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Maritime transport services paras. 49 - 94
Multimodal transport services paras. 95 - 101
Other transport services paras. 102 - 106
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I. AIR TRANSPORT SERVICES
A. Introduction
1. Trade in air transport services has expanded rapidly in recent years.

Between 1978 snd 1988, the volume of traffic on international _scheduled
airlines (as measured by the number of passenger-kilometres flown ) nearly
doubled, increasing on average by 7.0 per cent per annum. Total scheduled
traffic - passengers and freight (cargo and mail) - (as measured in
tonne-kilometres™) recorded an average yearly increase of 7.7 per cent. In
comparison, real GDP growth during the period averaged 2.6 per cent in the
industrial market economies and 3.8 per cent in the developing economies.

2. The faster rise of airline traffic relative to production is due to a
number of reasons, including the high income elasticity of demand for
travel, progress in aircraft technology affecting the capacity, range and
cost efficiency of aircraft, productivity growth in ticketing, flight
reservations and cargo handling, as well as a reluction in air fares in
real terms. At the same time, the rapid recent increase in world trade has
contributed to increasing both the demand for - and the supply of - air
cargo services. These services exhibited, at 9.3 per cent, the fastest
average annual growth of all categories of air transport services during
the last decade.

3. Air transport services are extensively regulated, both nationally and
internationally, with important implications for competition in choice,
price and quality of service. Since the late 1970’'s, there have been
several attempts in developed and developing countries alike to introduce a
greater degree of competition in domestic air transport markets through a
lessening of controls on entry, pricing and route selection. The primary
motive behind such initiatives has been the body of evidence suggesting
that existing regulatory arrangements had in some instances resulted in a
costly and often inefficient allocation of scarce resources, with
potentially negative consequences for consumers and carriers alike.

4. Airline deregulation and international liberalization have produced
substantial changes in civil aviation: airlines have realigned their route
structures, introduced highly differentiated pricing strategies, developed
more sophisticated yield management systems, entered into new cross-border
marketing arrangements, adjusted (in most instances increased) their
aircraft fleets, competed in a new range of ancillary services, among which
computerized reservation systems, and have made extensive recourse to cross
participations as well as to merger and acquisition activities as means of
enhancing and developing domestic and international air transport networks.

1 . '
One passenger flown over one kilometre.

2 .
One tonne flown over one kilcmetre.
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5. While public ownership remains widespread in the air transport sector,
changes in market conditions have precmpted several governments, from both
developed and developing countries, to engage in the process of
privatization (total or partial) of nationally-owned airlines. A wvariety
of reasons may be seen as underlying this trend. Thesc include the desire
of governments to promote efficiency by subjecting publicly-owned carriers
to a greater degree of market discipline as well as the need of many
governments to reduce public sector borrowing requirements givan the
typically high costs of maintaining national airlines.

B. Air transport service activities

6. The world market for air transport services consists of two segments:
scheduled and non-scheduled (i.e. charter) services, though the distinction
has in many countries become increasingly difficult to make. Scheduled
services are provided on a specified route, on a regular basis and are sold
directly to the general public. Non-scheduled or charter services are
usually provided by another party - mainly a toyr operator - whose task 1is
to fill a given number of seats on an aircraft. While regularly scheduled
airlines provide both scheduled and charter air services, non-scheduled
carriers usually provide charter services only.

7. Scheduled and non-scheduled airlines provide both passenger and
freight services. Some airlines use their fleets of freighter aircraft
exclusively for providing air carge services while other - predominantiy
passenger - airlines operate both freighter and passenger aircraft.
Meanwhile, some airlines offer combination services, carrying cargo in the
belly holds of their aircraft, or make use of so-called "combi" aircraft
permitting the carriage of cargo on a blocked-off portion of the main-deck.

