada, U.K. and Europe; Samba, Tec, Harrison 
and Ned-Lloyd which covers the TJ.S.A., Europe and the Par-East.

It must be remembered that the influence of mercantilism influenced 
Eviropean states to monopolize trade with their colonies and to reserve 
sea-routes connecting these areas to their national ships. Such a reservat-.. 
ion lasted for just vindB two centries in the case of Britain where the 
Navigational Acts of 1651 were abolished in 1849. Not-with-standing, this 
abolition, the activities continued unchanged.

Regional Shipping

With international (extra-regional) trade heavily entrenched in the 
hands of importing nations in whom the exporting nations of the region 
depends on for their viability (livlihood); some governments in the 
Caribbean came together to develop a linkage which they envisage would 
engender the development of intra-regional trade. They stairted In the 1950's 
with the assistance of Canada which provided two medium size liner as a gift 
package for the former British colonies getting together to form the West 
Indian Pederation . This line started operation by ferrying goods and passen­
gers between the ports within the region when there were inadequate air 
facilites. Since then, there were significant changes as LIAT another 
Caricom government owned venture, service the islands with small aircrafts. 
Sat'E^boat service was still required to take cargo into many of the islands
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where some airports were little more than short paved strips, hence the 
early optimism about the West Indies Shipping Council. In 1976, the name 
was changed to the West Indies Shipping Corporation (WISCO) following a 
decision by the Caricom leaders in 1975. In i960, WISCO started a service 
out of Miami to counter the decline in regional trade..The chief aim of this 
service was to develop and strengthen the Miami-Port-of-Spain route, emd then 

spread its wings to Kingston and several Eastern Caribbean ports.
Moreover, the General Manager, Sherman Thomas noted that the total 

cargo carriage for 1984 was in the region of 191»000 tons. The intra-region­
al carriage was about 81,000 tons and the Miami-Caribbean service was some 
97,000 - 100,000 tons. The difference was transhipment cargo, moved from 
Ponce,. Puerto Rico. (**7)

The manager, argued that the mos.t significant cost facing WISCO was 
the cost of having an extra ship without svifficient volume. The problem of 
disposing of the Caricom Enterprise is a direct result of the decline in 
shipping which has vessels sitting idle allround the world. Moreso, WISCO 

has complained of having stiff competition from outside lines and had hope 
that the governments would offer some protection. This was not forth-coming 

auid the enterprise experience a loss of S 9® (TT) in 1984 and $4® (TT) in 
1985. Trinidad and Tobago is the line main financiers and the site of its 
headquaters could offer no shelter. The loss making situation is responsible 
for two of Its dozen members signifying their intention of withdrawing from 
the line and a third member suggesting its liquidation in favoaxr of private 
enterprise with a modest subsidy if necessary. However, some of WISCO’s 
problems could be served by having fewer call eepecially in ports that 
these calls are non-renumerative and arrangements of feeder services to these 

smaller ports.
WISCO makes monthly calls to Guyana with an average of between 12-18 

consolidated loaded containers. Also, Guyana has a 10 percent equity share 
in its assets. However, the special feature of WISCO is that as the regional 
carrier, its vessels are equipped with cargo handling gears which are indisp­

ensable in ports where the necessary equipments are not available.
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The Caribbean Shipping Association.

As a counterpart of the West Indies Shipping Corporation, the Caribbean 
Shipping Association was established to collaborate with governments in 
the region and private enterprises/sectors to build trade volumes while 
providing the region with efficient competitive and reliable shipping 
services. It is significant that in a relatively short period of existence, 
the CSA has matured from an informal meeting of shipping agents from a 
handful of territories. Today the Association is the principal voice of all 
ports arid shipping interest in the region. Not only has the Association 
broaden the scope of its membership over the years but also the geographic 
al areas which it covers. The eligibility for membership in regards to the 
Ĉaribbean Region'is countries of the Greater and Lesser Antilles, from 
French Guiana (Cayenne) to Mexico including Colrrmbia.

Further, the Association major task is translate or at least assist in 
translating regional negotiation into action. For, in recent years, the 
countries of the Caribbean have been negotiating preferential treatment for 
export. In this regard, there are arrangements with the European Community 
(Economic) under the Lome Convention; with the United States under CBI 
Caribbean Basin Initiative; with a number of industrial countries under 
General System of preferences G.P.S. and more recently a proposed package 
Carican involving the Caribbean and Canada. However, all these negotiated 
result will be useless if increased trade is not realized. There must be 
increased production to make tise of these market opportunities. But increas­
ed production is not it all. It is necessairy to have the appropriate support­
ive services including shipping,.available on a reliable basis and at
competitive rates.

Based on the above the CSA has a decisive role to play . Moreover, 
shipping in this hemisphere has not gone unnoticed, as TOCTAD has establish­
ed in the region the Latin American Economic System (SELA) which is looking 
at regional corporation in the field of shipping as it is felt that greater 
benefits can accrue to the region. In this area Central America pays out
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neajrly US £1,000 million in freight charges each year and almost all of this

to extra-regional shipping compamies.
Never-the-less, the CSA has provided the forum in which problems of

mutual interest could be discussed, where knowledge, skills and ideas could
be exchanged and where recommendations for their resolutions are put
forward in a joint effort. This sitiiation is commendable. It demonstrates
atrue spirit of cooperation to obtain the common objective. Here, it is
worth noting that Guyeuia is represented in this Association by Btinny

Fernandes, the Managing Director of the only private owned shipping agency
(16)

in Guyana, Also a total of 27 countries in the region is represented.
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Development of Liner shipping in Guyana.

The shipping history of Guyana is inextricably bound up with three 

elements; Liverpoolt Guyana and sugar. It is evident that historically 
sugar trade from the colonies flourished from as far back as Dutch 
occupation in the l6th century and continued throughout the British 
Administration. Evidence of shipping under the British could be traced 

mainly to a catalyst in creating the Booker Line.
This owed its creation as a consequence to Josiah Booker, the third 

son of a Lancashire miller migrated to Demerara in 1815. perhaps, he was 
among the first of the British settlers after the Dutch had ceded tne 
'odlony to Britain in 1814. By 1818, Josiah was managing his own plantation
and by his success his brothers George and Richard joined him in British

d ■ -
Guiana. Together they purchase the business concerns of Lucas and Cook in 

Guiana and later those in liverpool also. In 1835, George and Richard 
Booker had difficulties with the ship-owners operating from Liverpool for

t I
the West indies and Guiana, and bought their first ship the Elizabeth . 
However, this brig proved inadequate and was sold and replaced in 1837 by

I •the Palmyra, a 400 tons barque.
As far as 1842, there were advertisements of monthly sailings out of 

liverpool for Berbice. By this time the company's fleet had grown to 
several ships; the British built fast sailing barques- John Harrock, John 
bond,Commander, and others offered superior passenger accommodation with 
the possibility of touching Maderia if sufficient freight was available. 
Unfortunately, the records on the many ships brought by this company were 
destroyed during three great fires in Georgetown in I864, 1945 and 1947 or 
the complete record of the company's activities was destroyed in London 
during the last war; so that only fragmentaiJy records of the early days 

are left.
In the meantime, John McConnell who started working in I846 as a clerk 

with the Booker brothers, prospered and left Demerara to form his own 
business enterprise- John McConnell and Company in London. Close associat­

ion with George Booker and Company resulted in a merger in 19OO when the



firm, Booker Bros McConnell and company came into existence. To Guyanese, 

this company represented Britain. For up to the nationalization of the 

holdings of the Company, this company not only controlled the production 

of sugar but provided outputs for finished goods from Britain.

Anyhow, the shipping venture prospered and there were regular direct 
service from Liveirpool to Gtiiana. and became known as the Liverpool Line. 

This line operated owned or chartered vessels until t9l1 when the line 
was renamed the Booker Line. The first vessel owned by the new line was 

the single screw steamer Imataka of 1796 G.R.T. and this was followed by 
the'Amakura'and'Arakaka'of 2262 G.R.T.>hioh. were lost in the First World

I I t  •War. They were later replaced by the Imataka 11 and Amakura 11 . These too, 
suffered similar fate in the Second World war. Not-with-standing, the

I I I Icompany was not to be deterred and in I94°f the Amakixra 111 and Arakaka 111 
of 2814 and 296l G.R.T. respectively were built to add to the existing 
chartered fleet. Thus at the end of the Second World War the Company pattern 
of trade had remained unchanged for over 120 y^ars.

Moreso, from the I950's the company had owned through one of its 
sub^sidiary or associate company Booker Shipping Demerara, some coasters 
originally sailing ships which had been operating in local waters transport­
ing sugar from the sugar estates to the bulk terminal in Georgetown. In 

1955* Bookers acqtiired the Liverpool Firm of S. William Coe and Company, 
and the operation of bulk sugar was added to the Booker Line. It is worth 
noting that in the I960*s , Bookers employed consultants who recommended 
that the shliMnent of s\:igar from the estates should be in bulk instead of 
in bags as was hitherto transported. As a result, a 40,000 bulk store 
was built in Georgetown (Demerara Sugar Terminals) from which shipments 

of bulk sxigar to foreign markets are made.
In 1961, a specialized bulk carrier of 8,227 D.W.T. was acquired which 

was further lengthened,v.increasing her deadweight to 13,000 with relatively
t I

little alteration to her draft. With the Booker Venture in service with
I •

bulk sugar, attention were turned to her sisterships third line Amakura 

and'Arakaka'which were still employed in liner service. But due to their
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small tonnage, they were vinsuitable for sugar and coupled with a speed of 
10 knots, these were proving to be unecomical. Both vessels were sold as 

a result aaid was replaced by the Norwegian btiilt Booker Vanguard of 6835 
l.w.i: and giving a spedd of 15 knots. She was the first British vessel to 
have twin hatches. She boasted special features of advanced cargo handling 
gears and in addition had high standard of accommDdati6Bs.Another vessel the 
Booker Valance was chartered with similar size and speed. After 1964, the 
vessels called at ports in Antigua, St.Kitts emd later Suriname was added. 
In 1967, the Booker Viking was added and a three weekly instead of monthly 
service were-.operated to the United Kingdom.

The Government of Guyana has nationalized the interest Of Booker 
McConnell in 19?6; but the ocean shipping interests have widened although 
remaining comparatively small in the shipping scene of the U.K. as a whole.
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S u y b u lk  S h i p p i n g

After Guyana nationalized the Bauxite Industry from Alcan and Reynolds, 
the task of marketing of its bauxite was delegated to the Guyaina Mining 
Enterprise (G.M.E.). Prior to this, Alcan and Reynolds chartered in 
vessels to handle shipments to North America and Europe from Chaguaramas 
in Trinidad eoid Tobago. The batixite was produced in Guyana but due to draft 
restriction in Bemerara and Berbice which allows for vessels up to five 
meters loaded, bauxite had to be either made in small shipments compensat 
ing to five meters or be stockpiled in Trinidad for consolidation into 
larger shipments from there. The other alternative was to part load at 
Linden in Bemerara or Everton in Berbice and proceed to Chaguaramas to be 
topped, up.

The Guyana Bauxite Compamy in delegating the task of marketing of its

bauxite to the above named branch, approached A.S. Bulkhandling of Norway
ed. - . .which it consider to be capable of haulage of a' significant percentage of

its export. This company had a distinguished tradition in this' field and
was established by Torvald Klaveness in 1963 in partnership with other
Norwegian Shipping Companies for the purpose of operating a pool of bulk

carriers. The main philosophy of this Company is to meet the sea-transport
reqtiirements of major industries through long term customer relationship-
as a result, 80 percent of its dry bulk activities are based on long-term
contract of affreightment. Operational flexibility is secured by a large
number of vessel of varying slzes/ranges. The service provided to the
Guyana Baiixite Company(GUYBAU) fostered such deep cordial relationship

•* * .* . " •

that both officials of A.S. Bulkhandling and GUYBAU developed the rationale 
leading to the formation of a joint-venture in shipping. This Norwegian 
Company has also developed another such venture with Guinea called 

Guinomar in 1978*
In 1974, the two companies entered an agreement by which both parties 

agreed to co-operate in forming and financing a shipping company to provide 
an efficient service for the transport of its products and other shipping
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activities relative to Guyana and the Caribbean Region. Both companies

hold 30 percent share in Guybulk Shipping Limited. A decision was taken to 
register the company in Bermuda. The reason being that Bermuda has a 
.He-rchant Shipping Act where as Guyana has nome. The Board of Directors of 
Guybulk consists of fovir persons. They are the Chairman and Vice president 
who is responsible for marketing of GUYBAU and two representatives of 
Bulkhandling. Both partners have two alternatives and the Board of Diractors 
alternates between B.I.D.C.O. and Bulkhandling every year.

Guybulk started operation in 1975 with two (2) l6,000 d.w.t. self-
I Idischarging bulk carriers. These were Motor Vessel Arrowcane and M.V. Hariwa 

acqiiired in March of the same year. In addition the fleet consisted of three 
(5) ocean-going barges which were purchased from Reynolds, the former 
operators in Berbice. Further, the agreement,entered into by the parties, 
allowed for time and voyage chartering of vessels as traffic dictates. The 
ensuing traffic involved the exportation of different grades of bauxite and 
almina globally and the importation of bulk" cargoes such as grains and 
caustic sada from America and Canada and oil from the Caribbean for the 
bauxite industry in Berbice and Linden.

With the establishment of Guybulk Shipping, there was created a Shipping 
Department within the Marketing Division of B.I.D.C.O. to deal with Guybulk 
affairs. Also, in 1975, one of the shore superintendents from Bulkhauidling 
went to Guyana to train local personnel for this department. At present, 
the department is serviced by two shipping supervisors who benefited from 
training in Norway 8Uid are responsible for ship services, crewing and 
manning and a Benefit Officer who was appointed to handle crew benefits 
in accord with union representation. The department, comprising several 
clerks is headed by a manager who maintain a daily contact with his 
counterpart in Oslo. Guybulk organization in Oslo consists of between sev«n - 
eight persons in administration, catering, operation,'.accounting and 

secetarial functions. In addition two to three persons are engaged in 
ship-management and educatior and another two persons engaged in brokerage

56



and marketing
The partners of Giiybulk must always act in accordance with B.I.D.C.O.'s 

Mission. Articles 3 & 4 are reproduced below.
t1

Art 3 sTo determine and recommend to the Minister of Energy and Mines
with particular reference to the Nation's bauxite resources, the 
optimal long term steps to be taken in deriving the greatest 
benefit to the nation for exploitation of bauxite and bauxite 
related resources, being careful to take account of possible 
linkage with the rest of Gtxyana economy.

Art 4 :To derive and continuall review Marketing and Shipping strategies 
designed to support the on-going activities of GUYMINE as planned

- Min the context of export strategies determined under Article 3 

At present Guybulk owns two (2) vessels - the 1978 built 22,000 d.w.t.
I Igeared bulk carrier M.V. Manaka acqxiired in 1984 and the 14*000 d.w.t.

^ » Ioil/ore btilk carrier bviilt in 1981. The o.b.o. carrier M.V. Bissarmi 
is specially designed for the operation in the Rivers of Guyana with 
optimum dimentions for the present combination trade. These two vessels 

are most eonvanient for trade generating to and from Guyana due to the 
fact that otir trades tend to be generally bulk cargoes. The trade develop­
ment along these lines are favourable since the unit cost of transport 
will be significantly reduced- ore on the outward Journey and oil, wheat 
or grain on the return leg. Never-the-less, these two vessels can not 
satisfy the need for sea-transport of bauxite amd its derivitives, thus 
a.number of vessels are chartered in on the basis of time and voyage 
charters (averaging 6-10 vessels at any time. The annual shipment amounts 

to about 2.31D tonnes.
Training

Guybulk has acknowledged that training is vital for the s\irvival and 
competitiveness of the enterprise and consequently, the Norwegian partners 
who posses the expertise in their long tradition in shipping, are willing 
to share this with their Guyanese counterparts. In an effort in this
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direction, Guybulk has undertaken the task of improving the technical emd 

mamagerial skills within the compamy by systematic training its personnel. 

Thus within its objectives, there is the desire of having crews of inter­

national standards and has embarked on a programme of training its officers 

Sind ratings. The adult education scheme has been assisting in upgrading 

the basic academic skills of these men in an attempt to qualify them for 

admission to maritime schools.

Moreover, it is the goal of Guybulk that the company's vessels be 
manned by Guyanese in the future. As a result, crew members,whose educatio- 
al level, on the job performance,aptitude and conduct are outstanding, 
are selected to receive special training to the grade of officers. Within 
this ambit, about 10 Guyanese have received this education as part of a 
special educational programme partly sponsored by the Norwegian Development 
Agency(NORAD). Guybulk crew roster consists of about (50) Guyanese and 
Trinidadians.

There is also a supplementary cadetship scheme for officers. As another 
method of selection for training, young men,with adeqviate scholastic back­
ground and interested in the sea, are selected for necessary training for 
a sea career.

To date, six (6) Guyanese personnel have been to Norway pursuing studies 

at the Norwegian Shipping Academy's in its Professional Shipping Course.
This is complemented by on the job training in Guybulk Office in Oslo. It 
is worth noting that the present General Manager Of the West Indies Shipping 
Corporation (W.I.S.C.O.) benefited from such an education in Norway.

Guybulk operations varies and the continued good performance is essent 
ial for the welfare of the entire nation. This point was emphasized on the 
occasion of the official christening ceremony of the M.V. Bissaruni, the 
Minister of Energy reiterated that the continued growth and development of 
Guybulk Shipping could provide the basis for a comprehensive shipping 
ploicy for Gijyana.
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Summary and Conclusion.

In reviewing the shipping activities of Guyana, one can easily conclude 

with certainty that there is hardly any conscious or very few seticrufL-Under- 

takings to co-ordinate shipping and develop a comprehensive shipping policy. 

Consequently, there are two areas which we consider need developing if the 

projected benefits are to be accrued to fo»ign trade, derived from shipping. 

In the first instance, we consider the development of a port administration 

or authority to co-ordinate the activities of our ports and the development 

and utilization of the port facilities for better performance that will 

make the operation of the port competitive and cost effective. In the second, 

as a complementary development, there must be an administration which will 

be responsible for all matters pertaining to maritime affairs. These two 

developments are indespensible in auiy country's growth through a plainned 

economy.

As we have seen, there are four major Shipping Agencies in Guyana: John 

Fernandes Shipping, the only privately owned and managed shipping agency; 

and the three government Corporations- Guyana National Shipping, Guyana 

National Sfcadlng , and Guyana National Engineering. At least the facilities 

of these state owned enterprises could be handled by one administration.

This we envisage will result in better utilization of resources both in 

personnel and material. The operation of these three units under one head 

could enhance better performance rather thcin each \mit operating separately 

in competition with each other. In terms of competition, this unit should be 

competing with the privately owned company which appear to be better organize'' 

ed in terms of its goods handling capabilities and turn around of ships. 

