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Growth in international trade among the different groupe
of countries, including the exchange between the industrial
i countries and the developing ones, has resulted in a continual
iié?éase of maritime shipping. The obvious consequence of this
pfgéeesvis a constant rise in the aiie of the w@rld merchhpt
£Ileet eipreséeﬁ as an increase both in number and tonﬁage, as

w-...well as perlected in the dynamics of the technological progress

iﬁ all spheres of thé navel economy.

i The rate of>increa§é in the Wbrld merchant fleet and
fhe.ﬁaritime shiﬁping Qéé reiatively high over theAbaBsed de~
cade as it has exceeded the growth<indexes of the world pro-
7. duetion and the world G N P. | * '

mable 1. Rate of growth of the merchant fleet tonnage
and the sea - borne trade in the years 1966-1976

R ”‘ |/ a year proceeding = 100 / :
Year TGrowth In TIeet | Ra%e 6P EFOWLh oF maritime urade
! tonnage ! / percentage
1 /percentage/ ' mill,vons of cargo I . TON = es
R 1966 . 6,8 , 8,2 ' 6,65
1967 6,4 5,2 15,9
- 1968 6,6 7 94 i 15,8
o w1969 9,0 9,6° 1,7
CEiiraeag7o0 o T4 10,9 13,6

T EIA9T - 8,7 3,8 10,0
1972 8,5 17,2 11,7

8,0 12,96 17,5

" 7,4 4,0 6,4

9,9 . - -6,3 -6,2

- 8,17 T Y - 9,7

) :, célculaie&‘on the basis: Lloyd Register, Statistical. Tables -
- BEMCO. Bulletin, No.VI, 1976, P.3951; Fearnley and Egers Char~-
: gc¢erinngq@§@td., Review, 1976, p.14. .

et
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. AsB. @& result of this dynamic growth, the world merchant e
fleet: has reached a tonnage of more ~than. 300 million ERT in
1974, and’ in 1977 its size and structure were, as follows.

Table 2, The world merci.ant fleet according t0 the
~ state of June 1sth 1977 /shipa over 300 BRT/

ship typea in
e

Number and - } Tonnage i Toad l Share of dlfferent
type of ships 1 /thous. capacity the ‘world fl eet
o B | Jihous. D2/ |1y paver | in j4n losd
! 1 lof shipa tonnage 3 capacity

1. ships total :’ . L . . e »-f O
31870 357043 610527 100 - - 100 , .1__Qo S
2, Tankers . o } T T

7099 - . 1722780 328044 : 22,3 48,4 O 5T,T
3. Ships. for : R _ o ey

transport

~ of dry cargo ' ' D .
24711 . .. 18426} 2822482 — 7717 :51,6-’ 4613

Source- “8hi 1ng Statiatic Iearbook 1977. Institute of
: Shipping Economics, Bremen 1977, pp. 5—6‘

- -+ The absolute size ‘of the sea-borne Transport reached 3043
million tons in year 1975, and in 1976 - 32717. million tons /.
while the structure of the transported cérgo ‘has ghown a predo-
minance of bulk freight, both liquid and dry crude. oil and its
products were the dominating freight, which = jointly constitur
ted in year 1975 - 49%, and in year:1976 - 50.34 % of all ship-
ments in maritime {transport R

pable 3. Cargo structure in maritime trans%ort o
in years 1965, 1966 and 1975, 197

=1 - Percent share oI‘ﬁEi"EEi’BEEf o
Year ! Cargo 31ze!’fbtall o1l  loil pro=-ito ) _ . jcornlother
{ mill.tons ! /crude/!cessed loil and fope 1. . 1 . ‘loargoes
! ! ! ticles!its pro-!u“,J '!. N
i ! ! ducte U 1 ! ]
1965 1638 100 33,1 10,7 44,4 9,3 346 5,0 37,7
1966 1772 100 34,35 11,0 45,35 8,6 3,45 5,2 3T,
1975 3043 100 41,3 1,7 49,0 9,6 4,2 4,2 - 32,
1976 3277__ 100 43,17 __ 1,11 50,34___8 sg_;azg__glg__;gg‘g__

Perived on the basis: Fearnley and Igexrs Chartering Go.Ltd.