8. Scheduled traffic accounts for a dominant share of the world market
for international air transport services. According to the estimates of
the International Civil Aviation Organization (ICAO), the scheduled
international traffic performed by the scheduled airlines of the world
(including the USSR and the People’s Republic of China) amounted to
112.6 billion tonne-kilometres or 85 per cent of total scheduled and
non-scheduled international traffic in 1988. Scheduled international
passenger traffic totalled 232 million (the figure for international and
domestic passengers being 1.072 billion) in 1988, representing 756 billion
passenger-kilometres (against a total - i.e. international and domestic -
figure of 1.696 billion pessenger-kilomeires). Scheduled international
freight carried in 1988 stood at 7.9 million tonnes (against & world totel
of 17.4 million tonnes). Passengers and their baggage accounted for

3The provision of non-scheduled services has traditionally been
subjected to the conditions that an aircraft operator does not sell tickets
individually or directly to the public, that the tickets be part of an
overall package (often including accommodation) and that there be a minimum
and/or maximum length of stay. There has, however, been a marked recent
increase in the number of "seat only" charters.
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62.0 per cent of the total tonne-kilometres generated by international
scheduled airlines in 1988, with cargo and mail contributing the remainder.
Passenger revenues in 1988 represented around 85.0 per cent of total
scheduled service revenues.

9. Total international non-scheduled passenger-kilometres  performed
reached 171.4 billion at the end of 1988, representing 18.5 per cent of
internaticnal air passenger traffic. Charter operators carried

51.0 per cent of this traffic and scheduled airlines 49.0 per cent (see
Table 1 in Annex V). There has in recent years been a marked increase in
the share of charter services provided by scheduled airlines, owing in some
instances to the liberalization-induced reclassification of charter
operators as scheduled airlines. Travel between states forming the

2-country European Civil Aviation Conference (ECAC) constitutes the
world’'s largest international charter market, non-scheduled traffic
accounting in 1988 for 44 per cent of the total number of intra-ECAC
passengers carried and for 62 per cent of passenger-kilometres flown.
Intra-ECAC charter traffic accounted in 1988 for 59 per cent of the world’s
total. While the amount of non-scheduled traffic is negligible in both the
United States and Japan, charter passenger traffic growth has increased 1in
most regions of the developing world owing in large measure to the
significant rise in international tourism activity.

10. According to ICAO, the number of scheduled international airlines
operating services with large aircraft (i.e. 9,000 kilogrammes and over)
stood at 343 in 1988. Despite this relatively large number, the wecrld
airline industry exhibits a fairly high degree of concentratien, as a small
number of large airlines based in North America and Western Europe generate
approximately 70 per cent of the world’s air traffic (i.e. international
and domestic). However, as the data contained in Table 5 reveals (see
Annex V), the last decade has witnessed a marked shift in the regional
distribution of scheduled traffic. This shift has been most pronounced in
respect of international traffic, as the combined shares of North American
and European airlines fell from 62.9 in 1978 to 57.0 per cent in 1988,
while that of Asia and the Pacific increased from 21.4 to 28.9 per cent
during the same period. The size of internatipnal airlines may be seen as
a reflection, inter alia, of the relative size” and development of domestic
markets, the distribution of world traffic flows, the particular
characteristics of the airlines themselves, as well as the degree of market
access provided by bilateral air service agreements.

4As measured in tonne-kilometres. This figure does not include
traffic provided by airlines from centrally-planned economies.

5While the size of domestic markets has played & prominent role in
airline development, particularly in the United States or Europe, it has
not been a prime determinant of the growth achieved of late by some cf the
most dyramic developing country airlines.
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C. Trade in air transport services
11. The salient features of regulation in the air transport sector - the
extensive recourse to bilateral and reciprocal market sharing arrangements
as well as the virtual absence - beyond fifth freedom traffic rights - of
foreign competition in domestic air transport markets - have meant that

international trade in air transport services is typically cross-border in
nature, produced by the residents of one country and consumed (partly) by
the residents of another. Trade in the sector may thus be seen as
occurring when an airline from one country sells its services to a
resident, corporation or government of another country. An important
characteristic of trade in air transport services, whether scheduled or
non-scheduled, passenger or freight, is that countries tend to be both
importers and exporters. This obtains because airline services are
differentiated by a number of characteristics (e.g. nationality of the
airline, route networks, flight frequencies, departure times, fares), some
of which appeal to some users more than others.