Competition between the two \inits will result in both being more cost effect­

ive to the benefit of the nation as a whole.

In many countries of the world,there are several different types of 

port administration. Ve may have municipal/local administered ports as 

Antwerp, Bremen, Hamburg etc.,where the city or town Council play important 

roles in financing port development when requested to do so. Others ttan be 

state owned as Brest and Calais in Prance or privately owned like Manchester,
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Mersey aind Felixstowe in England. However, these are generally categorized 

further into two wider groupings- autonomous and semi-autonomous. Eut which­

ever type of administration is selected depends on the particular situation, 

if not political inclination of the country concerned. Further information 

on the operation of different port authorities are supplie in the Appendix 

2.
The development of a competent body to channel the development of the 

»ea ports, will have the task of changing the role of the ports in aB-opting 

to changes resulting mainly from shipping. Ports themselves do not give 

incentives for the introduction of new transport systems but have assisted 

new systems to succeed by flexible adjustment and adaption to these systems. 

However, the degree of flexibility in adjustment parameters can be decisive 

for future port development.or even If these adjustment are conceived of in 

terms of a regional port or an outlet for a neighbotiring country. In the 

sphere of the latter, there were plans for a link between our major port 

of Georgetown and the northern part of Brazil. The developments of deeper 

access channels to the harbour and the land-river link with Brazil could 

result in significant development in both trade and shipping to this area.

The operation could be effected by rail which we favour due to this mode 

proving to be cheaper relative to the distance. However, in many coTontries 

rail euid road links complement each other.

Never-the-less, the investment for adjustment flexibilities in the 

sphere of organization will depend on the following factors} the increase 

in the composition and volume of the foreign trade and consideration of the 

consequential increase in the sizes of vessels to be handled; fluctxiation 

in the demands for commoditie* both locally and foreign; and the technical 

aspects of cargo handling and the transportation systems which accompany 

these technical developments. The structural changes in the sea-borne traffic 

exert their pressure on the capabilities of the port administration to 

counter with methods that would give rise to increased productivity which 

would enhance quicker loading and discharging of vessels and as a result the 

shortening of ship's lay time.
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In addition, there are two inportant functions which tend to determine the 
efficiency of the port- warehousing and distribution. But the various 

activities, carried on in the port, depends on the internal tramsport 
system or the movement of commodities within the port area. High priority 
must be given to proper f\anctioning of the distribution system. Inadequate 
back-up systems to free the port area of goods can result in storing at the 
quay sides. This generally impedes further operations in the area. This 
sit\iation is most glaring at the private owned wharf where due to shortage 
of space, containers are stocked on the apron of the quay. The situation is 

different on the government wharfs and transit sheds for these are under­
utilized due to the fact of restrictions on imports among several factors.
1 It is evident that these facilities were more beneficially occupied 
•before the birth of the Organization of Petroleum Exporting Co'untries (OPEC) 
when the price of oil was as such before it skyrocketed to xanprecedented 

levels and remain relatively high today. But this situation has chauige the 
thinking and most significantly the volxame of imports to the non-producing 
oil countries as Guyana. Cotin tries like Guyana which depended on the 
importation of oil for their industries, had to expend a significant part 
of their foreign exchange earnings to cushion the cost for oil. Gtiyana, 
like most other coxmtries in this dilemma, countered with import restrict­
ions on msuiy consumers goods- tinned foodstuffs, sardines, com-beef, and

ilater flour among other things. This engendered the rise of the barrel 
culture, reconditioned second hand market for cars and other tramsport

I Ivehicles, and a new brand of entrepeneurs- the traders . These made quite 
a lot of items available which were not forth-coming throtigh the government 
tal source. Moreso, these composed a significant part of liner shipping to 

Guyana especially diiring the Christmas season.
Never-the-less, from the latter part of last year, the Hoyte’s Administ­

ration has loose some of the restrictions and a significant quantity of 
consumers items including flour is back on the market. The consequence to 
this development is that the facilities which were lying idle for years 

are returning to the stream of activities. Moreso, the future plan incorp-
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orate the development of Guyama's off-shore potentials of oil aind the develop­
ment of hydro power. In the latter, in 1984, a major project was undertaken 
by the International Development Association as its financier which eventua­
lly lead to four companies purchasing information packages on Guyana's 

hydrocaucbon potential. These counpanies had until July, 1987 to make bids, 
proposing their work programme, for six exploration blocks ( one in the 
Tadcutu basin near Brazil and the others offshore. We can envisage the effects 
of having cheap electrical power for our industries. This would mean that 
the cost of production would decrease and thus the cost of the end product 
will be lesser. Our commodities could then be sold on the world market at 
more competitive prices. This will give rise to increase trade (in both 
imports and exports):and this will exert pressure on the available port 

facilities. Consequently, we see the heed for a working port administration. 
There are areas that we have not covered, and it is not that we consider 
them less significant; but on the contrary, we consider such things as 
infra-structural works- maintenance and improvements of quays, sheds, 
buildings and in some cases break-waters and more; port security and training 

are just some of the tasks falling under the ambits of a port administration.

Development of a Maritime Administration.

As a worthy counterpart of the port administration, we envisage the 
development of a'-'Kational Maritime Administration. In the development of 
our offshore oil potential, the body which is likely to deal with such matters 
at the national level would be a maritime administration (Marad). In the 
countries of the developed world, the Marad deals with matters related to 
the maritime field concerning the nation's economy and its revenue, with 
national security, with the welfare of the people, and with the environ­
ment in »rtxich they live. Econimic factor play important role in the life of 

a nation. A nation must protect itself against acts of piracy, and the 
illegal harvesting of its mineral resources and fish reso\irces. Its young 
merchant marine, of whatever magnitude, plays a crucial role in its domestic 

and international trade.
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To maximize the collection of its revenue, legal structures may be devised 

which establish oustoms laws, identify or authorize special offshore customs 

zones, and set up agencies of government to enforce maritime law. Individual 

nations have established two hundred miles economic zones . Maritime adminis­

tration, customs agencies,fisheries, port authorities, pilot associations 

coast guards are some of the agencies established to enforce law and super­

vise national programmes.
Most countries have experimented with their competent authority for 

shipping as a field of governmental activity. In the case of moat of the 

Scandinavian countries, shipping falls under the ambits of the department 

of Commerce. Countries like the Federal Republic of Germany, United Kingdom 

and America (the last two have changed the administration of shipping from 

time to time from one Ministry to another) have considered that shipping 

to be part and parcel of the complex chain of transport and consequently, 

have confined the administration under the Ministry of Transport. France 

have taken a different route. For sometime now, the French had established 

a*Ministry of the Seal comprising the offshore industry, fisheries and 

shipping.
However, the organizational pattern of a shipping administration resembl­

es very much that of the state in question. Generally, with a centralized 

administrative governing body existing, there will also be a similar type 

administrative whether it be in the context of port or maritime administrat­

ion, Whereas;port administration in'states with federal administrative
a

structures is usually decentralized, shipping is, to a very large extent, 

a matter for the federal government. A typical example of this situation is 

the United Sta'tes of America where the Federal states have their autonomy 

in the field of the administration of their ports, shipping is firmly 

entrenched in the hands of the government.
N o t-with-8tending, one of the major task of any Marad will be the matter 

of safety and the development of the necessary regulations in conjunction 

with internationally recognized standards with regards to the relevant 

conventions etc.
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In the case of Guyana the situation is a sad one as regards the inter­
national Convention*. Prior to o\ir achieving the status of independence, the 
U.K. Administration ratified Conventions and automatically we became contr­
acting party^iThus we are a contracting party to the Load Line Convention 
of 1966 by this method. Since this time there were several Conventions to 
be ratified, .acceded or adopted. A list of the status of Convention is

f tsupplied below in annex 3. ¥e have witnessed the sinking of Titanic which 
opened the eyes of many nations for the need for international standards for 
safety of life at sea. The stranding of the Torrey Canyon and the Amaco Cadiz 
resulted in mojor oil spills which destroyed the sea life in the areas and 
caused environmental problems. These accidents brought nation together to 
work out solutions to at least reduce the chances of likely occurance. It is 
not that there were no ‘ acknowledgement of the importance of these meas\ires 

before these accidents, but on the contrary, these measures were discussed 
at several forum before but these accident forced nations to take action.
In Guyana, to all appearance, no action has been taken to accede to any of 
these important Conventions with regards to safety and pollution. It makes 
one to wonder if we are waiting for a major accident to take preventative 

action.
It is the duty.of any Marad to bring to the attention of its government 

the relevant Convention which impinges on their particular situation. 
Parliament, on the virtue of these recommendations, will inform the 
International Maritime Organization of the nation's desire to accede,or 
ratify. It will then be the task of the Marad to prepare legislation and 
after discussion with all the interested parties on the proposed legislation. 
Parliament will then make a-'-final consideration of the proposal and if these 
are accepted, these would be adopted and the I.M.O. will be informed of the 
regulations. This procedure is recommended by the I.M.O. so as to avoid 
incidence of countries promulgating regulations that contradict each other 
aithoTigh these regtilation are based on the same Convention. By this, it is 
conceived that there will be some standardization of the application of the 

particular convention. Now the task of the enforcement is delegated to the
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Maritime Safety Administration witnin the general Marad.

Maritime Safety Administration.

Under the provisions of of the International Conventions of Safety of 
life at Sea (SOLAS) and Load Lines of 19^6, the Administration undertakes 
to ensure that, from a point of view of safety of life, a ship is fit for 
the service for which it is intended. Further, the Convention in relation 
to the Registration of Ships put the onus on the individual state to 
exercise continuous control over the ships which are entitled to fly its 
flag and by virtue of the memoranda of Port State Control has an inspection 
target of 25 percent to inspect that percentage of ships visiting its port.
In the latter aspect there should be discrimination as to flag; no more 
favoixrable treatment; and the Administration should avoid undue delays or 
detention and most importantly such inspection is free of charge. In cases

ft

of serious defect the flag state is to be informed.

Within the scope of these Convention, the Administration has the full 
responsibility for the survey ( Solas 1974 reqTiires that a vessel be subj­
ected to an initial survey of its hull, machinery, life saving and navigating 
equipments etc). This survey is aimed at ensuring that the arrangements, 
material and the scamtling of the structure, boilers, pressure gauges and 
valves, pumping arrauigements, main and auxiliary machinery fully comply 
with the requirements of the Convention. The survey is generally intended 
to ensure that the workmanship of all the parts of the ship and its 
equipments are in all respect satisfactory. The.latter item is generally 
taken care of by the owner employing a surveyor from the Classification 
societies who ensure that the equipments and materials used in the constru­
ction process is of the highest quality.

Never-the-less, many administrations in several countries do not have 
the necessary qxialified staff to carry out these survey, so they are dele­
gating the tasks to the Classification societies. However, it is still the 
responsibility of the Administration for certification. Here, we consider 
and recommend that if the task of survey is delegated to the Classification
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Societies then the certification should be delegated also. These Societies 
have long tradition in -this field and some like Lloyd's Register of Shipping 
are more than 100 years old. Requirement related to fire fighting, life 
saving appliances, crew quarters, radio equipments, stability and load line, 
fire prevention and marine pollution are all the concerns of the Administrat­
ion . But these also comprise the tasks of the Classification Societies for 
marine insurance purposes.

In most countries there is a requirement laid down bu the administration 
that hull and machinery should be built to the standard of the Classification 
Societies. As a rule. Classification Societies normally offer different 
class notations. These class notations are relative to the trade,operation 
in special ways in term of type of cargoes to be carried. Here, we have

I I
notations as Ice C . a list of mojor. Classification Societies is in Annex 4

For ships trading in coastal or inland waterways where the stresses from 
the sea and waves are not severe, a lower standard in terms of the structur­
al dimension of hull members and the thickness of plating is permitted as 
these do not have to be built to the .same specifications of a ship trading 
world wide. However, the safety standards are required in both cases.

After a ship has been in service for four to five years, it is required 
to have renewal or periodic surveys. This procedure is geared to ensure that 
a ship having a valid class notation with a recognized Classification Society 
is complying with the acceptable safety standards. Anyhow, it is not unusual 
for a ship to have a valid certificate issued by on of these Societies and 
at the same time is substandard. It is also a fact that some surveyor may 
not have done the job properly and may overlok.serious deficiencies on a 
ship. In some cases the particiilar Society may not have large enough inter­

est in an area. This may give rise to a situation wherein the ships having 
Itts class are sxirveyed by their appointed surveyors who are not highly 
qualified for the job due to their general lack of such knowledge.

However, in spite of the possibility of delegation of surveys to 
Classification Societies not all surveys can be delegated. In terms of the 
inspection of ships visiting its ports. Administration will have to develop
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a nucleus of competent staff. These personnel can also be utilized for survey 
and inspection pf vessels operating in their waters and under the national 

flag and other craft such as fishing vessels as reqiiired by the Convention 
of Safety of Pishing Vessels (SFV).

For the training of such personnel the World Maritime University in 
Malmo, Sweden offers a comrehensive course in both Maritime Safety Administr­
ation (navigation) and Maritime Safety Administration (engineering). These 
courses are designed to fill the gap in the developing countries where these 
personnel are in great demand but are not available.Courses are also avail­
able in Education for marine nautical and engineering; general Maritime 
Administration and Technical Management of Shipping Companies, These Courses 
are developed in conjunction with the International Maritime Organization's

H  It(l.M.O.) main task is towards Safer'Shipping and cleaner Seas . In the 
interim while our educators are pursiiing courses at the above Institution, 

training of marine personnel in studies for Officers up to Master Mariner 
or Chief Engineer is offered by the Jamaica Maritime Training Institute .
This Institute was established by the Jamaican Government in collaboration 
with Norway. It is a tertiary institution which offers theoretical and pract­
ical- training leading to a Professional Certification in the maritime field. 
This we consider could be developed into a regional training institution, 
rather than individual government developing its own.

In closing, we must stress that Guyana has large unexploited resources 
but also large problems. The inherited dispute with Venezuela over the latter's 
claim to the Essequibo Region (more than half of Guyana) ,will not be easily 
resolved.Also, with the development of the off-shore industry in the field 
of oil, it will be necessary to develop a state pollution control authority. 

The extraction of oil poses serious problems of pollution for the producing 
nations; thus the need for such an authority to haridle emergent situations.

A chart (organizational) of such an authority is supplied in Annex 5. This 

can be redesigned as the needs be.
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Additional Readings

1 Guybulk Shipping
2 Booker Line 1855-1976 
5 Lecture Papers

Developments in World Shipping and Their Effects on Ports 
By Professor H.L. Beth.
Establishment of National Shipping Industry in a Developing 
Maritime Country by Professor A.A. Monsef,
Maritime Administration by Admiral J.B. Hayes.
Scope of Maritime Administration by professor G. Stubberd.
proposed Regulation for the bulk Cargo Markets by Professor 
E. Georgandopoiilos at the Maritime Economists Conference, 
London, April, 1985*
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Chapter lv

Resear'ch wethodoio^y ’
&Theoretical Framework

The presentation of this work will gererally have a sociological flavour 

due to my sociological orientation but I will endeavour to take an inter­

disciplinary approach to my explaiinations.

®ie sociologist popularly defines science as systemiaed knowledge derived 

from observation, study, and experimentation; carried out in order to 

determine the nature or principle of what is being studied. Such was the
I »

pre-occupation of Auguste Comte when he coined the specific term Sociology .

He postidated that the scientific method could be applied to the study of 

social phenomena. In the same way that systematic modes of interpretion in 

terms of natural laws are used in physics or the natural sciences, these 

principles could be applied to the study of social phenomena because political 

and social phenomena are subjected to general laws^as those of Physics.

Thus, in the light of the above, social phenomena as systematized knowled- 

gg ĝ ppĵ ved through the application of the scientific method must be distingui­

shed from common sense knowledge about social life which is often confused 

with Sociology.
In addition, Alex Inkeles has reiterated that the main concern of the 

sociologist are to understand society in a discipline manner and to offer 

explainstion about the phenomena he studies. It follows, therefore, that the 

operation of the sociologist is limited by a scientific frame of reference, 

arising from the scientific nature of the discipline. As a result, there are 

several characteristics of the scienUfic frame of reference or scientific 

method by which the sociologist are bound.Perhaps, the most important of them 

are objectivi-ty, scepticism, and neutrality. (1)

Objectivity is the attempt to free one’s theories and research from all 

traces of personal or subjective bias, such as preferences and desires, loyalt­

ies and predispositions. Scepticism has been described as willingness if not 

indeed the eagerness to question everything before accepting it- especially 

those things for which there are insufficient evidence. Hence, Olsen has argued;



" the spirit of scepticism distinguishes the true scientist from 

the idle spectator. Although both may be curious about why some­

thing happens and both may propose theories to explain the event 

in question, the scientist will not accept any theoretical 

explsmation - even tentatively - until it has been adequately 

substantiated by his professional role^which should take no 

normal, ethical or value position. ” (2)

Therefore, science along this reasoning should be value free.

Never-the-less, for the sociologist to achieve objectivity in his work 

) he must be sceptical and observe the standards of neutrality. The sociolo­

gist is thus directed as the chemist in his path to inquiry in quest for 

scientific knowledge about social phenomena based on what is known about 

them and whatever critical insights the theorist suggests. Testable 

hypotheses are then logically derived from more general theory. These 

hypotheses are tested in a series of appropriate^ unbiased and inaependent 

empirical studies and are shown to be valid or invalid. On the basis of the 

findings, the theory is either tentatively accepted or rejected.

If, however, we look for one minute at what the scientist actually do 

when he is engaged in a research, it will become quite clear that :(a) theory and 

fact are not diametrically opposed but are extricably intrewined ; (b) that 

the scientist is very much concerned with both theory and fact. However, the 

way a scientist may view theory and fact is indeed quite different from the 

^  ordinary conception of them. A fact is to him. an empirically verifiable 

observation. Thus to the scientists, theory refers to the relationship 

between facts or the ordering of them in some meaningful way. It can also 

be said that facts of science are the product of observations that are not 

selected at random but are proven to be meaningful i.e. theoreUcally

relevant. (5)

* Marvin Olsen, The nrocess of Social Organization page 8
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Moreover, every science is organized by as structure of concepts which 

refers to major processes euad the objects to be studied in the ’facts of the

science* . Such terms make up a specializes vocabulary which the scientist 

uses. These change as the science develops, as different phenomena come to 

be of major importance. As a result, it becomes quite cleea* that if knowle­

dge is to be organized, there must be some system imposed on the facts which 

are observeable. As a consequence, the mojor task of any science is for the 

development of a system of classification, a structure of concepts suid an 

increasingly precise set of definitions for these terms. Another important 

task performed by theory is to summarize concisely what is already known 

about the object of study. These summaries coxild be divided into two simple 

categories viz; (a) empirical generalizations and (b) systems of relations 

between propositions.