Review 1976, 14
17 Silze of freights in ton-miles amounted to. in 1975 - 15, 3 bln,i.

in 1976 - 16,8 bln.
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Table 3. Cargo structure in maritime transport in years

1965, 9966 and in 1975 and 1976

Year cirgo percentage share of main freights
- 8128
/ mln tons/ total oil oil-prooessed total 4iron coal corn other
/crude/articlas progtt%a ore cargoes

1965 1638 100 33,7 10,7 44.4 9¢3 3.6 5.0 37.7
1966 1772 100 34,35  11.00° 45.35 8.6 3.45 5.2 37.4
1975 3043 100 4403 7.7 49.0 9.6 4.2 4.5 32.7
1976 3277 100 4317 117 50.34  B8.84 3.72 4.3 32,8

derived on the basis: Fearnley and Egers Chhrtering Co, Ltd.,
Review 1976, p.14.

The structure of demand for specific cargoes and di-
rections of traffic form the shares of particular countries
in the world navigation. The biggest share in turnover
of merchandise transported by the sea is represented by
the group of highly developed countries, moreover this
ahaie iéblower as perfaina to loadings than unloadings.
The situation is reversed in the developing countn es,
whose share in loadings considerably exceeds disembarkations.
taking place in their ports. It is a result‘bf‘the economic »

role of the Third World countries which stlll remain the

‘principal exporters of raw materials. to the developed a)untriee,‘

The said raw materlglg, mainly oil ,'a?e exported by sea. L
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‘fable 4a -

-4 -

gtructure of loading in maritime shipping

in particular groups of countries in years
, 1950 -~ 1975
Tooal =T 7= , S
fear !horld‘ Highly developed | ~Developing | Socialistic
jloa= 1 "oountries . 3 countries ! countries
ldigﬁsi cadings lworld oadings Tworld | J1oadings T world share
léml .!/mil‘tons!sha:e! { mil tons !share ! mil toms ! »
jvons/y ' A LY 1 » ! N IR
1950 550 215 3931 308 56,0 27 449
1959 996 349 35,0 597 59,9 50 5,0
1970 2605 812 31,17 1628 62,5 - 155 - 5,95
1971 2699 821 30,4 1718 6%,65 160 5,92
1972 2901 907 31,3 1808 62,3 159 5,5
1973 3276 1048 32,0 2061 63,0 167 5,0
1975 3175 1036 32,5 1953 © 61,5 186. . 5,9
Table 4b - structure of unloadings in maritime shipping
: as regards particular groups of countries
© ¢ in years 1950 - 1975
Yea; tiorld un- 1 Higly developed i Deveioping' i . Socialistic T
iloadings i countries countries - . countries
1/mil tons/!unloa= Tworld lunloa~ T world | unloa- T world
"{dings . { shareldings .~ 1 ‘share ! dings 1 share
1/mil tons/l__%® ;/mil tons! % 1/mil tons/! P e
1950 549 380 69,25 154 28,05 15 2T
1959 992 751 75,71 220 22,2 21 2.1
1970 2530 2013 79,6 442 17,4 15 3,0
1971 2649 "2082 18,6 486 18,4 81 . 3,0
1972 2866 2267 79,1 496 17,4 97 3,4
1973 3238 2553 78,8 574 17,7 11 3,4
1974 3256 2562 18,1 590 18,1 104 - 3,2
. 1975 3081 2357 76,5 597  19.4 122 4,0

Despite certain‘fluctuations o
in the volume of the loadings an
their share in the marit

time shipping,

ghown stability in

venties.

£ the developing countries share
d anloadings in the world mari-
ime trade turnover have

reaching 40 i of thig turnover in the se-
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Pable 5. Share of particular groups of countries in

the world maritime transport turnmover in years 1970-75

Year World transhipments Share of groups of countries in world
/mil tons/ rate of transhipments (gercentage/
. growth to eveloped developing socialist
. % coluntries countries countries

EAN

1970 5.13 - 100 55,0 ~ 40.5 4.5
1971 5435 4.15 100 54,3 41,2 4.5
1972 5.77 7.8 100 5545 40,0 4.5
1973. 6,51 12.9 100 55.3 40.4 4.5
1974  6.57 0.9 100 5543 40.3 4.4
1975 6.25 -4.8 100 54425  40.8 4495

source: Statistik der Seeverknerswirtschaft, Aﬁgust1977.
NO.B, PP. 167“168- o ' : : o S

Suca a high share of the developing countries in the
world sea-borne trade turrover visualises very well the.
importahce of the Third World countries in the development
" of the maritime shipping and in supplying raw materials
as well as agricultural and food products for the developed
countries. The cargo traffic from and to the developing
countries is generally carried out by ships belonging
to ship-owners from the developed countries. The tran-
sportation requiréments are fulfilled thank to the
development and tonnage growih of the principal world
fleets, including so called "cheap flags". Yet from
thé point of view of further development of the maritime
trade, the most important protl em of the transport services
in the developing countries in not an increment in the
number of'vééséls or their tdnnage, but an increase in

handling capacity of their ports.
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Unsatisfactory infragtructure development, and

’ f[especielly congeetion of ses ports in the developins

‘ countries,,constitute the ma:a obstecle to development

11';of maritime ‘shipping in these countries. ‘The . present

cv;state clearly indicstes that these ‘difficulties- have

'a tendency to intensify.