12. The main characteristics of regulation in the air transport sector
have also meant that issues relating to the mobility of factors of
production (i.e. capital and/or 1labour) have not on the whole been
predominant, trade in air transport usually involving only a limited degree
of commercial presence in foreign markets. The need for any such presence
in importing countries has been chiefly directed towards facilitating and
promoting trade and has typically involved the employment of local sales
staff as well as the cross-border movement of a limited number of
operational personnel, mostly in technical si.e. engineering, specialized
maintenance, etc.) and managerial positions.

13. Many airlines do not maintain staff in foreign markets, relying
instead on travel agencies for flight reservations and hiring the services
of resident airlines for airport functions (i.e. check-in procedures,
ground handling, carge handling, security services, etc.).

14, Censiderations relating to - and changes in - entry, pricing, route
and other factors affecting competition in the world market for air
transport services could significantly influence both the ways in which
trade in the sector takes place as well as the size and scope for factor
movement in the sector. For example, the gradual extension of cabotage
rights - the right of a foreign airline to carry traffic between two

6 . .
The right to take passengers and cargo from a fereign country to a
third country or vice-versa (see Section D).

7Airline management skills are highly industry-specific and can be a
potentially important source of competitiveness for an airline. An
offsetting factor is that management is typically internationally mobile,
i.e. it can be hired from other countries. Several developing country
airlines started their operations with expatriate staff {(managers, pilots,
engineers, etc.), replacing them as indigenous skill levels rose.
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domestic points - would require both a relaxation of ownership restrictioas
typically applied to foreign airlines and the need on the part of a foreign
airline for an enhanced presence (presumably via permanent establishment)
in a given domestic market, potentially increasing the cross-border
movement of both capital (through foreign direct investment) and labour.
Similar considerations could also apply in cases where more liberal fifth
freedom rights were granted.

D. The regulation of air transport services

15. International air transport is regulated by a complex web of bilateral
and multilateral agreements. Bilateral agreements vary in form but
typically specify the services and routes to be operated between two
countries, designate the airlines to operate the services and the capacity
to be provided by each airline and specify the conditions under which
passengerg may be taken or picked up in each country and flown to third
countries (the fifth freedom rights mentioned earlier). Bilateral
agreements encompass a spectrum of policy approaches and a multitude of
variations between such approaches, but generally involve the reciprocal
exchange of trading rights for market access and a balanced share in the
capacity offered.

16. Bilateralism is characteristic of the way in which air transport
services are regulated and marketed and may indeed be seen as the
distinctive characteristic of the sector’s commercial structure. This has
prompted some industry observers to suggest that scope for increased
competition in the world market for air transport services may lie in more
liberal bilateral agreements. During the past decade, a number of new
regulatory approaches, particularly with regard to capacity and fares, have
been developed on a bilateral basis. In addition, governments involved in
bilateral air service negotiations have been paying increasing attention to
commercial arrangements and opportunities for the designated airlines by
including detailed provisions on issues which bear on the competitive
provision of air transport services (i.e. airline representation, currency
remittances, access to computer reservation systems, cargo and ground
handling operations, etc.).

17. At the multilateral level, the basic instrument governing
international civil aviation is the Chicago Convention of 1944 which 1laid
down the principles for the operation of both scheduled and mnon-scheduled
international air traffic (see Annex I). While the Convention established
multilateral agreement in some areas (i.e. safety standards), it did not
formulate an acceptable set of multilateral rules relating tc commercial
rights. This was left to bilateral agreements, which currently number in
excess of two thousand. The Convention also established the International
Civil Aviation Organization as a permanent multilateral forum for
discussions relating to technical, economic and legal matters.