Moreso, each science, by its specialization, abstracts from reality 

within a broad field but attention is kept upon a few aspects of a given 

phenomenon rather upon all aspects. Here, as stated by Goode and Hatt :

* ” only thus can a science reduce to manageability in its works.

The broad orientation of each field, then, focuses upon a limited 

range of things while ignoring or making assumptions about others.” 

It is within this light that much of the contention of nineteenth century 

sociology may be understood, for a major task of such masters of theories as 

Comte, Spencer, Tonnies or Simnel was to define the task and object of study 

for the future science. Theory , then helps to define which kinds of facts 

are relevant. ( 4 )

It is within this frame of reference, I have selected and will endeavour 

to develop the idea of Talcott Parsons %diich he proposed in his writings 

The Social System and its further explanatory schema in The Staruoture of 

Social Action and Towards a Sereral Theory of Action •

Sociology is an extremely variegated discipline. Differences of theoret­

ical outlook and methodology split into numerous competing traditions and 

schools of thoughts. Kever-the-less, there are generally two approaches to

♦ William J Goode et al. Methods of Social research p 9*
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to Booiological theory and this dichotomy can be retraced to its origin and 

discerned to the political dilemnas which are more or the less directly 

linked to a definite political orientation,The first 'approach* is labelled 

'structural functionalism'or'integration theory'or plainly'value theoryl 

prom the late 40's and early 50's , has been very prominent in Western 

Sociology but was most dominantly developed in American Sociology. The
I I I  Isecond which is referred as coercion or conflict theory is strongly 

represented' in the works of European Sociologists especially in the works 

of Kairl Marx and his followers who include such names as Cassanovay Gunder- 

Prank, Baron and Sweezy to mention a few.

Talcott Parsons is the most eminent contemporary representative of the
I I  I I

first * .school . In Parsons zero sum conception of power, he conceived this 

to be possessed by one person or group of persons to the degree that it is 

not possessed by a second group over whom the power is wielded. Power, to 

Parsons is defined in Max Weber's mode in terms of mutually executive object 

ives; so a group or individual is held to possess power in-so-far as it can 

reasize its own wishes, at the expense of those without. This to Parsons tends 

to produce a perspective from which all exercise of power appears to be serv­

ing sectional interest. Thuŝ  he has proposed that power can be generated in 

a similar way as wealth is accumulated in the productive processes of
I Ieconomic organization. To this, in criticizing C«W. Mills power Elite , he 

argued: (5)
N
Power is not a facility for the performance of fimction in, and 

on behalf of a socie-fy as a system but an Interpreted exclusively 

as a facility for getting idiat one group, the holders of power,
I Iwants by preventing another group the outs from getting what 

it wants. What this conclusion does is to elevate a secondary
Wand derived aspect of a total phenomenon into the central place.

To Parsons, this situation is most apparent in politics where it is 

common to identify the power held by a party or governing body (in colonial 

times) in a social relation with the coersive sanctions it is capable of 

»
Talcott Parsons » The structure add processes of Modern.societies, p 221



of employing against subordinates if called upon to do so - including 

primarily the capacity to use force. Again, Parsons made an important point 

as he commented that a party may wield considerable power while at the same 

time having few coercive sanctions with which to enforce itd commamd if 

they are questioned by subordinates. However, this becomes possible when
I «the power holding party snjQjrs a broad mandate to take authorative decisions 

ceded or acquiesced in by those subject to the decisions - i.e. if those 

over whom the power is exercised agree to subject themselves to that power.

In such circumstances, the party in power depends , not on the possession 

of coercive sanctions with which it can over-ride non-compliance, but on 

sheerly the recognition by the subordinate party or parties of its legitim­

ate right to take authoritative decisions. The latter, in some sense acquie­

sce in their subordination.

Moreso, in situations where subordinates agree to allow others to command 

their action and at the same time,those who receive this mandate/.have few 

coercive sanctions to employ if their directives are not obeyed, then there 

will exist a situation of power not based on control of the means to coerce. 

It is because of the possibltlity of such a development, that Parsons 

emphasized that the question of'how much'power a party holds and and the 

question of what sanctions to be employed in case of disobedience. The two,
s,

he concluded,are analytically separable. It must be conceded also that lack 

of capacity to command a defined range of sanctions does not necessary imply
t I

that this is a lack of power; for the amount of power held by a party cannot 

be assessed ijmply in terms of the effective sanctions it is able to enforce 

if faced with possible or actual non-compliance. It is noteworthy that the 

'amount'of power wielded in any concrete circumstances , and the effective 

aanotions that can be used to counter non-compliance, are usually closely 

related. Studies of all type of social atructures, fjrom small groups to 

total societies, have shown that power holders always do command or 

develop sanctions which re-inforce their position. Moreso, in any group 

which had a continued existence over time face problem of dlssensus and the
I I

possibility of rebellion. The very fact of possession of a mandate from^he

75



subordinate, allows the dominant party to use this good will to mobilize 

sanctions of the conforming against a deviant or potential deviant group. If 

a power-holding party does not possess sanction to use in case of disobedience, 

it tend to rapidly acquire them, and can in fact use its power to do so.

This position he re-affirmed in his later writings as he elaborated the 

analogy between power and money as we will trace later. Within this frame, he 

developed the parallel between the two based on the assumption that each has 

a similax role in two of the four sub-systems which he has identified previous . 

ly ( aivd which we will deal with below for convenience) . power has a parallel 

function in polity (goal attainment sub-system) to the role played by money 

in the economy (adaptive subsystem).

The..main fxinction of money in the modem economy is that it is the 

circulating medium of exchange :- as a standardized medium of exchange in 

relation to the value of products that are comparable and assessable. Thus
t fmoney in itself has no intrinsic utility. It has a value only as far as a 

standfurd form of exchange. In addition, he posited tnat it is only in 

primitive system when money is made of precious metal that it comes close to 

being a commodity in its own right. In a developed economy, precious metals 

figures directly only in a small proportion 6f exchange transactions. As we
I Ican see in a sense in which the economy is founded upon the holdings.of gold

I Ithat is really symbolic in so far as its relationship in forming a reserve 

made in the esteem to the extent of the stability of the economy is threaten­

ed for some reason. (6)

Power, on the other hand, is conceived by Parsons as a*circulating
f

medium in the very sense; generated within the political system as money
I Iis generated in the economy; but also forming an output into the three other

functional sub-systems of the society. Herein , he has relegated power to

the generalized capacity to serve..in the performance of binding obligations

'Of units in the system of collectives in the organization when obligations
er

are legitimized with re^ence to their bearing on collective goals. In the 

binding obligations Parsons implied the condition under which those in power 

and those over whom power is exercised are subjected to legitimation which
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allows them that power. Thus all power relations requires a certain'mandate' 
which may be more or the less an extensive giving tô the power-holders the 
right to command and at the same time, imposes certain obligations towards 
those who are subjected to their power. In this aspect, the collective goals 
rest upon common value systetas that detezmines the major objectives which 
governs the action of the majority of the society. So, to illustrate his 
position, he has pointed out that the ilmerican society is characterised by 
the primacy of values of instrumental activism'- this entails that the main

• Icollective goal of that 80010“̂  was the furtherance of economic goal. In the 
same way, money as value has become the common agreement in its use as a 
standardized mode of exchange, so too, power has become a facility for the 
achievement of collective goals throiigh agreement*of members of the society 
to legitimize leadership positions. This gives those in power or in such 
positions a mandate to develop ploicies and implement decisions in the 
f'urtherance of goals of the system. This,he emphasized was at variance with

I 1the zero sum conception,of power which dominated his thinking in this area 
of his studies. Further, he added tne net amoxmt of power can be expanded 
if those who are ruled are. prepared to place a considerable amount of trust 
in their rulers. This process is thoxight of as credit creation in the 
economy. Thus individuals invest their confidence in those who rule them 
tnrough for example , a general election from which a party is given a 
mandate to form a government. This is applicable to the esteem that the 

 ̂ electees will initiate new ploicies which will effectively further collective 
goals. Everybody, as a result, gains from the process as those who have 
Invested in their leaders receive back in the form of effective realization 
of collective goals - an Increase return on investment.

Moreover, he added power is a direct derlvitive of authority idilch is 
the institutionalized legitimization that underlines power. Herein it can be 
defined as the institutionalization of the rights of the leaders to expect

t tsupport from the collectivity* By speaking of the binding obligations Parsons 
deliberateljE brings legitimation into the very definition of power. So for 
him there is no such thing as illegitimate power.
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m  relation to Illegitimate power which Pareon, conoelveh ae non-exlet- 
ing, he argued j

, The threat of coercive measures, or compulsion without 
legitimation or justification, should not be properly be 
called the use of power at all; but is the limiting case 
where power, losing its symbolic character, merges into an 
intrinsic instrumentality of securing compliance with wishes, 
rather than obligations. " *

in lln. With general approach, Par.cn. ha. .tre.eea that the «.. of power
) 1. cm, one «.ong eeweral different ««r. In which one p«.tjr c«i eecnre

compllmce of «,other to a de.lred coaree of action. The other of
ohtalnlng, compliance .houla not he regarded a. form of power, rather. It 1.
a 0... where the uee of power (l.e. thh activation of’binding obligations' )
1. one of the .everal ways of ensnring that the party produces a desired
response. Parsons here distinguished two main’channel.’ through which on.
party may eeek to command the action, of brother and two maln’mod.e’of control.
yielding a four-fold typology. SS2 nay try to oontrol the situation in which
»lter is placed, or try to control alter-. IntenUons. But the modes of
control depend on whether sKictlons which may be applied are positive (l.e.
often something which alter may desire) or negaUve ( l.e. hold out the threat 
of punishment).

Situational channel, p ositive  sanction lik e  the o ffer in g  o f p ositive  

advant^!.. to j l t a s  I f  he follow s ^go-s wishes or an Inducement ( the o ffering  

o f  « n .y  ) n ecessarily  e n ta ils  the coercive Inposltlon  o f  on. Individual or 

group over smother. In th is  d irection , he ha. developed some valueabl. 

oorrecUves fo r  so c io lo g ica l thinking on problems o f power.

By treating power ae necessarily  ( by h i .  d e fin itio n  ) legttlm ate utd 

thus stw -tlng from the assumption that consensu, o f  some kind e x is t  between 

the holders o f  power Bid those subordinate to I t ,  Pareon. v ir tu a lly  Ignored 

su ite  oopsclously and d elib era tely , the necessary h lerarchial character of 

power « ,d  the d iv ision  o f In terest which are frequently consequent upon I t .  

However much o f I t  I s  true that power can r e s t  upon’agreement’ to cede
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authority which can be used for collective aims. It is also true that the 
interest of the holders of power and those subjected to it often clash. 
Moresoy it is beyond dispute that positions of power offer to the incumbent 
definite material or psychological rewao*ds and thereby stimulate conflict 
between those who want power and those who have it. This brings into playtof 
course, multiplicity of possible strategies of coercion, deceit and manipul­
ation which can result in either new holders acquiring power or a reinforced 
hold on to powers by the original holders.

I • • 'Never-the-less, he has made a distinction between power and inducement . 
The rationale for this position in the distinction was that these can be 
considered parellel'media' in the sub-system of the economy and polity. 
Obviously, inducement is often a basis of power and the reverse may frequent­
ly be true— a person or group holding power jls often in a position allowing 
access to various forms of rewards. The relationship be twee* positive and 
negative sanctions may be quite complicated as they operate in the social 
system. This inducement of offering some definite reward in exch^ge for 
compliance often offer the possibility of being transformed into negative 
sanctions; the with-holding of rewards as a punishment represents a definite 
form of coercion.

In Parsons's treatment of power, coercion and force are pictured as an 
end of the line of a progression of corrective sanctions.which can be applied 
to counter any ienddncy towards power deflation. Force is the sanction which 
Is applied when all else has failed. But only when a system shows lack of 
’confidence*that the opeh^use of power becomes frequent. Hence, he argued

I •that the stable system based on power are related Indirectly or symbolically
to the use of force. But in power’inflation*, coercion and force may be the
'foundation’of consensual order in a quite different way. However, in the
above when Parsons spoke of power inflation , he was implying or referring

» •to a situation in which there exist a spiralling diminution of confidence 
in the agencies of power, so that sub-ordinates to them come increasingly to 
question their position. But, he did not propose the answers to why power 
deflations occur, except to indicate that once they get under the way they



4̂- ' ' . •resemble the vicious circle of declining support characteristicc.of economic 

crisis.
In addition he has stressed that the history of societies shows quite 

repeatedly, structural arrangements are often, at first, implemented by force 
or some form of definite coercion or coercive meas\ires used to produce and 
re-enforce a new legitimacy. Force allows manipulative control which can be 
used to diminish dependence upon coercion. While in previous ages this was 
probably a process of conscious manipulation in part, in more recent times, 
throtigh controlled diffusion of propaganda, it has become much more a 

deliberate process. (7 )
I •General Approach by Structural F̂ n̂ctionism

The lieo-evolutionary theory present a typology or classification that it 
considers to be the major structural characteristics of societies at differ­
ent stages of development or general evolution. In Parsons typology, he 
claimed that it was not necessary to develop a truly advanced analysis of 
social change in order to depict the structural patterning of evolutionary 

theory. Thus he stressed that it was well established in Biology where 
morpology, including comparative anatomy, is the backbone of evolutionary 

theory.
In this respect, comparative analysis of structural characteristics of 

different societies at different historical periods as well as of different 
societies at the same period, jaxtaposed against the evolutionary criterion 
of a gereral greater adaptive cacacily that may engender sequential ordering 
of structxiral types. By so generalizing on the basis of likenesses or 
differences existing between those structural types, we can legitimately 
formulate the evolutionary paradigm. Therefore, he posited that evolutionary 
is a process of differentiation, adaptive upgrading, inclxision and value

generalization, (s)
However, within the structural functionalism of the 5950's, evolved the 

modernization theories that developed into the most popular and prolific 

theories of social change in contemporary developing countries.
Never-the-less, the methodological premisis of structural functionalism
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is founded on four basic pillars as cited by Ankie M. Hoo^elt:
It

(a) Society is a system that is a whole of interdependent parts;

(b) This systematic whole comes before the parts, meaning that one 

cannot understant auiy single part ( that is culture, belief, 

legal institutions, social pattern of faunily organization, 

political institutions, or economic/technological organizations) 

except by referring it to the larger systemic whole of which it 

forms a part;

(c) Understanding a part by referring it to the whole occurs by seeing 

that part as performing a function for the maintenance of the 

equilibrium of the whole. Th\is the relationship between the parts 

and the whole is a functional relationship;

(d) The interdependence of the parts is a functional interdependence;

the parts are mutually supportive of each other and are mutually 

compatable with each other which serveS to maintain a whole. •» *

As we can see, tne foiirth is a logical derivitive of the first and third 

from which we envisage the imperatives of compatibility as those which limit 

the range of co-existence of the structural elements of the same society. For 

example, in a structural element as a given class of occupational role system, 

the type of kinship system that goes with it must be fixed within the specific 
limits.

In structural fimctionalism, the pre-occupation is with imperitives of 

compatability or functional reciprocities and consequently has relegated the 

concern with cause and effect to a secondary place, as a result, this School, 

in studying modem societies, concentrated on the compatability of full monet­

isation of the economy and legal institutions of private proper^ and contract, 

the industrial occupational complex and the prevalence of nuclear and conjugal 

family patterns, coupled with a relatively degree of social mobility. Also, 

to these they posited that the educational system becomes more formalized 

with subsequent high literacy rate which engenders extensive occupational 

specialization, comparative pluralism and democratic organizations of polity
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which allows f u l l  enfrenchisem ent of c it iz e n s  and a m u lti-p a rty  system, (g )

I t  was w ith in  th is  frame, Parsons conceptualized and developed h is  ideas 

in  w ritin g  the Social System which forms the c e n tra l theme of our th e o re tic a l 

frame o f re fe ren c e .

S oc ia l System

Here, we consider to s t a r t  w ith P a rso n s 's  own d e f in itio n  o r what he im plies
I I

when he spoke o f the so c ia l system .

'system ' i s  the concept th a t  re fe r s  hoth to  a complex in terdependencies 

between p a r ts  components and processes th a t  involves d isc e rn ib le  reg u l- 

a r ie s  o f re la tio n sh ip , and to  a  s im ila r  type of interdependency between
• t

such a  complex and i t s  surrounding environment. System ,in th is  se n se ,is  

th e re fo re  the concept around which a l l  so p h is tic a ted  theory in  the 

conceptually  g en era liz in g  d isc ip lin e s  i s  and must be organized. This is  

because any re g u la r ity  o f re la tio n sh ip  cam be more understood i f  the 

whole complex of m ultip le  in terdependencies o f which i t  forms p a r t ,  i s
✓ /  i f r

taken in to  account.

In  consequence to  the above, Pajrsons p o sited  th a t m ethodologically , we 

must d is tin g u ish  a th e o re tic a l  system, which i s  a  complex of assum ptions, 

concepts and p ropositions having both lo g ic a l in te g ra tio n  and em pirical r e f e r ­

ence from an em pirical system which i s  a  s e t  o f phenomena in  the observable 

world th a t  can be described and analysed by means o f a  th e o re tic a l  system. In 

fo r  example, an em pirical system such as the so la r  system, as re lev an t to 

a n a ly tic a l  mechanics, i s  never a to ta l ly  concrete e n t i ty ,  b u t, r a th e r  a 

c o lle c tiv e  o rgan iza tion  o f those p ro p e rtie s  o f the concrete  e n t i ty  defined 

as re le v a n t to  the th e o re tic a l  system in  q u estio n .

Thus, to i l l u s t r a t e  h ie  p o s itio n  he r e i te r a te d  th a t  in  Hewtonian so la r  

system mechanics, the e a r th  i s ’o n ly 'a  p& rti'cle w ith a  given mass, located  in  

sfftbby v e lo c ity  and d ire c tio n  o f motion and as such, the scheme do no t 

pre-occupy i t s e l f  w ith the e a r th ’s geo log ica l o r human so c ia l  o r c u ltu ra l  

c h a r a c te r is t ic s .  Thus, to  him, in  th is  sense any th e o re tic a l  system i s  a b s tra c t  

In  th is  re sp e c t, as a  th e o re tic a l  system, the so c ia l  system i s  sp e c ia lly

♦ Intem atiop»^l iBnevclouedla o f the Social Sciences Vol 15 P- 458
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adapted to describ ing  and analysing  so c ia l in te ra c tio n s  considered as a c la ss  

o f em pirical systems.These systems are concerned with behaviour as d is tin g u ish ­

ed m etabolic physiology o f l iv in g  organism. So among the ca tego ries  of organism, 

we c en te r our in te r e s t  on human so c ia l in te ra c tio n s  which are organized a t  the
• t

symbolic le v e ls  we c a l l  c u ltu ra l  . (iO)

Moreover, he has considered such aspec ts o f behaviour which i s  d ire c tly
I I

concerned w ith c u ltu ra l  le v e ls  systems and la b e lle d  them a c tio n . Here, a c tio n  

ineiiides fo u r tech n ica l generic  types of sub-syp terns- the d if fe re n t ia t io n  of 

which has evolved thus allow ing c le a r  d e f in itio n s  during modem in te l le c tu a l  

h is to ry . In  the f i r s t ,  we coceive the organism which i s  tre a te d  as a  concrete 

e n t i ty  in  one s e t  o f term s, becomes, on a  more generalized  le v e l, a s e t  of 

a b s tra c t  components in  the c u ltu ra l ly  organized system of a c tio n . Another 

sub-system i s  the so c ia l system which, i s  generated by the process o f in te r ­

ac tio n  o f in d iv id u a l u n i t ,  whose d is t in c t iv e  c h a ra c te r is t ic s  are  conditioned 

by the sp e c if ic  modes of in te r re la t io n s h ip s  ob tain ing  among liv in g  organisms
yy

th a t  c o n s titu te  the u n i ts .