1o Main factors limitigg the development of the maritime
) trade with the Third World countries.

The economic growth theory of the Third wOrld countries
‘exempliefies great many factors 1imiting the. possibilities
of_acceleretion, including both institutionel and

ocio-political factors as well as the othen barriers
~of f the eceonomic charscter which are connected with
Z:unsatisfactory levels of accumulation, msrket and productin
.Ccapacity development in these countries.

In the course of the growth initiation in the
developing countries, especially in its second decade,
the transpertation burrier was revealed with a great
intensity. This barrier is closely connecfed with
the infrastructure underdevelopment o the developing
‘countries, has a bearing on possibilities'of‘intennal
and external transportation links and restricts carrying
capacity as regerds interdepartsmental section as ﬁell'as
spatial systems, The transportaticn barrier in fhe 7
deviloping countries has the greatest significence

as regardsnaritime shipping. Many of these'countries
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are exporters of raw materials shipped overseas, and

at the same time they are importers of various goods

gsupplied by the overseas countries. The ability to

cope with the international trade requ irements is

thus to a great extent determined by transport capacity.
Main factors limiting growth of the maritime trade

in the developing countries may be stated as follows:

1. lack or underdeve lopment of national merchant fleet,

2. Lack of national production and repair bases for

fleet service,

3, unsatisfactory capacity pertaining to servicing

and supplying ships in national ports ,

4, too small handling capacity and technological back-
wardness of the poris.
~ Solutioms for the above mentioned problems may
be sought in different planes, both in sphere of external
linkages of the developing countries, as well as on
the base of actueting their own financial and material
potentialities. '

A poor development of the merchant fleet of the
developing countries and its unsatisfactory carrying
capacity create difficulties of a bottlenck character, -
and above allrdifficulties in bslances of payment,
which is a result of a necessity to use foreign vedsels
for carrying both exported and imported goods. This
situation has an effect on diminisning a degree of
dispositional self-reliahce of the déveloping countries
in the field of loading and unloading organization
in the ports and creates a gstate of dependency on

foreign carriers. Though 'in the essence of the matter
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it is principally a problem of paynente , as it can

be assumed that in the face of tneir own transport in-
efficiency the developing countries can use eervicea

of the foreign linea or base their aea—tranaport on
chartering veeaela from foreign ahip-ownera. The degree
of difficultiea exiating in the ephere.of sea-transport
arisea from general hardship occurring in particular
countries aa to condition of their trade and paymente
balancee. There exiata a number of variana for solving
the problema depending on apecified aituation of a
given country. | | . ’

1. It may be accepted that there will appear transportation
aervice rendered aolely by the foreign carriers both in
export and in import. Many countries importing goods
from the Third World assume that for their transport,
vessels of a receiv1ng party, or vesaele chartered by
the said .;party ‘are used.

2. There appearea a variant of a mixed character, in
which part of freighte is carried by foreign vessels,
and another part by veeaels of a developing country,
while concentration of the latter ia poaeible for the
ehipmenta in particularly important connexions or the
ones . characterized by high freight coata. ‘This sort of
'aolution can be foung among others in Egypt.' Between
1969-1970 the Egyptian fleet carried 25% of all'Cargoea
exported and imported in tranaactiona with the West -
European .countries, which constitued 20.2% of total

Egyptian turnover realized by sea. Whereas in servicing
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the maritime trade with the East Europe&an countriea3/
constitutingthen 46.6% of the total sea-borne trade,

the Egyptian fleet took part in t:ansporting only 6%

of all imported and exported eroignte.?/ This was the
result of pafticukarly advantageous freight conditions

that Egypt was availed in the trade with the socialist
countries. '

3, Expansionary variant may eppear 1n>pamficularly
advantageous conditions, where & developihg country is

able to expand & state of its fleet by neens of ordering
pew ships, buying gecond-hand vessels OF by making an
effort to launch its own ship-building industry and

start producing ghips for the patidnal fleet. This
varient assumes & gradual increase of the share of national
fleet in maritime trade shippings, and further, possibly
taking over principal transportation taskse. The'OPEC
countries among others tave taken 8 decision‘concerning
constructionof their own fleet in & pursuit of creating

a fleet of tankers for their oil exports. For this purposeé
a ship-owning company == United AraD shipping Co /JUASC/
was formed, whose shareholders are Euwait, Saudl Arabla,
Qatar, Oman, United Arab Emirates and Bahrain.S/ The

0il countries by utilizing their financial resources intend

3/. Apart from the socialist countries there enters
Greece, Cyprus, Purkey; mein position being occupied

4 by Soviet Uniom, Foland and Yugoslavia.