In  the th ird  i s  the c u ltu ra l  system in  which ac tio n  i s  organized and 

ch arac te rized  by sp e c if ic  symbols and exigencies th a t  give r i s e  to  th a t  

s ta b le  system. This i s  s t ru c tu ra l  in  terms o f p a tte rn in g  of meanings which 

in  times of s t a b i l i ty  imply generalized  com plexities o f c o n s titu tiv e  symbolism
I I

%fhich give the ac tio n  system a primary sense o f d ire c tio n  and which must be 

tre a te d  as independent o f any p a r t ic u la r  system of so c ia l in te ra c tio n . But, 

ih s p ite  o f the many ram ifica tio n s  in  such a reas as language and communication, 

the p ro to ty p ic a l c u ltu ra l  systems are  those o f b e lie f s  and id e a s . Thus the 

p o s s ib i l i t i e s  o f th e i r  p reserv a tio n  over-tim e and th e i r  d iffu s io n  from one 

p e rso n a lity  /  and o r so c ia l system to ano ther, i l l u s t r a t e s  the importance 

o f the Independent s tru c tu re  o f c u ltu ra l  system s.

In the fo u rth , we see the a n a ly tic a l  d is t in c t io n  between so c ia l and 

c u ltu ra l  systems th a t  has a  c o rre la tiv e  re la t io n  to d is tin g u ish  between the 

organism and those aspec ts o f the in d iv id u a l a c to r  which we genera lly  c a l l  

the persona li'ty . Moreso, w ithin  the achieved c u ltu ra l  le v e ls  o f co n tro l of 

behaviour, the primary sub-system o f ac tio n .can  no longer be organized or

81



s tru c tu re d  p rim arily  about the organic base, which , i s  in  the f i r s t  in s tan c e , 

i s  anatom ical o r p h y sica l. P e rso n a lity , i s  the a sp ec t of l iv in g  in d iv id u a l as
I I
a c to r  which must be understood in  terms of the c u ltu ra l  and so c ia l content

• I , ,
o f the learned p a tte rn in g  th a t make up h is  behavioural system. Here learned 

re fe rs  no t merely to the problem of o rig in  of the p a tte rn in g  h e r id ity  sense, 

b u t a lso  to the e x te n t of the le v e l o f kind of the con ten t.

As a  r e s u l t ,  we t r e a t  so c ia l  system when involved a t  the ac tio n  lev e l as 

one o f the fo u r sub-system s of a c tio n , a l l  o f which a r t ic u la te  w ith the organ­

i c  bases o f l i f e  and w ith the organic adap tation  of the environment in  the 

^ b roadest b io lo g ic a l sense . Also, in  some ways, the so c ia l system tend to be 

the primary lin k  between the c u ltu re  and the in d iv id u a l ( both as p e rso n a lity  

and as a "organism).

F u rth e r, the s e c re t of the evo lu tionaiy  capacity  ev iden tly  l i e s  in  the
I I

p o s s ib i l i t i e s  fo r  rev e rb era tio n  among the inter-com m unicating members o f a
t I

s o c ia l  system, each of which i s  both an a c to r  o r ie n tin g  him self to h is  s i t u a t ­

ion  in  terms of complex cu ltx ira l le v e l ,  intended meanings and an o b jec t of
• I

o r ie n ta tio n  m eaningfully to o th er o rie n tin g  a c to rs  .. Furtherm ore, each person 

i s  both a c to r  and o b jec t to h im self as well as the o th e rs . Thus, in te ra c tio n , 

a t  the symbolic le v e l, becomes a system a n a ly tic a l ly  and very appreciab ly , 

em p irica lly  independent of i t s  pre-sym bolic base (though s t i l l  grounded in  

them ) and i s  capable of developing on i t s  own.

On th is  le v e l, in s ig h ts  to th is  basic  complex o f fa c ts  c o n s titu te s  a 

^ p r in c ip a l foundation o f modem so c ia l  science theory . This s i tu a t io n  i s  ach ie ­

ved by convergence from a t  l e a s t  fou r sources. Freud* psychology, in  the 

aspec t o f i t s  medical b io lo g ic a l base, Weber's id ea lism / m ateria lism ,
« I

Surkheim 's a n a ly sis  o f the in d iv id u a l a c to r 's  re la t io n  to  so c ia l fa c ts  o f 

h is  s i tu a t io n ,  and the p ropositions of the American Symbolic In te ra c t io n ls t-  

Colley and Head.based on the philosophy o f pragmatism.

In  our dealing  with the so c ia l system, one must d is tin g u ish  term inolog-
• I

i c a l ly  between an a c to r  as a u n it  in  the so c ia l system and the system as such.
« I

The a c to r  may be e i th e r  an in d iv id u a l o r some kind of a c o lle c tiv e  u n i t .  In 

both cases, the a c to rs  w ithin  a system of reference  w ill  be spoken as a c tin g
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in  s i tu a t io n  c o n s is tin g  of o tn er a c to r-u n its  w ith in  the same frame of r e f e r ­

ence, who are considered as o b je c ts . The system as a whole, functions ( but 

does no t a c t  in  a  tech n ica l sense ) to i t s  environment. Thus whenever we 

r e f e r  to  a c o lle c t iv e , i . e .  so c ia l ;systern,is a c tin g  as in  the case of a 

government conducting fo re ign  r e la t io n s ,  th is  w ill  mean th a t  i t  and the 

o b jec ts  o f i t s  a c tio n  c o n s titu te  the so c ia l system of reference  and in  th is  

l ig h t ,  these o b jec ts  are  s i tu a t io n a l  no t environm ental to the a c tin g  c o lle c t­

i v i t y .

The so c ia l system and i t s  environm ent.

 ̂ The so c ia l system, lik e  a l l  l iv in g  system s, i s  in h e re n tly  an open system 

engaged in  processes o f interchange in p u t/o u tp u t r e la t io n s ;  w ith i t s  environ­

ment as w ell as the in terchanges among i t s  in te rn a l  u n i ts .  In  ad d itio n , i t s  

interdependence w ith o th er p a rts  o f a more comprehensive system sor system and 

hence, p a r t ly  dependent on them fo r  e s s e n t ia l  in p u ts . Here the dependencies 

o f the organism on i t s  physical environment fo r  n u t r i t io n  and re s p ira t io n , i s  

p ro to ty p ic a l. This forms the fotindation on which the concept o f function  as 

app lied  to  so c ia l systems and a l l  o th er l iv in g  system. For, in  any system of 

re fe ren ce , fu n c tio n a l problems are  those concerning the condition  of m ainten­

ance and o r development o f in terchanges w ith environing  system both fo r  inpu ts 

from them and output to  them.

Here, fu n c tio n a l s ig n ifican ce  may be determined by the simple c r i te r io n  of 

dysfunctional consequence o f f a i lu r e  d e f i c i t  o r  excess o f an in p u t to a 

)  rece iv in g  system as asphyxiation  i s  the consequence o f f a i lu r e  o f oxygen

in p u t and as a  r e s u l t ,  the oxygen i s  fu n c tio n a lly  s ig n if ic a n t  fo r  the organism 

a s  an in p u t. Ihus function  i s  only the b a s is  on which a th e o re tic a l system atic 

o rdering  of the s tru c tu re  o f a  l iv in g  system becomes p o ss ib le . In  th is  con tex t, 

fu n c tio n a l reference  i s  q u ite  c le a r  on the p o s s ib i l i ty  o f s t ru c tu ra l  a rrange­

ment since  the b io lo g ic a l concepts o f v a r ia tio n , s e le c tio n  and adap ta tion , have 

long been couched in  a  framework fo r  analysing  the w idest v a r ie ty  of change 

p rocesses.

G oal-attainm ent processes e x p l ic i t ly  intended to  f u l f i l  fu n c tio n a l req u ire ­

ment c o n s titu tiv e  of a  lim itin g  but very im portant case . O utputs, in  th is
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sense, have primary fu n c tio n a l s ig n ifican ce  only fo r  the system which receives 

them and which i s  s i tu a t io n a l  o r environm ental to  the system of re fe rence ; 

athough they have secondary fu n c tio n a l s ig n ifican ce  to the l a t t e r .  For although 

the economic output (commodities) goes to the consumers , the maintenance of 

c e r ta in  le v e ls  o f sa lab le  output c le a r ly  has g re a t s ig n ifican ce  to the produc­

ing  o rg an iza tio n s . I t  i s  the inpu ts th a t  have primary s ig n ifican ce  fo r  any
t I

given system of re fe ren c e . The fa c to rs  o f production of economic theory are 

c la s s ic  examples, being the c ru c ia l  inpu ts o f the economy.

In  a c ru c ia l  sense, the re la t io n  between axiy ac tio n  system, includ ing  the 

^ s o c ia l and any of i t s  environment i s  dua l. On one hand, the p a r t ic u la r
t I

environment c o n s titu te s  a  s e t  o f o b jec ts  which are  e x te r io r  to the system in  

the Durkheim-Cartesian sense. On the o th er hand,through in te rp e n e tra tio n , the 

environm ental system i s  paurtially  and se le c tiv e ly  included in  the ac tion  system 

o f xefdrence. In te rn a liz a tio n  o f so c ia l  and c u ltu ra l  o b jec ts  in  the p e rso n a lity  

o f the in d iv id u a l i s  c e r ta in ly  the p ro to ty p ica l ca^e o f in te rp e n e tra tio n , but 

the determ ining p r in c ip le  should be generalized  to a l l  the re la tio n s  between 

a c tio n  systems and th e i r  environment.

In  th is  re sp ec t n e ith e r  the in d iv id u a l p e rso n a lity  nor the so c ia l system 

has any d ir e c t  r e la t io n  to the physical environment. The re la tio n sh ip  with the 

l a t t e r  i s  mediated purely  through the organism which i s  a c tio n  primary lin k  

w ith the physical world ( now commonplace in  modem percep tua l and epistem ol­

og ica l th eo ry ). R e la tiv e ly , in  th is  sense, n e ith e r  p e rs o n a li tie s  nor the so c ia l 

systems have d ire c t  con tac t w ith the a ltlm a te  o n jec ts  o f reference  and the
*  « t t  t

u ltim ate  r e a l i t y  idiich.poses problems o f meanings which i s  assoc ia ted  o r

developed in  the thoughts o f Max Weber. The o b jec ts  which p e rs o n a litie s  and

so c ia l system know and otherw ise d ire c tly  experience ,a re  in  our terminology

c u ltu ra l  ob jec ts  o f which em pirical cognition  a re  human a r t i f a c t s  in  much

the same sense as a re  the o b jec ts  o f em pirical co g n itio n . As a  r e s u l t ,  the

re la tio n s  o f p e rs o n a li tie s  and so c ia l systems w ith u ltim ate 'non  em pirical

r e a l i t y ' are  in  the b asic  sense mediated through the c u ltu ra l  system.
• •

Emphasis on the lack  o f d i r e c t  con tac t w ith what i s  ou t there concern in  

both case c e r ta in  q u a l i t ie s  o f the environing systems .as o b je c ts . Moreover,
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there  are  im portant con tac t with the physical and supernatu ral environs 

through the in te rp re ta t io n s  o f the l a t t e r  in  the ac tio n  system s. Hence such 

concept a6 knowledge i s  no t naive i l lu s io n s  hu t are  the modes of o rgan ization  

of the re la tio n s  between various ac tio n  systems and th e i r  environments as by 

(Whitehead 1929) and Mead in  1958, in  th e i r  a n a ly sis  o f ac tio n  on a philosop­

h ic a l  p o s itio n  s im ila r ly  taken by Parsons.

In  th is  frame, we regard the re la t io n  between the sub-systems of ac tio n  and 

the systems o f non-action , as p l u r a l i s t i c .  In  th is  sense, there  w ill  be no 

one to  one correspondence between a n t two interdependence and in te rp e n e tra tin g  

^ ) systems bu t a  complex r e la t io n  which can perhaps be understood by th e o re tic a l  

a n a ly s is . This i s  true  o f ’h e re d ity * and envi ronmen t , c u ltu ra l  and p e rso n a lity , 

and the id e a l and r e a l  fa c to rs  in  the so c ia l  system.

Here, i t  becomes necessary  to consider the various environment of a l iv in g  

system due to the f a c t  th a t each u n i t  i s  engaged in  one of the interchange 

re la t io n s  w ith the system and the sp ec ia lized  n a tiv e  o f the re la tio n s  which 

serves primary bases of in te rn a l  d i f f e re n t ia t io n  of the system. For the 

in stan ce  o f n u tr i t io n  and e lim ina tion  system s, the re s p ira t io n  system and the 

locomotion system of an organism are d if fe re n t ia te d  from each o th e r. To Parsons, 

th is  i s  the e s s e n t ia l  meaning of the co n tro v e rs ia l ( in  the so c ia l no t the 

b io lo g ic a l sc ience) concept o f function  * The b asis  of d if f e re n t ia t io n  i s  

(  fu n c tio n a l since i t  co n s is ts  in  the d if fe r in g  in p u t/  output re la tio n s  o f the 

systems w ith the various environments and follow ing from th a t ,  the in te rn a l 

re la t io n s  between the d if fe r in g  p a r ts  o f the system i t s e l f .

Society  and Social Communities .

00 the understanding th a t  a l l  so c ia l systems are  systems o f in te ra c tio n , 

the b e s t reference  p o in t o f focus among many types -  fo r  general th e o re tic a l 

purpose- i s  the so c ie ty . Here w  define the so c ie ty  as a  category of so c ia l 

system s, embodying a t  th e -x eq u is ite  le v e l o f evo lu tionary  development and 

c o n tro l over the condition  o f environmental re la t io n s  through the g re a te s t 

s e l f  su ffic ien cy  of any type o f so c ia l system. By s e l f  su ff ic ie n cy . Parsons 

was implying the capacity  of the system achieved through i t s  in te rn a l  organ-
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iz a t io n , resources and access to inpu t from the emvironments which function  

autonomously in  implementing i t s  normative c u ltu re ; e sp e c ia lly  the va lues, 

norms and c o lle c tiv e  g o a ls . S e lf-s iiff ic ie n c y  i s  viewed in  the generalized  

adaptive capacity  in  the sense of b io lo g ica l theory. In  a d d itio n , the term 

environment i s  p lu ra liz e d  here to emphasize the f a c t  th a t the re le v an t 

environment i s  no t ju s t  physical as in  most form ulation o f general b io lo g ic a l 

theory ; bu t includes the th ree  b asic  sub-system o f ac tio n  as o u tlin ed  above.

The core s tru c tu re  of a so c ie ty , we c a l l  the s o c ie ta l  community. In  d i f f e r ­

e n t le v e ls  o f evo lu tion , i t  i s  re fe r re d  to  as a  t r ib e ,  the people o r the 

)  n a tio n . However, i t  i s  the c o lle c tiv e  s tru c tu re  in  which members are  un ited  or 

tend to  be u n ite d . But the most im portant p roperty  i s  the le v e l and kind of 

s o l id a r i ty  in  the Durkheim's sense which governs the in te ra c tio n s  o f i t s  

members. S o lid a r ity  o f the community i s  e s s e n t ia l ly  the degree to which i t s  

c o lle c tiv e  in te r e s t  can be expected to p re v a il over the u n it  in te r e s t  of 

members irtienever the two c o n f l ic t .  This s i tu a t io n  may c a l l  fo r th  mutual 

re sp ec t among u n its  fo r  the r ig h ts  o f membership s ta tu s ,  in  conformity with 

valued norms in s t i tu t io n !z e d  in  the c o l le c t iv i ty  o r y e t p o s itiv e ly  c o n tr ib ­

u tin g  to the attainm ent o f c o lle c tiv e  g o a ls . The c h a rac te r o f th is  s o l id a r i ty  

v a rie s  w ith the le v e l o f d if f e re n t ia t io n  in  the so c ie ty . Such d if fe re n t ia t io n  

i s  ev iden t in  the structviree of ro le s  in  which a given in d iv id u a l i s  involved, 

o f the system c o l l e c t i v i t i e s , . and o f i t s  norms and sp e c if ied  value o r ie n ta t io n s . 

To c la r i f y  h is  p o s itio n  as regards to the type of s o l id a r i ty  he was considering  

^ he used Durkheim's two ca teg o ries  o f mechanical and organic .

Both types o f s o l id a r i t ie s  a re  ch arac te rized  by common value and shared 

in s t i tu t io n a l iz e d  norms. In the case o f mechanical s o l id a r i ty ,  p a tte rn s  of 

a c tio n  are  in  uniform ity  and the u n its  a re  segmented since  they a re  fu nc tion ­

a l ly  d if fe re n t ia te d . So to  i l l tu i t r a te  th is  is su e , he has c ite d  Durkheim's 

a n a ly sis  o f crime as a prototype v io la tio n  of the o b lig a tio n s  o f mechanical 

s o l id a r i ty .  In  th is  a sp ec t, the tre a to e n t o f the crim inal should id e a lly  be 

the same reg a rd less  who commits the crime -  even though th is  id ea l i s  

freq u en tly  and se rio u s ly  deviated  from. At the s o c ie ta l  community lev e l in  

d if fe re n t ia te d  s o c ie t ie s ,  the core o f the system o f mechanical s o l id a r i ty  l ie s
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in  the p a tte rn  o f c itiz e n sh ip  in  T.H. M arshall sense. These p a tte rn  can be 

sub-divided in to  components o f c itiz e n sh ip  r e la t iv e  to the c iv i l - l e g a l ,  p o l i t ­

i c a l  and s o c ia l  ,
• »

In  organic s o l id a r i ty  , th ree  kinds o f primarji s t ru c tu ra l  con texts become

p a r t ic u la r ly  im portan t. Here again , he re fe rre d  to Durkheim's thoughts. He 

argued th a t in  the economic d iv is io n  o f labour, c o n tra c t and p roperty  a re  o f

im portance. Secondly, p o l i t i c a l  d i f f e re n t ia t io n  in  both the o rgan ization  

o f  a u th o rity  and lead ersh ip  and the various modes o f p a r t ic ip a tio n  in  c o l le c t­

ive  decision  making , involves the in te rp la y  o f inform ation and in fluence  based 

I  on c o lle c tiv e  a c tio n . The th ird  dem onstrates the s o c ie ta l  r e la t io n s  with i t s  

c u ltu ra l  involvem ent. This p a r t ic u la r ly  concerns the s o c ie ty 's  a r t ic u la t in g  

w ith the -re lig io u s  system, with a r t s ,  the system of in te l le c tu a l  d isc ip lin e s  

and the re la tio n s  between p a tte rn s  o f moral o b lig a tio n s  and those o f law.

Organic s o l id a r i ty  and p lu ra lism .
I t

In  a l l  o f three co n tex ts , organic s o l id a r i ty  i s  a sso c ia ted  with the

phenomenon genera lly  ca lled  p lu r ia lism . As a function  a t  the lev e l o f

d if f e r e n t ia t io n  among the a r t ic u la t in g  sub-system s, there  i s  an in c reas in g  .

f l e x i b i l i t y  which f a c i l i t a t e s  the concrete re la t io n s  e s tab lish ed  by r e la t iv e ly

sp e c if ic  p rocesses. But there  i s  a plxirialism  of economic in te r e s t  which, i f

l e f t  u ncro tted , would tend to destroy  the s o l id a r i ty  o f the so c ie ta l

 ̂ community.Next, we come to the s i tu a t io n  where p lu ria lism  of in te r s e t  groups,

in  the p o l i t i c a l  context,w hich though of coixrse i s  linked w ith economic

p lu ra lism , i s  by no means the same. The p o l i t i c a l  process as such, lead ing  to

c o lle c tiv e  decision  making, i s  the consequence in  to to  o f a 'p o l i t i c a l  struggle*

among the in te r e s t  groups. This has the p o te n t ia l  o f d is ru p tin g  s o c ie ta l

s o l id a r i ty .  Moreso, th is  can operate  n o t m erely to  con ta in  the s tru g g le , but 
even more p o s it iv e ly  f iir th e r  to  in te g ra te  the desperate  group \xy i t s  various

mechanism o f  in te g ra tiv e  c o n tro l. Furtherm ore, d if f e re n t ia te d  so c ie ta l

commxmity tends to  be c u ltu ra l ly  p lu r a l i s t i c  as i s  most conspicious in  Western

socle t i e s ,  th a t  have a tta in e d  the le v e l o f re lig io iis  p lu ra lism .

Moreover, c lo se ly  a sso c ia ted  w ith th is  i s  p lu ralism  among the in te l le c tu a l

d isc ip lin e s  which have gained In s t i tu t io n iz a t io n  in  modem so c ie tie s  in  the 
u n iv e rs ity  system. The r i s e  o f the sciences , was in  the f i r s t  In stance ,
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a profound symbol o f th is  p lu ra liz a tio n  and has become a major fa c to r  in  major 

developments in  the fu tu re  of modem so c ie tie s  in  a v a r ie ty  of ways. 

N otw ithstanding, the problem of e th ic a l  p lu ralism  i s  a n a ly tic a l ly  more 

d i f f i c u l t  and complex as th is  trend  seem to  ..move away from the sp ec ia l kind 

o f moral tm iform ity  which c h a rac te rize s  the s o c ie t ie s  in  which mechanical
f

s o l id a r i ty  predom inates. However, the e s s e n t ia l  p o in t concerns the- lev e l of 

g e n e ra lity  a t  which common moral standards a re  d e fin ed .N ev er-th e-less . i f  the 

so c ie ty  i s  to in te g ra te  i t s  variotus kinds o f u n its  in to  a  s o l id a r i ty  a t  the 

s o c ie ta l  bommiinity le v e l what counts as moral o b lig a tio n  cannot be defined in  

terms o f sp e c if ic  to  the u n it  bu t m\ist be s u f f ic ie n t ly  general to be applied 

to the considerable range o f d if fe re n tia te d  c la sses  o f u n i ts .  This moralism 

t ie s  m orality  to the sp e c if ic  sub-group o r the sp e c if ic  stage of so c ie ta l 

development and must be d is tin g u ish ed  from the d esire  to m aihtain con tro l of 

the ac tio n s along the lin e s  o f more generalized  moral standairds.

C u ltu ra l system and P o l i t ic a l  system

The most dynamic p r in c ip le s  p re v a il and are  a r t ic u la te d  most d ire c tly  with 

the c u ltu ra l  and p o l i t i c a l  sub-systems of the so c ie ty . Furthermore, i t  i s  here
» I I I

th a t  the main linkage of the two re la tio n sh ip  between orgamlc and mechanical 

s o l id a r i ty  can be trac ed . The c u ltu ra l  (p a tte rn  maintenance) system cen ters on 

the in s t i tu t io n a l iz a t io n  of c u ltu ra l  value p a tte rn  which a t  th is  lev e l genera lly  

can be regarded as m oral. I n s t i tu t io n a l iz e d  s o c ie ta l  values and th e i r  s p e c if i­

ca tions to  the so c ia l sub-system s, comprise only p a r t  o f the relevance of 

moral valued to a c tio n . Moral valxies are  a lso  involved, through so c ia liz a tio n  

in  the ataructures o f p e rs o n a li t ie s  and the behavioural organism and more gener­

a l ly  a r t ic u la te  w ith re l ig io n , science and a r t s  w ith in  the c u ltu ra l  system.
I f

Commxmity, in  th is  sense, i s  never a simple m atte r o f a c tin g  out o f value 

OMimitBent. I t  involves the acceptance d i f f e r e n t ia l ly  in  v a lu a tio n a l terms, o f 

cond itions necessary  fo r  the function ing  s o c ie t ie s  and th e i r  sub-system s.

However, in  ad d itio n  to  a general s e t ,e s ta b lis h in g  a presumption of l e g i t i ­

macy fo r  so c ia l  systems as such must r e s t  on a  more f le x ib le  s e t  o f mechanism 

prov id ing  fo r  adap tation  between the c u ltu ra l  sub-system o f the so c ie ty  and
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s o c ie ta l  commiinity i t s e l f .  These mechanisms must cope with the changing needs 

and ex igencies o f various a sso c ia tio n a l re la tio n sh ip s  in  the l ig h t  o f th e ir  

developing in te r r e la t io n s  and o th er corresponding re la t io n s  with the value 

system. This i s  most s ig n if ic a n t  p a r t ic u la r ly  in  the function ing  of the 

changing conception o f the im peratives o f re la tio n s  by defin ing  the natu re  

o f 'v a lu ed  a s s o c ia t io n s '.  The commitments to the s o c ie ta l  community i s  no longer 

a sc r lp tiv e  bu t are  dependent on the need fo r  such commitment and the eval\xation 

o f the co m p a tib ility  with deeper moral commitments a t  the c u ltu ra l  le v e l .  One 

aspec t o f th is  f l e x i b i l i t y ,  i s  the in d iv id u a l 's  enhanced moral independence 

from im peratives o f im questioning o b lig a tio n s  to  confirm . But the obverse 

a sp ec t i s  the r ig h t  o f the community to  expect app rop ria te  f l e x i b i l i t y  in  the 

adap tation  of moral demands to exigencies o f r e a l i s t i c  im plem entation.

The minimum im peratives of sp e c if ied  common value commi-bnent define one
I

pole of the s tru c tu re s  o f the soc ia l system organized with mechanical
* t I

s o l id a r i ty .  Also there  i s  a  place fo r  organic s o l id a r i ty  in  so f a r  as such
t f  ^

commitment are  so firm  as no t to be nego tiab le  and so general as to  perm it 

the kind o f f l e x i b i l i t y  in  adapting  to p a r t ic u la r  ex igencies . Moralism here 

i s  re fe rre d  to  asthe  lim itin g  case o f lack o f g e n e ra lity  ( and perhaps 

firm ness o f commitments) fo re -c lo se s  such f l e x i b i l i t y .  Moreso, members 

complementary o b lig a tio n s  to norms and valties c o n s titu te  the obverse 

expecta tion  of c o n trib u tin g  to  the function ing  of the so c ia l system to 

which they are committed. The'pay o f f ' i n  the re la t io n  between the so c ie ta l  

community and the p lo l t i c a l  sub-system which i s  pre-occupied w ith the 

a tta inm ent o f c o lle c tiv e  goa ls , journeys toward the m astering  ex igencies in  i 

the in te r e s t  o f implementation o f v a lu e s . S o ,too , th is  i s  n o t merely a  m atter 

o f e s ta b lish in g  s ig n if ic a n t  re la tio n sh ip s  of s o l id a r i ty  bu t o f fu r th e r  commit- 

in g  the in te r e s t  o f the communiiy to sp e c if ic  goals w ith in  the ambits o f ex ig ­

encies o f the p a r t ic u la r  environm ental co n d itio n s . For the in d iv id u a l , th is  

re fe r s  no t only to h is  personal commitment to  the goals bu t h is  o b lig a tio n  as 

a member o f the community. Committing the community im plies the so lu tio n  to
t t

the problem of in te g ra tin g  the community w ith reference  to the p o lity  in

question  -  whether th is  involves a  broad consensus or ru th le s s ly  suppressing
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the m inority  o r even m ajo rity  views,
I I

In re la t io n  to the n a tio n a l community to the c u lti ira l  sub-system,, two 

im portan tly  d if fe re n t  le v e ls  are involved. One r e la te s  to g en era l'au th o rity *  

o f  d if fe re n t ia te d  elements in  :the so c ie ty  to commit or bind the c o l le c t iv i ty  

as a  whole in  p u rsu it of p a r t ic u la r  goal w ith in  the sp e c if ic  s i tu a t io n . On one 

extreme, there  could be an a b s o lu tis t  o r  despo tic  government which presumes to 

a c t  as i t  p leases reg a rd less  o f the consent o r opposition  o f the broader socie*  

t a l  community. The opposite to th is  w il l  be a community which endeavours to 

make any c o lle c tiv e  a c tio n  v i r tu a l ly  dependent on unaminous and e x p l ic i t  

^ consent. By d if f e r e n t ia t in g  the two le v e ls , modem government systems avoid 

being caught in  the above dilemna. They s e t  up procedural ru le s  defin ing  the 

le v e l o f-suppo rt needed to au tho rize  c o lle c tiv e  a c tio n ; b inding the c o l le c t i -  

ve ty  as a whole, inc lud ing  m in o ritie s  which d isse n ts  in  various con tex ts .

The development o f p o l i t i c a l  d if f e r e n t ia t io n  and p lu ria lism  , includ ing  the 

g e n e ra liz a tio n  o f c ru c ia l le v e l o f p o l i t i c a l  o b lig a tic n s , tend to broaden the 

scope of in d iv id u a l freedom fo r  d isse n t and a t  the same time draws the lin e s  

between p o l i t i c a l ly  in s t i tu t io n a l iz e d -  as d is tin g u ish ed  from m oral- r i ^ t s  o f 

d isse n t and opposition  and those in s t i tu t io n s  defined as i l le g i t im a te .  T h u s,. ■ 

the basic  independence of cu ltu ra l-m o ra l and so c ia l ly  in s t i tu t io n a l iz e d  systems, 

however, precludes any so c ia l community frowbeing completely immune to the 

kind o f p o l i t i c a l  opposition  which can lead  to the d isru p tio n  of i t s  basic
I •

s o l id a r i ty .  The element o f mechanical s o l id a r i ty  concerns w ith leg itim iz in g  

the decision  madcing a u th o r ity . Such leg itim a tio n  must be derived from common
I

value commitment to the s o c ie ta l  community and hence to the type o f c o lle c tiv e
* ,

a c tio n  considered le g itim a te . This includes the id e n t i f ic a t io n  of the agencies 

e n t i t le d  to  take such a c tio n . Obviously, th is  a lso  im plies the r ig h ts  o f 

membership elements to  give o r w ith-hold support fo r  the p a r t ic u la r  p o lic ie s , 

and more genera lly  in  p a r t ic u la r  claim s to lead ersh ip  s ta tu s .  But the appeal 

fo r  th is  type o f support mtist be on the b a s is  o f ‘o rg a n ic 'ra th e r  than'mechan-
I

i c a l  s o l id a r i ty .  The procedural ru le s  becomes the focus o f commitment while 

p a r t ic u la r  outcomes sore m atters fo r  leg itim ate  c o n te s t.
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S o lid a r ity  and the economy

P arso n s ,in  analysing  the d iv is io n  of labour in  the economic sense, used 

Curkheim ^ organic s o l id a r i ty  and w ith in  th is  frame, the economy i s  conceived 

as the fiin c tio n a l sub-system of the so c ie ty  d if fe re n t ia te d  around the 

production and a llo c a tio n  o f resources w ith in  the so c ie ty . This operates 

through a combination of fa c to rs  o f production: land , labo\ir and c a p ita l  and 

the o rgan iza tion  to produce ca teg o ries  o f ou tpu t- commodities and se rv ic e s , 

b u t the economic ca teg o ries  are  no t physical o b jec ts  and the behaviour as 

such; bu t are  measoires o f c o n tro l. In  the case o f commodities, i t  i s  e s s e n tia l  

^ ly  the p roperty  r ig h ts  and in  the case of se rv ice s  we a sso c ia te  the s ta tu s  of 

the employer over the perform er to power and a u th o r ity .

The a c tu a l combination of processes in  the economic sphere, takes place 

w ith in  a goal o rien ted  orgem ization or u n i t  re fe rre d  to as firm s. In s t r i c t l y  

economic sense, th is  functions through the mauiagement of boundaries o f the 

r e la t io n s  of the market system. This process e n ta i l s  determ ination of re q u ire ­

ment, acqu iring  such requirem ents, guiding the production and even tually  dispos 

in g  o f ou tpu t through the market system. These processes operate by a d ju s tin g  

r e la t io n s  between demsmd and supply by e s ta b lish in g  terms o f tra n s fe r  of 

co n tro l which equate q u an tity  and p rice  fo r  both p a r t ie s  to the exchange.

Here, co n tra c t i s  e s s e n t ia l ly  the procedural ru le s  reg u la tin g  tra n s fe rs  

o f both fa c to rs  o f production , and the population  tends to  be in s t i tu t io n a l ly
r I

focused on organic s o l id a r i ty  . Moreso, th is  complex no t only reg u la te  the 

^  a c tu a l se ttlem en t o f co n tra c ts  bu t a lso  define  what types o f c o n tra c t msiy

(and may no t) be en tered  in to .  I t  a lso  determ ines the terms fo r  reaching agree 

ment, thus tak ing  in to  account the I n te r e s t  o f th ird  parties^and  th e i r  

obligations-txnder sp e c ia l contingencies such as the development o f unforeseen 

o b stac les  to  the fu lf i l lm e n t o f term s. The in s t i tu t io n  o f p roperty  then i s  the 

normative system reg u la tin g  a c q u is itio n ,d isp o s a l,c o n tro l and u ta l iz a tio n  of 

physica l o b je c ts .r e la t iv e  to the co n trac tu a l system whether these ob jec ts  

are  fa c to rs  of production o r are  ou tpu ts- commodities. F u rth e r, the i n s t i t u t ­

io n a l complex o f employment reg u la te s  thd a c q u is itio n  and u ta l iz a tio n  of
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human s e rv ic e s .e i th e r  as fa c to rs  of production or the u ltim ate  agents of 

valued consumption.

G eneralize media of exchange

In s u f f ic ie n t ly  developed s o c ie t ie s  th a t are d if fe re n t ia te d , money plays

a c e n tra l  ro le  as both a symbolic medium of exchange and a measure and s to re

o f valTie. Thus money may be defined as the capacity  of a  so c ie ta l  u n it  to

command economically valuab le  resources through the exchange p rocess . The

payment o f money c o n s titu te s  the t ra n s fe r  o f such a capacity  from one Tinit
«

 ̂ to ano ther. In  most tran sac tio n s  of th is  k ind , e n t i t i e s  th a t  have value in  

use* fe a tu re s  on the side of the exchange re la tio n sh ip , being balanced by
f t

a monetary considera tion  on the o th e r . To pay money i s  to accept c e r ta in  econ­

omic o b lig a tio n  defined by a p roportiona te  dim inution in  o ne 's  capacity  to 

command c e r ta in  economic values in  o th er tra n sa c tio n s . To accept money in  

payment e n ta i l s  the r ig h t  to an expecta tion  th a t o thers w ill  make economical­

ly  valuable goods and o r se rv ices a v a ilab le  a t  the time and place sp ec ified  

by the buyer as defined by the nexus of the m arket. Money i s  o f importance 

th e o re tic a l ly  as i t  i s  b e s t understood as a member of generalized  symbolic 

media o f exchange involved in  the so c ia l in te ra c tio n  p rocess . P o l i t ic a l  power 

and such asso c ia ted  in fluence  used in  the p o l i t i c  a l  leadersh ip  process 

c e r ta in ly  belong to th is  fam ily .

The economy,conceived here , a r t ic u la te s  w ith the so c ie ta l  community prim ar 

i l y  through the in s t i tu t io n a l  complex of c o n tra c t, p roperty  and employment- 

occupation system. S o lid a r i ty  i s  herew ith m aintained by keeping the tra n sa c t­

ion  in  l in e  w ith c e r ta in  in te g ra tiv e  im p e ritiv es , by p ro te c tin g  both p a r t ie s  

in  the co n trac tu a l re la t io n  and th a t  o f th ird  p a r t ie s  and a t  the same time 

provide the b asis  fo r  s o l id a r i ly  in  r e la t io n  to e f fe c tiv e  c o lle c tiv e  ac tio n ; 

e sp e c ia lly  through making economic resources a v a ila b le  to c o lle c tiv e  u n its

inc lud ing  the government.

Money as a symbolic medium, may be ca lled a  sp ec ia lized  language. Like a l l  

such media, i t  expresses and communicates messages having meanings w ith r e f e r ­

ence to a code ( th a t  i s  a s e t  o f ru le s  fo r  the use in  transform ing and 

combining symbols. The in s t i tu t io n  of c o n tra c t, p roperty  and "employment as
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p a r t  o f the leg a l system, c o n s titu te  the code terms of wnich the transform ation  

between money and commodities or se rv ices and among d if fe re n t  forms of monet­

ary  a s se ts  o pera te . F inancia l tra n sa c tio n s , th e re fo re , c o n s titu te s  a c e r ta in  

type of conversation.-A s the generalized  medium of m obilizing  c a p a c itie s  fo r  

e f fe c tiv e  c o lle c tiv e  ac tio n  which can be u ta liz e d  by members in  c o n trib u tin g  

towards binding the c o l le c t iv i ty  to a p a r t ic u la r  course of action*  e i th e r  by 

determ ining o r c o n trib u tin g  to the implementation of sp e c if ic  p o licy  goa ls .