A/. AM, Farahat. AR Approach proposal for the Egyptien

Problems with Emphesis on Scheduling Aspects. INP,
Memo. 1082, PP. 26-30

5/ Petrodollar Sstrength and the International Insurance Cake

wFairpley International Shipping Weekly" 9.9 +1876 p.59
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to intensify the growtn of the maritime economy by way
way of investments in construcitons of new ports and fleet
development. V
4, We may finally accept & stagnation variant where'a
particular country is outside the sphere of jnterest
of shipping companies, nor does it have amy possibilities
of develpment of its own merchant fleet. In this case
there appear difficulties in the f£ield of transportatlon
- preventing the freight carriage by sea) the cause for the
stagnatlon. Resolution of this state depeods on obtaining
an internatlonal aid and condltionsrof‘special'preference.
The lack of national repair and production base for
gervicing pnational and forelgn vessels cosstitutes'on’
of commoll phenomena in most of the developing countries.
-Distinguishlng between repalr and production functions
in the shipping industry is essential. Though it may be
accepted. that the developing countries do not have at
presenx and will pot have in the future the proper con-=
. ditioms for launching their own production of sea-vesselssl
Aand consequenxly they must build their f£1eet on the basis
f foreign purchases, jt is necessary in these countries
which show increasing needs in the field of the maritime

trade to expand repalr ghipyard in order to ensure gervices

6/. Currently 22 developing countries have entered &
v‘list of ship producers-/ condition 1 1976/, 6 of
which /Brazil, Argenting, India, Singapur, S South
Cores & Taiwan/ have reached & yearly output of finished

ghips above 30 thousand BRT.
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for vessels entering their ports. Kealizing the importance
of this problem & number of developing countries have
undertaken an effort to equip their ports witi{floating
docks, indiépensable for carrying out major repairs and
surveys of ships as well as with repair workshops for
handling different types of'ahipa7/ -- which is of a great
consequence for the countries which are in possession of
ports which are éituated at the important sea routes of
an intense ship traffic. Creation of repalr shipyards
may not only become the factor #inducing the ships to enter
these ports, but 1t may as well create conditions for
deriving foreign currency recenxe on the score of repair
services for foreign shipowners. ‘The solution of the
problema resulting from 1ack of repair back-up facilities
in the ehipyarda may come about in a similer way &s in
the merchant fleet case. Thus there may be involved foreign
or national investmenfs or a joint utilization of the two
sources for financing the répair shipyard construction.
It seems, that even when meking use of transport services
renderedrsolely by foréign vessels, the developing countries
still must create a repair base in their ports, at least
at the level ensuring the most essential repair services.
On the othér hand, it may be accepted that both nationel
fleet and foreign ships will use foreign shipyerds based
on the appropriate repair plans.

In broed terms it may be gtated that the lack of

national merchant fleet and repair shipyards does not

7/. For example, the shipyard in Alexandria bought a

pew dock in West Germany in 1976



exclude a possibility of utilizing by the developing
countries services of foreign ahipaunera. Even though
this causes a great deal of complications and burdens
these countries with addition.l foreign currency expenditaree,
gtill it does not comstitute an ansolute barrier in the
scope of using the maritime shipping for the purpose of
realizing export and import tasks. '

The matter is different in case of 'eﬂdllng capacity
of the ports, providing the port gervices and catering
the ships at a level required by the conxemporary technical |
and exploatational demands of the maritime shipping -
The present. situation existing currently in the developing
countries concerning the port congestion causes the emergence‘
of very high, if not catastrophic losses, coming out of
excessive prolongation of lay-time of the ships in the -
ports. The main reasons for the develoﬁment of fhe port
congestion may be stated as followss N A
1. technical backwardness of the ports as represented by
unsatisfactory length of wharfing, too small depth of
port entries and harbour basins in relation to increasing
gize of contemporary vessels, lack of satisfactory tranship-
ment equipment as well as of harbour service craft / tuga,
pilot motor-voats, pontoon cranes, bargeatand dump-scows'
for transitory transhipments on roadstead or in outer
harbour /, lack of adequate warehouse apace as well as
of developed land transportation network at a port area
and its immediate surroundings; all these deficiencies
cause unnecesaary extension of transnipment time, prolong
the period of idle lay-time and consequently increase

losses of ship-owners.