Moreso, the code w ith in  which powers as a medium o p era tes , cen ters  about 

the in s t i tu t io n  o f a u th o rity . This in  tu rn  a r t ic u la te s  w ith the p a tte rn  of 

)  in s t i tu t io n a l iz e d  leadersh ip  and a d m in is tra ti’te  r e s p o n s ib ili ty  fo r  m aintaining 

reg u la to ry  nom s . Also i t s  a r t ic u la t io n  w ith the c u ltu ra l  system as an 

o p e ra tiv e  medium. Parsons has la b e lle d  th is  sphere commitment. He fu r th e r  

added th a t  th is  i s  the sp e c if ic a tio n  of. the general value p a tte rn s  to  the 

lev e l necessary  fo r  th e i r  workable combination w ith o th e r fa c to rs  which are 

r e q u is i te  fo r  th e i r  implementation in  concrete a c tio n . A lso, the re le v an t 

code i s  the s e t  o f in s t i tu t io n s  which c o n s titu te  the under-pinning of s o c ie ty 's  

’mechanic s o l i d a r i t y ' . Thus, w ithin  th is  con tex t, c iv i l  components hold 

precedence because they«.formulate the v a lu a tio n a l b a s is  o f community 

membership.

So too , the s o c ie ta l  community becomes the focus o f operation  in  the sphere
I I

o f in fluence  as the re le v an t norms underlying organic s o l id a r i ty  in  so f a r  

as they r e la te  to p l u r i a l i s t i c  s tru c tu re s  o f d if f e re n t ia te d  s o c ie t ie s .  Along 

* th is  l in e  of reasoning , since the s o l id a r i ty  of the so c ie ty  i s  prim ary,
I

ju s t i f ic a t io n  fo r  the a llo c a tio n  of lo y a l t ie s  comes in to  focus. Here, he argued 

th a t  such ju s t i f ic a t io n  must be d is tin g u ish ed  from le g itim a tio n ; as th is  i s  

le s s  abso lu te  and opera tes a t  the lower le v e l in  the cybernetic  h ie ra rchy .

®he system may w ell be leg itim a te  while the question  o f ju r id ic t io n  o f c e r ta in  

choices between a lte rn a tiv e  subsldary  s o l id a r i t ie s  a re  s t i l l  l e f t  open where 

a c tu a l o r p o te n tia l  dilemnas are  posted . These d iverse  coded components are 

more o r le s s  adequately in te g ra te d  in  a v ib ra n t s o c ia l  system where they const­

i tu t e  i t s  b asic  normative s truc tx ire . These should be d is tin g u ish ed  from the 

primary normative components of a  p a tte rn  maintenance system; since the
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l a t t e r  aire made up of value p a tte rn  and th e i r  sp e c if ic a tio n  are not d if f e r e n t­

ia te d  nouns. Thus, the in te g ra tiv e  o rien ted  code of so c ie ta l  system must be 

anchored in  a value system i f  i t  i s  to have a basic  le g itim a tio n . N ever-the- 

le s s ,  i t s  s tru c tu re  i s  determined by no t only value sp e c if ic a tio n s  bu t a lso  

by adjustm ent to the ex igencies o f o ther fu n c tio n a l sub-system . However, in  

the process o f adjustm ent, the in te g ra tiv e  o rien ted  code s t i l l  m aintains a 

c e r ta in  le v e l of In te g r i ty  with re sp ec t to  value commitment and s o l id a r i ty  of 

the s o c ie ta l  community. However, in  h i ^ l y  d if fe re n t ia te d  s o c ie t ie s ,  th is  

b asic  code system forms the cote of the le g a l system. ( l l )

I f  we examine the e n t i t i e s  th a t perform .each fu n c tio n , we w ill  be b e t te r  

Informed about what Parsons mean as regards to  the fo llow ing . A daptation 

invo lves-the  response to the demands of the environment. I f  we should use in  

ovir example, an o rgan ization  as the Hatbour A u thority . I t s  problem of adapt­

a tio n  w ill  be one of acqu iring  the necessary  f a c i l i t i e s  fo r  fu r th e r in g  goa ls .

The A uthority  moist secure adequate funding, competent personnel and the 

requ ired  f a c i l i t i e s  in  o rder to carry  out i t s  programme. Goal attainm ent 

involves the m obilizing  of i t s  resou rces. In  th is  re sp e c t, the A uthority  

must p lan the u ta l iz a tio n  of i t s  resources ( funds, f a c i l i t i e s  and personnel) 

towards the achievement o f the desired  g o a ls . Latent p a tte rn  maintenance re fe rs  

to  the problem of m aintaining the value p a tte rn  of the system. Any o rgan ization  

inco rpo ra tes values and motives which a s s i s t  in  the performance of th e ir  

various ta sk s . Thus the two fu n c tio n a l im peratives focus on p rob lem s.in terna l 

to the system- la te n t  p a tte rn  maintenance /.'“ I in te g ra tio n  and adap ta tion  and /  while 

goal atta inm ent r e la te s  to  the problems o f the environment.

Moreso, the fou r fu n c tio n a l im peratives are  re la te d  to fo u r s tru c tu ra l  

c a teg o ries  in  which each i s  involved in  fu lf il ia e n t o f one o f the form er.

A daptation i s  the basic  function  of r o le .  Goal a tta inm ent i s  the work o f the 

c o lle c t iv e s .  In te g ra tio n  depends on the norms idiich reg u la te  the g re a t v a r ie ty  

o f processes th a t con tribu te  to the implementation o f p a tte rn  value commitment.

Norms define expecta tions and thereby goverm the re la tio n sh ip  and la te n t  

p a tte rn  maintenance i s  the function  of v a lu e s . In  the l ig h t  o f the fore-go ing  

i t  i s  im portant to understand the natu re  of fu n c tio n a l im peratives because they
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are  the lin k  between s tru c tu re s  and p rocesses. Thus when we examine processes 

in  the so c ia l system, we do so in  the context o f the fo u r fvinctional im perat­

iv e s  which are a lso  in  s tru c tu ra l  essence of any so c ia l system, ( i2 )

Parsons went on to d is tin g u ish  between process and change. For him, a l l  

p rocesses involve some kind of change; bu t the processes which changes so c ia l 

s tru c tu re s  should no t be equated w ith o thers th a t  do n o t. The former he
I t  t I

proposed in  a category of change • As a  r e s u l t ,  change, to him, a l t e r s  the so c ia l 

s t ru c tu re . W ithin th is  frame, he proposed two dynamic problems in  the system.

The f i r s t , i s  the process o f equilibrium  which he claim s i s  assumed under the 

 ̂ cap tion  th a t  s t ru c tu ra l  p a tte rn s  o f in s t i tu t io n a l iz e d  c u ltu re  are  given; assured 

to  remain co n stan t. In  the second, s t ru c tu ra l  change,as a p rocess, involves 

the fundamental a l te r a t io n s  in  the system.

The d is t in c t io n  between the two type of dynamic problems does no t involve an 

abso lu te  dichotomy. For, there  i s  a very im portant mixed case which involved 

s t ru c tu ra l  changes in  the sub-systems but no t the o v e ra ll s t ru c tu ra l  p a tte rn ­

in g . In  th is  re sp ec t, the most im portant type of such a process i s  s t ru c tu ra l  

d if f e r e n t ia t io n  which involves the reo rgan iza tion  of the system and consequently 

engenders fundamental s t ru c tu ra l  changes in  the various sub-systems and th e i r  

r e la t io n s  with each o th e r . Moreover, we can id e n tify  fo u r types o f processes

in  P a rso n s 's  thoughts.

( F i r s t ,  we have equilibriiam which c h a rac te rize s  the processes w ithin  the

system; s tru c tu ra l  changes- involv ing  s ig n if ic a n t  a l te r a t io n  of the system; 

s t ru c tu ra l  d if f e r e n t ia t io n , involv ing  changes in  one o r more sub-systems but 

n o t in  the o v e ra ll system; and evo lu tion  which i s  the process th a t  describe 

the developmental p a tte rn  o f the so c ie ty  overtim e. These fo u r type o f processes 

axe n o t, o f course, m u tu a llt exclusive or independent, bu t as we have seen, they 

a re  a n a ly tic a lly  d is tin g u ish a b le .

I t  I s  in  app rec ia tion  th a t  our summary may n o t do proper ju s t ic e  to the 

p o s itio n  taken by Parsons in  h is* so c ia l system schemp, because of the fa c t  

th a t  h is  w ritings do no t lend i t s e l f  to easy read ing  as even h ie  contemporar­

ie s  have accepted. Moreso, Parsons has sought to d is p e ll  h is  c r i t i c s  who have
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accused him of d i f f i c u l t  s ty le  o f w ritin g , vageness o f concepts, and u n ju s t i f ­

ie d  psychologizing, by c la r ify in g  the issu es  le v e lle d  ag a in s t him by h is  c r i t i c s  

in  h is  l a t e r  w ritin g s ; Towards a General Theory of A ction, The S tru c tu re  of 

S ocia l Action , S tru c tu re s  and Processes of Modem S o c ie tie s  e tc .  We acknow­

ledge th a t h is  ideas were developed as i l l u s t r a te d  above in  severa l volumes, 

bu t the b asic  a ssm p tio n  o r h is  p o s itio n  were com paratively unchanged. Thus , 

w ith in  th is  frame, we have sought to reproduce the b asic  assumption h igh ligh ted  

by Parsons and h is  co-author Edward A. S h ils .  With th is  in  mind we w ill  

summarize below some of the main themes th a t  pre-occupied the two authors 

. and formed th e i r  b asic  con ten tion ,
" f t

In  the ac tio n  frame. Parsons saw the a c to r  in  a s itr ia tio n  fo r  which he i s  

o rien ted ; Here ac tio n  i s  the behaviour o rien ted  to attainm ent o f ends in  

s i tu a t io n  by means of norm atively regu la ted  expend!t\ire 'o f energy. As a 

consequence of the above, there  are  fou r p o in t to  be noted in  th is  conception 

o f behaviour. Behaviour i s  o rien ted  to the atta inm ent o f goals o r o ther a n tic ­

ip a ted  s ta te s  o f a f f a i r s ;  i t  takes place in  s i tu a t io n ;  i t  i s  norm atively 

reg u la ted  and i t  involve the expenditure of energy/energy o r 'm o tiva tion  (which 

may be more or le s s  organized independently o f i t s  involvement in  sb tio n . 

presumably, then, any behaviour th a t  involves some awareness o f goals and i s  

.'eicgaalsdd in  such a way as to perm it the se le c tio n  o f means of reaching such 

goal which have been learned  to be more e ffe c tiv e  than le s s  e f fe c t iv e , w ill 

be a c tio n . I t  i s  these p ro p e rtie s  o f a c to rs , s i tu a t io n s , and o r ie n ta tio n  of 

a c to rs  th a t  were m anipulated by Parsons and Shils* N ev er-th e -le ss . Parsons has 

^  o u tlin ed  a v a r ie ty  o f o r ie n ta tio n s  o f 'a c to r ’ to ’s i tu a t io n . 'p ro p e r t ie s  of s i tu a t ­

ions and o r ie n ta tio n s  o f a c to r  to s i tu a t io n ,  a re  two major v a r ie t i e s .  One i s  

c a lle d  the m otivational o r ie n ta tio n  and the o th e r value o r ie n ta tio n  .

M otivational o r ie n ta tio n  re fe r s  to  those aspec ts o f  the a c to r 's  o rien ta tio n  

to  h is  s i tu a t io n  which a re  re la te d  to  the a c tu a l o r  p o te n t ia l  g ra t i f ic a t io n  

o r depriva tion  of the a c to r 's  n e ed -d isp o sitio n s . In  th is  a rea  we encounter 

th ree  modes. In  the f i r s t ,  the cogn itive  mode involves the various processes 

by which an a c to r  sees an o b jec t in  r e la t io n  to h is  system of n eed -d isp o sitio n s . 

Thus th is  w ill  in c lu d e ’ lo c a tio n ’of the o b jec t in  the a c to r 's  t o t a l  b b je c t
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world, the determ ination of i t s  p ro p e rtie s  and ac tu a l and p o te n tia l  fu n c tio n , 

i t s  d i f fe re n t ia t io n s  from o th er ob jec ts  and i t s  re la tio n s  to c e r ta in  general 

c lasses*  The c a th e c tic  mode involves the various processes by which an ac tio n  

in v e s t am o b jec t with e ffe c tiv e  s ig n if ic a n c e . This would include the p o s itiv e  

and negative cathexes implanted upon ob jec ts  by g r a t i f ic a t io n a l  o r d ep riva tion - 

a l  s ig n ifican ce  with re sp ec t to  the a c to r 's  n eed -d isp o sitio n s o r d riv es . In  ' 

the th ird , we f in d  the eva luative  by which an a c to r  a llo c a te s  h is  energy among 

the various a c to rs  w ith re sp e c t to various cathected  o b jec ts  in  an attem pt to 

optim ize g r a t i f ic a t io n .  Thus, i t  would Include the process by which an a c to r  

) organizes h is  cogn itive  and c a th e c tic  o r ie n ta tio n  in to  in te l l ig e n t  p lans . 

Evalviatlon i s  fu n c tio n a lly  necessary fo r  the re so lu tio n  o f c o n f l ic t  among 

in te re s t .a n d  among cogn itive  in te rp re ta t io n  which axe no t resolved autom atic­

a l ly ;  and which thus n e c e ss ita te  choice or a t  le a s t  sp e c if ic  se lec tiv e  

mechanism.

Value o r ie n ta tio n  re fe rs  to those aspects o f tne a c to r 's  o r ie n ta tio n  which 

commlt'him to the obseirvance of c e r ta in  norms, stam dards, c r i t e r i a  o f se le c tio n , 

whenever he i s  confronted w ith a contingent s i tu a tio n  which allows (and req u ire s)  

Mi±m\^ make a  choice. On the c u ltu ra l  le v e l ,  we view the organized s e t  of ru le s  

o r  standards as such, a b s tra c te d , so to speak, from the a c to r  who i s  committed 

to them by h is  own v a lu e -o rie n ta tio n s  and in  whom e x is t  as need -d isposition  

to  observe those ru le s .  As a r e s u l t ,  c u ltu re  includes a .se t o f standards. An 

in d iv id u a l 's  valvie o r ie n ta tio n  i s  h is  commitment to these standards.

% re , we have a lso  th ree  modes of value o r ie n ta tio n s  which are  p a ra l le l  to
J

the modes o f m otivational o r ie n ta t io n . The cogn itive  mode o f value o rie n ta tio n  

involves the various commitment to standards by which the v a l id i ty  o f cognitive 

judgement i s  e s ta b lish e d . Among these would be the standards s e t t in g  the v a lid ­

i t y  o f observation , the re le v a n t da ta  and the importance o f problems. The 

ap p rec ia tiv e  mode o f value o r ie n ta tio n  includes various commitment to  standards 

by which the appropria teness o r consistency  o f the ca thex is o f an o b jec t o r 

c la s s  o f o b jec ts  i s  a ssessed . These standards pu rport to give us fo r  judging 

whether o r no t given o b je c ts , sequence, o r p a tte rn  w ill  have Immediate 

g ra t i f ic a to ry  s ig n if ic a n c e . The moral mode of value o r ie n ta tio n  evolves around
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Various commitment to the standards by which c e r ta in  sequences o f p a r t ic u la r  

ac tio n  or types o f ac tio n  may be assessed with re sp ec t to th e ir  e f f e c t  upon 

systems of a c tio n . S p e c if ic a lly , they guide the a c to r 's  choice with the view 

with regards how the consequence of those choices w ill a f fe c t  (a) the in te g ra t ­

ion  o f h is  own p e rso n a lity  system and (b) the in te g ra tio n  of the so c ia l system 

in  which he i s  a p a r t ic ip a n t,  (13.)

)

{

( J

98



R esearch  M e td o lo ^

My research  in  terms of in terv iew s took place while I  was in  Guyana

w ith in  the period  of December, 15, 1986 to February, 10, 1987 and was 

completed during my stu d ies  a t  the World Maritime U niversity  in  Malmo,

Sweden, in  October, 1987-with the a ss is ta n ce  o f supportive documentation 

from the S t a t i s t i c a l  Bureau of Guyana and o th er re lev an t m a te r ia ls .

I t  must be s tre sse d  th a t we consider th a t in  undertaking any resea rch , 

there  i s  no one way of looking a t  so c ia l r e a l i t y .  But th is  depends on one 's  

o r ie n ta tio n  in  viewing the phenomenon m d er review . For example, we may 

undertake to study a fo o tb a l l .  We may choose severa l o f many a lte rn a tiv e s ;  

we may in v e s tig a te  th is  w ithin an.economic framework, as we may a sc e rta in  

the p a tte rn  of demand and supply r e la t in g  to th is  p lay ing  o b jec t; i t  may 

a lso  -be the o b jec t of a chemical resea rch - fo r  i t  i s  composed of organic 

chemicals as i t  has mass and may be-stud ied  as a physical ob jec t undergoing 

d if fe re n t  s tre s se s  and a tta in in g  varying v e lo s i t ie s  under d if fe re n t  cond it­

io n s . I t  may a lso  be seen as the cen te r of many so c io lo g ica lly  in te re s tin g  

a c t iv i t i e s  - p lay , communication or group o rg an iza tio n s . ( 14)

In  the  l i g h t  o f  the  above, I  have embarked on th i s  p r o je c t  from a 

s o c io lo g ic a l  fram e. H ere, a l s o ,  I  have used in te rv ie w s  in  p re fe re n c e  to  

m ailed  q u e s t io n n a ir e s  due to the  f a c t  t h a t  t h i s  p ro c e ss  was u n su c c e ss fu l 

due to  poor re sp o n o e .

In te rv ie w s  may be c l a s s i f i e d  in  many d i f f e r e n t  ways in  term s o f  t h e i r  

p u rp o se , b u t a l l  o f  them a re  s o c ia l  a c t s .  Some a re  c o n sc io u s ly  in ten d ed  to 

convey message and change b eh av io u r; b u t o th e r s  a re  in te n d e d  to  be n e u t r a l .  

C o n sid e rin g  th e  many v a lu e  auid em o tio n a l lad en  v a r ia b le s  w hich m ust e n te r  

in to  ev ery  in te rv ie w in g  s i t u a t i o n ,  i t  i s  d o u b tfu l i f  any in te rv ie w  i s  t r u e ly  

n e u t r a l  in  th e  sense  t h a t  i t  i s  m ere ly  a  re c o rd  o f  what i s  on th e  resp o n d ­

e n t 's  m ind. N e v e r- th e - le sB , th e  m ost im p o rta n t a s p e c t  o f  t h i s  s o c ia l  a c t  

i s  th e  in te r p la y  o f  id e a s  ( in fo rm a tio n  ) betw een the  in te rv ie w e r  and h is  

re sp o n d en t in  the  e s ta b lis h m e n t o f  a  r e p p o r t .  In  g e n e ra l te rm s, t h i s  in v o l ­

v es  the  sim ple  s h a r in g  o f common lan g u ag e , so t h a t  th rough  sh a red  frame o f 

r e fe re n c e s  each  p a r t i c i p a n t ,  in  what he say s  o r  in  w hat p o s tu re  he ta k e s , 

c a l l s  o u t in  h im s e lf , i n c ip i e n t ly ,  the  re sp o n se  t h a t  th e re  g e s tim e s , p o s tu re s

99



and symbols c a l l  o u t in  the  o th e r .  N ot on ly  do d if f e r e n c e  in  c la s s  s p e l l s  

d i f f e r e n c e s  in  lan g u ag e , v a lu e s  and g e n e ra l p e r s p e c t iv e s ;  so too and o f te n  

to  a  g r e a te r  d eg ree , do d if f e r e n c e  in  e th n ic  and n a t io n a l  background and in  

age and s e x , (15.)

F o r , exam ple. I f  we m a il some q u e s t io n n a ir e s  p ro b in g  the  number o f  

c o n ta in e rs  which were re c e iv e d  by v a r io u s  fo rw ard in g  a g en ts  in  a  p a r t i c u l a r  

a r e a  f o r  e x p o r t  and im p o rt s h ip p in g . The in fo rm a tio n  r e q u ir e s  the  su p p ly  o f  

th re e  c a te g o r ie s -  f u l l ,  l e s s  c o n ta in e r  lo a d  ( i c l )  and em pty. I f  in fo rm a tio n  

i s  n o t  su p p lie d  by the  q u e s tio n n a ire  in  re g a rd s  to  what we mean in  the  f i r s t  

two g ro u p s , we w i l l  be su p p lie d  w ith  d i f f e r e n t  co n cep tio n  o f  what i s  f u l l  o r  

w hat i s  c o n s id e re d  a  I d  c o n ta in e r .  In  some c a s e s ,  we were g iven  group o f 

f u l l  .c o n ta in e r s ( r e la t iv e  to  20 f t . c o n t a i n e r s )  14 to 18 to n s  and 16 to  18 tons 

and s e v e ra l  g ro up ings in  the  I d  c o n ta in e r  a r e a .  These s i t u a t io n  poses a  l o t  

o f  d i f f i c u l t i e s  f o r  the r e s e a r c h e r .  In  some c ase s  the  q u e s tio n s  a re  n o t 

u n d e rs to o d  by the re sp o n d en t who supp ly  the  in fo rm a tio n  as he sees  i t  which 

in  m ost c ase s  i s  n o t  what the r e s e a rc h e r  i s  c a l l i n g  f o r t h .

In  an in te rv ie w in g  s i t u a t i o n ,  th e se  p o in ts  can be c l a r i f i e d  as b o th
I f

p a r t i e s  a re  sp eak in g  the  same language . Here an ag reed  f ig u r e  w i l l  be 

a r r iv e d  a t  r e l a t i v e  to  what i s  a f u l l  c o n ta in e r  lo ad  o r  a  l e s s  c o n ta in e r  

lo a d . T h is i s  my prim e re a so n s  f o r  my cho o sin g  the  in te rv ie w  method in  

p re fe re n c e  to  the  Q u e s tio n n a ire .
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Annex 1

Some Developm ents in  S h ip p in g  ( s h ip s )

The em phasis in  the  S h ip p in g  In d u s try  has been c le a r ly  tow ards b e t t e r  

o p e ra t io n a l  econom ies and t h i s  has p ro v id ed  the  g u id e l in e s  f o r  the  dev e lo p ­

ment p r o je c ts  undertaJcen in  r e c e n t  y e a r s .  M oreso, w ith  the  f a s t  developm ent 

in  s h ip  techno logy  w ith  the  prim e t a r g e t  o f  re d u c in g  c o s t ,  much advanced 

te c n o lo g ic a l  changes b o th  in  c o n s tru c t io n  and m achinery  a re  ta k in g  p la c e  

to  enhance the  e f f i c i e n t  o p e ra t io n  o f  s h ip s .

New d esig n s  in  eng ine  techno logy  a re  developed to  reduce  f u e l  consum pt­

io n  by the  use  o f  slow  to  medium speed e n g in e s . T h is new developm ent has 

a ls o  a f f e c te d  even o ld e r  sh ip s  as  we have many in  o rd e r  to  be c o s t  e f f e c t ­

iv e  a re  answ ering  the  c a l l  by changing  main en g in es  and a u x i l i a r y  m ach inery .
I '

T his i s  ev idence  as  in  the  case  o f  the  lu x a ry  l i n e r  Queen E l iz a b e th  2 was 

re -e n g in e d  w ith  Main B urm eiser and Wain medium speed d e i s e l  p l a n t s ,  a  

package o f f e r in g  h ig h  o u tp u t w ith  com pactness and a t  th e  same tim e o p e ra t ­

in g  a  power s t a t i o n  mode to  m eet the  need  o f  p o p u ls io n  and h o te l  lo a d . 

F u r th e r ,  to ensu re  added adv an tag es  in  f u e l  o i l  consum ption and o p e ra tio n  

th e  l a t e s t  slow  speed main en g in es  ( lo n g  s tro k e  la rg e  b o re )  and •p tlau m  _ 

p r o p e l le r s  a re  chosen w ith  reduced  r .p .m .  and d iam e te r to  th e  e x te n t  th a t  

the  p r o p e l le r s  im m ersion com plies w ith  M arpol 1973/78 and S o las  1978..

In  a d d i t io n ,  S u lz e r  has re s e a rc h  and developed  the  S u lz e r  d u e l f u e l  R .T .A . 

eng ine  . T h is eng ine  i s  designed  to  ru n  on n a tu r a l  g a s , th e  eng ine 

combines h ig h  p re s s u re  gas i n j e c t i o n  w ith  th e  l a t e s t  d e s ig n  d ie s e l  te c h n o l­

ogy.

N e v e r - th e - le s s .  W ith the  c o s t  f a c to r  p re -o c cu p y in g  o p e ra to r s  in  the  

s h ip p in g  in d x is try , th e  main aim i s  a t  two a r e a s -  r e d u c tio n s  in  f u e l  consump­

t io n  and crew . The f i r s t  i s  ach iev ed  a s  s t a t e d  above, the  second i s  c o n ce iv ­

ed to  be ach iev ed  by th e  use o f  e le c t r o n i c  s u r v e i l la n c e  sy stem s. W ith t h i s ,  

th e re  i s  a  developm ent tow ards unmanned eng ine  room s. These s u rv e i l la n c e  

system s may in c lu d e  : b r id g e  c o n tro l  system s; a u x i l i a r y  eng ine  c o n tro l ;  

e le c t r o n ic  governor system ; c a lc u la to r s ,  in te g r a te d  c o n tro l  and surveillanoe

1



sy s tem s . Coupled to  th e se  system s a re  sc re e n  d is p la y s  o f  components in  

o p e ra t io n . These system s a ls o  p ro v id e  e l e c t r o n i c a l  a la rm s , slow  down o r  

s h u t down as  the  case  may n e c e s s i t a t e .  T his system  i s  on th e  in c re a s e  and 

eng ine  room s t a f f  i s  on the  d e c re a se . We have a ls o  w itn e ssed  in  D enm ark's 

s h ip  o f  the  f u tu r e ,  i t  i s  p roposed  to  have o n ly  s ix ( 6 )  p e rso n s ; two w atch­

k eep in g  o f f i c e r s ,  one e n g in e e r , one ra d io  o f f i c e r ,  and two a .b .  seamen, on 

a  v e s s e l  o f  betw een 1700-5000 d .w . t .  T h is s i t u a t i o n  red u ces  th e  crew by 

n e a r ly  pO p e rc e n t .

Computer

In  th e  above, we have seen  the  o p e ra t io n  o f  com puters as  th ey  a re  

combined w ith  th e  s u r v e i l la n c e  system s to  a s s i s t  g e n e r a l ly  in  o p e ra tio n s  

on b o a rd , t h i s  i s  n o t the  o n ly  area , th a t  th e se  a re  u t i l i z e d .  Computers 

a re  used i n t e r  a l i a  to  s to r e  and p ro v id e  sh ip p in g  in fo rm a tio n  o f  v a r io u s  

d e s c r ip t i o n ^ ^ d  to  f a c i l i t a t e  the  work o f th o se  who a re  engaged in  the
yy

c h a r te r in g  b u s in e s s .  The co ncep t o f  com puter c o n tr o l le d  i n t e r n a t io n a l  

f r e i g h t  m arket w ith  a  d a ta  bank m atch ing  s h ip s  aoid ca rg o es  on a  w orld wide 

b a s i s ,  has been examined b u t n o t  d ism is se d . T h is i s  n o t p r a c t i c a l  f e a s ib le  

a t  the  moment. Anyhow, we have w itn e ssed  e le c t r o n i c  d a ta  p ro c e s s in g  system s 

( e . d . p . )  which a llo w s  s e v e ra l  c o u n tr ie s  in  d a ta  l i n k .  F o r exsunple, we have 

ev idence  o f  such a  l in k  betw een Norway and Belgium  (Antw erp) and Hamburg in  

West Germany. In fo rm a tio n  on a  b i l l  o f  la d in g  can be s u p p lie d  by the  comput­

e r  te lep h o n e  l i n k .  There th e  r e q u e s t  f o r  in fo rm a tio n  was w r i t t e n  in  German 

and fe d  in to  th e  com puter w ith  the  te lep h o n e  l in k  . ih e  in fo rm a tio n  i s  

re tu jm ed  by th e  same p ro c e ss  a s  th e  te lep h o n e  in  O slo r in g s  and the  comput­

e r  s u p p ly / p r i n t  the  in -com ing  in fo rm a tio n .

T his system  o f  m atch ing  s h ip  w ith  c a rg o e s , i s  a v a i l a b le  th rough  e .d .p .  

system s and te ch n iq u es  such  as  H eu te r M o n ito rin g  S h ip p in g  S e rv ic e s  (T e le fa x  

and T e le p r in t in g )  used by o v e r 300 s u b s c r ib e r s  in  31 c o u n t r ie s .  By s u b s c r ib ­

in g  to  t h i s  system , s h ip  b ro k e rs , s h ip  ow ners, ahd c h a r te r e r s  a re  f a c i l i t a t ­

ed w ith  msirket d a ta  such as  tonnage e n q t i i r ie s ,  sh ip  p o s i t io n ,  l i s t  and 

f i x t u r e s .  A c o n s id e ra b le  number o f  o th e r  com panies a ls o  p ro v id e  th e se  i n f o r ­

m a tio n .
2



l i ru \ J v r \ j f \ i n w n i n x o i n i \ \ i V H  jJ iT ie X  2 * 1

MB»BER STATE MUNICIPAL/lJDCAL AUTHORITY STATE PRIVATE "AUTONOMOUS”

BELGIUN Antwerp, Ghent, Ostend - - Zeebrugge
DBf1AR< Aarhus, Aalborg, Odense, Frederlda, 

Kalundborg
Esbjerg Copenhagen

GBVWNY Hanixirg, FLensburg, Leer, Bremen, Kiel, 
llbeck, Bapenburg, Rendsburg

Wi the

Bnden, Brake, Bnnsbuttel, Cuxhaven, 
1 Bremerhaven fishing port

Unshaven

Nordenham

FRANCE Bayome, Boulogne, Brest, Caen, Calais, 
Cherbourg, Dieppe, La Nxivelle, La 
Rochelle, Lorient, Sete

Bordeaux, Duikirk, Le 
tevre, Marseille-Fos, 
Nantes/St. Nazaire, 
Rouen

IRELAND Ark low, Cork, Drtighedi 
Dublin, Galway, Limer 
New Ross, Vbterford

ITALY Leghorn, Cagliari, La Spezia Genova, Savona, Tries 
Venice, Naples, Ralen 
Civitavecchia

NETHERL/UDS Amsterdam, Rotterdam
■

D elfzijl, Temeuzen, 
Vtissingen

GREAT BRITAIN Bristol Felixstowe,
Manchester, Mersey, ABP, 
Sealink

Clyde, Dover, Forth, 
London, Tees, Tyne

GREECE Kavala, Alexandroupolis, Patra, Volos, 
e tc .

Piraeus, Thessaloniki

PORTUGAL Lisbon, Leixocs, Sines 
S etiia l, Aveiro, Figue 
Viana do Castelo, 
Rortimao, Faro

SPAIN Algeciras, Cartagena, Gijon, La Cbrma, 
Malaga, Santa Cruz de Tenerife, 
Tarragona etc .

Huelva, Barcelona, 
Bilbao, Valencia
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M A R I T I M E  A C C E S S  C B A M K B L S

Mertaa.' S ta te Cbst o f Ihvestneiit Gbet o f Munteranoe Ramrks

nVRTTTM lo o t MStioiBl CbWBJiisnt 100% N stio ial GoMrntenC

lo o t E tc t Authccity 100% R s:t Authority

GEMMSf

RWCE
Autcnonsua p o rts 

Mbn-^utoxncus p crts

lo o t RaderBl Gewerznant nutsitlH
p o rt

lo o t zelaw R t f t r i to r la 'l  auth:>* 
x ity  wLtlxin th e  p e rt

so t N stiom l Gsvectiiant 
20% E trt A uthcrity

30-50% IhticxB l Gbwepiwnt 
M ange Q adaer o f Ctzunerae

100% M e ra l GoMxnnent 
g itairte  p o rt 

100% relevant ta rz ito r ia l 
au tho rity  vdthin th e  
p e rt

)
)

100% fh tio n a l Ggacznent
)
)

UStXD 100% R a t Aothccity 100% B art AuQtacity -

x m y
A u tan o u s p c rts S fatio n l OcKemient + B ert 

A uthority in  vozying preportians
Iteries taut in  generad ^  
IhticnB l aCMoment pays

S ta te  p c rts

EEQBUeCS
’tBenw teSci^en"

iM vansctafpen"

80% Mhtianal GOwexment 
20% C baiuw  -*■ Rovinoes

2/3 n tio n e l (krm arent 
1/3 *ttweriaediljf* (Rotterdaro) 
o r M w icdpality CAnstenhm)

100% Ita tic ra l Gbvexnnent

100% tb tio n a l Gbvemrent

)
)
) 100% I h t i a a l  Q germ ent 

)

Thvaribedrijf" in  Ratterdari 
nBBpnrwible fa r  en tire  
in i t ia l  cost o f acxaess 
channel fa r  ahips drawing 
ewer 57*

OSMT ERTEKIN 100% I t r t  A uthority 100% Start A udiority
{3H»rv 100% IfatianBl QgMrntent 100% lo ca l Gavemnent Zuoal p refecto ral fin is
FCRTOSAL . 100% Ifetional GouemnenC 100% B art A u thcri^
SESUM 100% B art A uthority 100% B art A uthority Sonetines w ith aeeistancse 

ficon th e  M tticral GOwem- 
nent in  th e  farm o f 
investnsnt grants
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L I G H T S ,  B U O Y S  A N D  N A V I G A T I O N A L  A I D S

Maite i State CbBt of Lroestarent Cbst o f Maintenance I^rarks
EEIGIUM 

CBHhAFK 

GSMttK’

«R«NCS
T  Aubcnoious p crts

cu tside p e rt 
im idft p o rt

outside p o rt 
in side p e rt

outside p e rt 
in side p o rt

outside p e rt 
in sid e  p e rt

Ifcn-fBirmaiouB ports  outsixie port  
in side p e rt

I B E U I D outside p o rt

inside p o rt

outside p o rt 
inside p o rt

NEnHEBUMS
TfcMBTbodtijven"
"ttroetBchatpen"

GTOKT EKTIKIN outside p o rt 

in side p o rt

K 3 R IU » L

>
S90N ■

100% EBticnal 0:*em iBnt 
100% M nicipality /A utixrity

100% National OCKcnitertt 
100% I t r t  A utterlty

100% IW eral G brnm ent 
100% relevant te r r ito r ia l 

au th o rities

100% National OiTaninBit 
60-60% National Gbwmneiit 
EBlanoe I t r t  A utirx ity  
100% tfaticnsl GCKvmient 
30-50% Ib ticn a l Giswaitent 
fialanoe Qianber o f Obnneroe

100% Ctnndssicners o f I r i ^  
limits (1)

100% EOrt A udiority

)100% Ib ticn a l Gtswiment
)

)100% Ib ticn a l acMerrrant 
)outside title p o rt -  Itie itio n  
)w itiiin p o rts v aries feon p o rt 
Ho p o rt

M astly M n ity  Hx»e (2), 
sotetniBS Bert A uthority o r 
sim ilar 1301̂
100% to r t  A uthcrity

100% Ib r t A uthority 

100% nny

100% NktioiBl GfiiiB iiiBiii

100% National OCMeniient 
100% M m ioipality/A uthority

100% National Gcwmmnt 
100% f tir t A uthority

100% FSdecsl Gw en nan t 
100% relevant te r r ito r ia l 

au thcrity

)
)
)
)100% N ational GcMcrment
)
)

100% Qamdssictiers o f Ir ish  
lig h ts  

100% Etirt Authority

)100%  N a t i o n a l  Q c K ^ n i iB n t  
)

E bcoep t a t  G e n o a

)100% tb tio n a l OcMenment 
)outside the p ert -  varying 
)reep3ndaility within the 
Herts
H » tly  I t in i ty  Hbuse, aa te- 
tin e s  Ifcrt A uthoei^ c r  
sim ilar body 
100% Ib r t A uthority

100% tbvy

100% tbvy 

1001 Ib r t A uthority

Etcoept radar 
(see Netherlands 
sunrary para. 
3 .7 .6 .I.2 .)

Ihe costs are  
reccwered from 
tfiips using the 
p c rts  v ia  lig h t 
dues

The local p refac- 
to ra l finds nay 
help with in i tia l  
investinent

f in p t  radbr (sec 
Ib r ti^ d  sum ary 
para 3.10.6.1)
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1

CARGO HANDLING A
NB«ER STATE SUPERSTRUCTURE PILOTAGE OTHER SERVICES FOR SHIPS OTHER SERVICES FOR

BELGUM Private sector except for certain cranes State a t sea Mainly private sector Private sector
a t  Zeebrugge and Ostend P riv ^e  within docks

DBfWRK ftainly private sector for sheds + Mainly private sector Ftainly private sector Private sector
bui Ldings
Mainly Port Authority for cranes

(Port Authority a t Aarhus)

GERflANY Mainly private sector -  minor exceptions Uhder Federal Government supervision at Mainly private sector Private sector
a t Brake and CUxhaven sea

T erritorial authority within the ports

FRANCE autonomous Port Authority for sheds + buildings 
Specialised equipment usually private Uhder Government supervision Mainly private sector FVivate sector

non-autonomous Mainly Chariber of Commerce

IRELAND Mainly Port Authority -  some specialised Port Authority Private sector and FYirt Mainly private sect
building and equipment private sector Authority

ITALY autoncnous Port Authority Uhder supervision of the Goverrment Mainly private sector Various arrangement
State Dependant tpon Ministry of the Merchant 

Marine
private sector. 
Port Authority,RJ3l
Conpany

NETHERLANDS
"Havenbedrijven" Mainly private sector The State a t sea %

Private sector"Havenschappen" The Port Authority within the port at 
Rotterdam

Mainly private sector

GREAT BRITAIN Mainly Pbrt Authority Self-financing bodies Mainly private sector Nearly a l l  by Port 
Authority

GREECE Mainly Port Authority for sheds and State fbinly private sector Part Authority

.

buildings but mainly State for cranes 
and other cargo-handling equipment

PORTUGAL Port authority and State State fteinly private sector Private sector

SPAIN Mainly Port Authority for buildings -  
mainly private sector for cargo- 
handling equipment

Port Authority Mainly private sector Private sector

- -  -- •



OOCKWORKER EMPLOYMENT

LEVIES DIFFKEMT FROM
MBQB̂  STATE STATUS OF eRjOYMENT OTHER ECONOMIC SECTORS PERSON RAYING THE IfVY PURPOSE OF FIN)S

BBJSnJM Fterwrant pool: enployed cn a daily Conpensaticn funds 12-15X of gross wages Private port employers Ninimua daily guarar
basis by any port employer plus various fringe 

benefits

DBMfWK Casual pool Special Vbrkers' Uhenployment fund afclic  Authorities Illness or Injury

GEI9WNY Permanent status with individual port 
employers

None
■

FRANCE Permanent pool: employed on a daily National Wage-Guarantee Fund 12Z of Private port employers Mininun daily guarar
basis by any port enployer gross wages

Special enployment premiun

IRELAND Seme in a casual pool, some in a 
permanent pool

Uhenployment funds Private port employers Minimun daily guarar

ITALY Permanent enplpyment through cooperative Special funds financed by 31% levy on Port users Mininun dai ly guaran
dompanies port charges Sickness, holiday pa

NETHERLANDS Majority permanent status with 
individial port employers

Special funds Partly Government, 
partly  private port 
enployers

Minimun daily guarar

GREAT BRITAIN Permanent status with in d iv ida l Special funds Private port employers Training, redundancy
port employers payments, medical se

GREECE Permanent status with individual 
port enptoyers

None

PORTUGAL Some pennanently enployed, some Salary Guarantee Fund Mainly financed by port Minimun daily guaran
in casual pool employers

SPAIN Some permanently enployed, some casual Special Funds Private port enployers To ensure fulfi Iment 
social obligations

— - •  ‘
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I ________ RESEARCH, PLAMNING ANC 
P.R. SECTION

JLL c
CENTRAL MANAGER'S 
DEPARTMENT

X
OPERATIONS AND 
TRAFFIC DEPARTMENT

Organization and Adminis­
tra tio n

Office aanageiiient, Central 
records, o ffice  supplies 
and equipment.
S taffing , tra in in g  and 
welfare.
Real Estate management 
(including Free 2<one). 
S ta t is t ic s .
Bye Laws, Rules, Regula­
tions.

CoiBmercial and F in ^ c ia l  
T a riffs  and Charges 
Accounts and Audits 
B illin g  and invoicing 
Insurance and claims

Ship a rrlv a l/d ep artu re  and 
cargo Information.
Berth A llocation (in  co­
operation with Harbour 
Masters Department).
Equipment a llo ca tio n  and 
operation (cranes, fo r k l i f t s ,  
f l a t s ,  etc*)
Cargo handling and stowage 
in  sheds, on apt-jns, road­
ways' e tc .
A llocation o f space in sheds 
and open storage ai'eas. 
R ece ip t/d « liv a ry /te lly in g  of 
cargoes in to  and out of port 
f a c i l i t i e s .
/J lo ca tio n  and employment of 
labour and shore gangs. 
O rigination of woi-k cind pur­
chase orders fo r processing 
by Port Engineer's Dept. 
Liaison and co-operation 
with Customs, Fx'eiglit For­
warders, Agents e tc .

I -
HAKBOUK MAoTEH'G 
DEPARTMENT

Pilotage/Towage/Lightcrage
Boatmen.
Berth a llo ca tio n  (in  co-oper­
ation  with Operations and 
T ra ffic  Dept.)
Radio and Visual Communica­
tions.
PoT-l Security (Ashore and 
A float). ' '
F ire fig h tin g  (Asiiore and 
Af J oat).
Port S an ita tion  (including 
Pollu tion  prevention).
Havig-itj  OM'il SaI'e I y .
Operation and maintetiance of 
Navigational a id s , moorings, 
dredged channcts and f lo a t­
ing equipment (in  co-opera­
tion  with Port Eiigir.eex) 
Hydi’Ogi iphi c Survi y.i ng. 
Dangerous cargoes.

I
I

I’OHT ENGINES'S DEl’AUTMEUT

C i v i l  E n /d n e c r in g
General Planning and Layout f a c i l i t i e s  
Care and maintenance of wharves, sheds, 
roadways.
New construction (including over­
seeing Contractors).
Land Surveys.
Mechanica l and B lectricxd 
Maintenance, re p a ir  and replacement 
of mechanical and e le c tr ic a l p lan t, 
fix tu res  and equipment, ashox'c and 
a flo a t ( l a t t e r  in  co-operation with 
llnibotir M aslcr's Dept.)
Operation of workshops fo r mainlenaico 
and rep a ir  services.
Specifications fo r purchase and supply 
of a l l  technicad equipment.
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M in is te r  o f  T ranspo rt 
and Communications

•

D ire c to r  ( 
M arine

Jencra l o f 
and P o r ts

and R esearch  

S e c tio n

- A;'.alysis and e v a lu a tio n  o f aD.l s t a t i s t i c a l  
ca-.a and f o r e c a s ts  su p p lied  f r c n  o th e r 
ircvernnent departm ents r e l a t i n g  to  sh ip p in g , 
p c r t s ,  and m aritim e t r a n s p o r t  n eed s .

■ C o lle c tio n , a r ia ly s is  and e v a lu a tio n  o f 
s im ila r  m a te r ia l  from e x te rn a l  soxirces, i n c l ­
ud ing  t r a d e  flo w s, sh ip p in g  ro u te  s t ru c ­
tu r e s ,  sh ip p in g  in te l l ig e n c e  g e n e ra lly  
( f r e ig h t  r a t e s .  C onferences, c h a r te r  
m arket, su rch a rg es  e t c . )  Charges and 
t a r i f f s  i n  o th e r  p o r ts  e s p e c ia l ly  in  G ulf 
a re a .

~ C o lle c tio n , a n a ly s is  and eveJ.uation  o f  inform  
c a tio n  on new te c h n o lo g ie s  on s h ip s , cargo 
h and ling  and r e la te d  equipment and m ethods.

Legal A f fa ir s  S ec tio n

~ G eneral m aritim e le g a l m a tte rs  
(P u b lic  and P r iv a te  Law)

-  M aritim e Code and In te rn a tio n a l  
Conventions

-  P o r t  Bye Laws, R ules and 
R eg u la tio n s

-  A ll c o n tr a c ts ,  in c lu d in g  those  
r e l a t i n g  to  a f f re i^ i tm e n t , 
s h ip  p u rch ase , char le r s  and 
th e  n e g o tia t io n s  r e la t in g  
th e r e to  f o r  b o th  th e  sh ipp ing  
l in p  ^ d  th e  p o r t s .

-  C laim s, a r b i t r a t i o n  and l i t i g a t i o n

'  A nalysis  and fo r e c a s t in g  o f  sh ip p in g  re q u ire ­
m ents, tonnage, ty p e s , r o u te s ,  s a i l in g  
f re q u e n c ie s , b o th  f o r  n a t io n a l  re q u ire ­
ments and o p p o r tu n i t ie s  from fo re ig n  so u rc e s .

A r.alysis and fo recc is ts  o f  p o r t  req u irem en ts , 
b e rth ag e  d rau g h t, sh ed s , open s to ra g e , 
equipment e t c .
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SOME ouga::ization  charts

rI

T irc c to r  o f P o r ts

-  A d ~ in is tra tio r . ar.d F inance D epartner.t
- P o rt O perations and T r a f f ic  D epartaon t

- S n r in e e r in r  Department
-  Ilar'bour M asters Department 
.  P u b lic  R e la tio n s  U nit

D ire c to r  o f  Ma; .r.e

-  Ship R e g is tra r  i.-n
- Ship Surveys o'*

-  I n te rn a t io n a l  . .■'nventior.
-  Shippi jg Offio'.'
^  O ff ic e rs  C e r t i f ic a te s

C o a re s itio n  o f M aritim e A dvisory Committee

Chairman; H. E, The M in is te r  o f  T ran sp o rt and Communications 
Members; D ire c to r  G eneral o f  M arine and P o r ts  j

D ire c to r  o f  P o r ts ;  D ire c to r  o f  M arine D epartm en t;
D ire c to r  o f  Customs; R ep resen ta tiv es  o f ; Petroleum
A ffa irs  D epartm ent, Chamber o f  Commerce, M in is try  o f  Fir..'.nee,

N a tional Sh ipp ing  Line .
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r  -

; M ir is te i ' o f  S ta te  
1

N a tio n a l Sh ipp ing  
Lines

*
General. Manager

j Via.o M in i t ' '/ . ’

i A dvisory 
■j Committee on 
I M aritim e

_ L . _ ;

Audit

----------- r — -
. n ........

1 1 a i r s
N a tio n a l S h ipp ing  
L ines
D epartm ents

__________________________ i

Lcgiil
A ffa ir s

n
P lan n in g  '

j

Puhl i r  1 
R e la tio n s

Hi reo L o r-A d .T iin is tra tio n j 
j’~'inance D iv is io n  . I

'u lm iT iia tra tion
(vlt'r.HLlmmtal)
ri?f’:?onnol/Trrvining e t c .
?ur :> iasi.ng/S tores/Supply

finance
Bvidget/Accounts 
A n d it/C on tro ll e r  
Archives 
3 tc .

D ire c to r  -  P o r ts  4  In -  1 
la n d  tfatorw ays D iv i?i on J * •

• E n g in eerin g  S ec tic r.
. P o rt 'A ' >

• P o r t 'B'-
. liiland  V atervays

T h i ' •liagr.im i s  '> ’i- a tW o o f  .LrfMH 
r e s p o n s ib i l i ty  and n o t s t a f f i n g  
requ irem en ts

D ire c to r  -  M arine s 
^ Div i s i on___________|

- I n te r n a t io n a l  C onventions 
R ules and R eg u la tio n s  
(S a fe ty  o f  I .ifc  a t  Sea 
Load L ines -  P o l lu t io n  -  
Dangerous Feeds e t c . )

-Ship Surveys
- C e r t i f i c a t io n  and T ra in in g  
seag o in g  p erso n n el

-S a fe ty  o f  N av igation  
N a v ig a tio n a l Aids 
Cl’a r t s  -  Survey ing  e tc .

•S a fe ty  o f  Skips in  P o rt
-Towage & Snlviige
-New S h ip  tocJinolotj^

- e t c .  and e t c .

D ire c to r  -  Commercial 
D iv is io n

Im plem entation o f  Shi.pping P o lic y

P r iv a te  M aritim e Law 
(Hague R u les , B ru sse ls  
C onvention e t c . )
P re s e n ta t io n  o f  Cargoes and 

(Cargo h an d lin g  te ch n iq u es  
U t i l i z a t io n  e tc .

Terms o f  Shipment
F re ig h t R ates  -  C onference -  
C h a r te r in g
C o n su lta tio n  m achinery
C o -o rd in a tio n  o f  Trade and 
Shipping  req u irem en ts
e tc .  and e tc .
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STATUS OF COtTrsmONS 

(As ac 28 February 1986)

Convention Date of Entry 
In to  Force

Contractini( P a r tie s

Nunber Percent of 
World Tonnase

SAFETY

SOLAS 74 25 May 1980 94 96
SOLAS PROTOCOL 78 1 May 1981 57 89
LOAD LINE 66 21 Ju ly  1968 106 98
COLREG 72 15 July 1977 95 96
STCW 78 28 A pril 1984 50 72
CSC 72 6 Septenber 1977 43 66
SFV 77 — '  14 !

INMARSAT 76 16 Ju ly  1979 45 81
SAR 79 22 June 1985 23 39

POLLUTION

MARPOL 73/78 38 79
Annex I 2 October 1983 t t II

Annex I I [ A pril 1986] t l II

Annex I I I - 24 40
Annex IV - 23 37
Annex V - 24 40

CLC 69 19 June 1975 57 -

FUND 71 16 October 1978 34 —
LDC 72 30 August 1975 60

OTHERS

TM 69 18 Ju ly  1982 72 92
FAL 65 5 March 1967 54
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MAJOR CLASSIFICATION SOCIETIES

American Bureau o f  Shipping  

Bureau V er ita s  

Germanischer Lloyd 

L lo y d 's  R eg is ter  o f  Shipping  

Nippon K a ij i  Kyokai 

Det Norske V er i ta s  

P o l i s h  R eg is te r  o f  Shipping  

R e g is tr o  I t a l i a n o  Navale  

USSR R egis ter  o f  Shipping



THE NATIONAL OIL POLLUTION QONTROL

GOVERNMENT

 ̂ CONTZMGEtICY REGIONS
(COASTAL MONICIPALiTIES) •

PRIVATE OIL POLLUTION CONTROL
OrrSHORE OPERATORS 
LAKDBASED OIL OOHPAIfZES/REPZIlERS 
(ZM COOPERATION WITH NPZ)
OTHER ZMDU8TRY



Glossory  o f  sh ip p in g  terms

B i l l s  o f  Lading

C o n tra c t o f  
a ffe ig h tm e n t

F r e ig h t  

Time c h a r te r

L.P.G.

Tramp sh ip s

In  s h ip p in g , th e re  i s  no doubt th a t  the  B i l l 'o f  Lading 

i s  one o f  the  m ost im p o rta n t le g a l  and com m ercial 

document in  in t e r n a t io n a l  t r a d e .  The b a s ic  fu n c t io n s -o f  

a  B i l l s  o f  L ading : ( a )  ev id en ce  o f  c a r r ia g e ,  (b ) ev idence 

o f  the  r e c e ip t  o f  goods and (c )  docimient o f  t i t l e .  M oreso, 

i t  i s  the ev idence  o f  c o n t r a c t  as a  document s ig n ed  by- 

s h ip  ovmer o r  h is  r e p r e s e n ta t iv e  t h a t  goods has been 

s h ip p e d ( 's h ip p e d * B il ls  o f  L ading) o r  has been re c e iv e d  

f o r  sh ipm ent ( 'R e c e iv e d * B ills  o f  L a d in g ). By t h i s  i t  i s  

g e n e r a l ly  a ccep ted  tn a t  a  sh ip  m ust d e l iv e r  what she 

r e c e iv e s ,  u n le s s  i t  was r e l ie v e d  by ex cep ted  p e r i l s .

P r io r  to  I n te r n a t io n a l  C onventions r e l a t i n g  -to the  

c a r r ia g e  o f  goods and the  l i a b i l i t e s  in  cases  o f  lo s s  o r  

damage, the s h ip  owner had s e v e ra l  excuses in  exem pting 

h is  l i a b i l i t y .  However, w ith  the  a d o p tio n  o f  the  Hague 

r u l e s in  S e p t . ,  1921 smd i t s  P ro to c o l o f  19^8, the  Hague/ 

V isby R ules succeeded in  p ro d u c in g  a  s ta n d a rd iz a t io n  o f 

the  term s o f  the  B i l l s  o f  L ading  and r e d re s s  the  in b a la n ­

ces  which had p re v io u s ly  e x i s t e d .

An agreem ent p ro v id in g  se a  t r a n s p o r t  in  term s o f  tonnage 

f o r  bu lk  ca rg o es  in  a  s p e c i f ie d  tim e and axea.

C harges le v ie d  by sh ip p in g  l i n e s  f o r  th e  t r a n s p o r t  o f 

com m odities.

C h a r te r  a rra n g ed  f o r  a  f ix e d  p e r io d .  Payment ^l8ually  p e r 

d .w . t .  p e r  m onth, ex d lu d es  voyage c o s t .

L iq u if ie d  pe tro leu m  gas

Tramp sh ip s  a re  th o se  which do n o t have to  run  on 

r e g u la r  ro u te  as  l i n e r  sh ip s  (\onless employed in  l i n e r  

t r a d e s ) ,  b u t o p e ra te  as  and when re q \i ire d  to  s u i t  s p e c i f ic

c a rg o e s .



P o rt Agent

C h a rte r 's  Broker

C hartering  Broker

FOB

CIP

A p o rt agent i s  o ften  re fe rre d  to as the s h ip 's  agent,
I I

has been defined as an agent who has been appointed to 

rep resen t the sh ip . His d u tie s  range from customs 

fo rm a litie s  ^ d  requirem ents to dealing  w ith the crew 

from arranging  the discharge and loading  of a vesse l to 

d ea lin g  w ith c o ll is io n  and many o th er m a tte rs .

A broker who rep resen ts  the shipowner and function  

opposite to the ship broker since h is  main in te r e s t  

i s  to ob tain  the lowest poss ib le  f r e ig h t  ra te  and the 

b e s t condition  fo r  h is  p r in c ip a ls .

The c h a r te r 's  broker who has sp e c ia lly  been appointed 

by large  im porters/expo rters  to arrange the requ ired  . ■ 

space fo r  th e i r  shipment. A ll enqu iries fo r  tonnage i s  

placed in  the hands of th is^ c h a rte r in g  agent to the 

exclusion  of any o th er b roker.
M «

FOB means free  on board . The goods are placed on board 

a ship by the s e l le r  a t  a p o rt o f shipment named in  the 

sa le s  c o n tra c t. The r is k  of lo ss  o r damage to the goods 

i s  tra n s fe rre d  from the s e l le r  to the buyer when the
I

goods pass the sh ip  s r a i l .
I I

CIF means co st insurance and f re ig h t  . This term i s  

b a s ic a lly  the same as C&F bu t the ad d itio n  th a t the 

s e l l e r  has to prodtire marine insurance ag a in st the 

r is k  of lo ss  o r damage to the goods during the carriage  

!Qie s e l l e r  co n trac ts  w ith the in su re r  and pays the 

insurance premium.

The v esse l co st comprising bunkers, p o r t charges and 

canal charges e tc .

1 1

Voyage Cost
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