8Bilateral agreements rarely grant foreign airlines the right to
operate on the home country’s domestic routes.
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18. The Chicago Convention is adhered to by the 161 Member States of ICAO
and is based on the principle that "every state has complete and exclusive
sovereignty over the airspace above its territory". Thus, by stipulating
that international air transport services require the authorization of
governments to be provided, the Convention provided the legal framework
whereby scBeduled services between countries would be subject to bilateral
agreement.

19, The International Air Transport Agreement of 1944 established the
rights to be granted to airlines flying scheduled services as five
different "freedoms":

(i) to overfly a country without stopping;

(ii) to land or take off for technical purposes (i.e. to refuel,
change crew, make repairs, etc.);

(iii) to take passengers and cargo from the home country to the

‘ foreign country;

(iv) to take passengers and cargo from the foreign couatry to the
home country; and

(v) to take passengers and cargo from the foreign country (often
considered as a privilege rather than a freedom) to a third
country or vice-versa.

20. To these original five freedoms have been added a sixth, which 1is
usually defined as the carriage of traffic between two foreign countries
with a stop in the carrier’s home country (a combination therefore of
fourth and third freedoms).

21. Bilateral agreements do not in general provide for the determination
and enforcement of air fares, these being in most instances negotiated
within the framework on the International Air Transport Association (IATA,
see Annex II). IATA was established in 1945 as a trade association and is
composed of most international scheduled airlines. It provides the
machinery for regulating tariffs (i.e. passenger fares and cargo rates) by
agreement biﬁween the airlines themselves subject to approval by
governments. This approval has tended in practice to be virtually

9Whi1e the necessity to "obtain prior permission" does not apply to
non-scheduled airlines, each individual country can impose whatever
conditions it deems necessary on such airlines so that, although not
generally covered under the bilateral regime, non-scheduled services do in
practice require governmental permission and are subject to regulation. It
remains true nonetheless that more liberal policies are pursued by most
governments with respect to non-scheduled airlines.

10 . R .
IATA's other areas of activity relate to airline cornection, travel

agent accreditation, clearing house procedures for settling ticket revenue
balances among member airlines, as well as a host of trade association
concerns.
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automatic. IATA activities have in recent years been affected by the
tendency of many airlines to withdraw from the Association’s tariff-fixing
procedures in response tc government preggures to lower fares and to
competition from non-IATA charter airlines.

22. In addition to bilateral and multilateral arrangements, air transport
services are also subject to national regulation in nearly all countries.
A significant amount of such regulation is non-economic in nature and is
usually concerned with ICAO-based technical, legal and safety standards and
practices. The most prevalent form of economic regulation applied at the
national level - and that with potentially the largest incidence on
competition between airlines - concerns the issuing of operating licences
on the part of national aviation or transport authorities. More stringent
licensing criteria generally apply to airlines wishing to provide scheduled
services, the latter applicants having in most cases to demonstrate a
public need for additional air transport services. As mentioned earlier,
the economic regulation of non-scheduled services is on the  whole
considerably less stringent, operating licences being granted in many
countries without specifying the routes to be served, the frequency of
flights nor the capacity carried.

23. The main rationales for the regulation of air transport services find
their origin at both the multilateral and national levels. By establishing
the principle of each country's sovereignty over the airspace above its
territory, the Chicago Convention pointed to the need for a body of rules
to govern the use of that airspace by foreign as well as domestic
airlines - hence the patchwork of bilateral and multilateral rules based on
reciprocity which have just been described.

24, At the national 1level, it has been argued that the air transport
service industry could be seen as exhibiting either mnatural monopoly or
oligopolistic tendencies, requiring regulation either to minimize the
economy-wide welfare losses stemming from competitive entry or to ensure
that fares were not set above competitive levels. Another view is that the
sector is prone to excessive entry by airlines with 1little prospect of
success or by "cream-skimming" airlines intent on providing services on
only the more remunerative routes. Such airlines could thus undermine the
integrated air network which a regulated market allowed to maintain through
recourse to internal cross-subsidization. Adherents to the so-called
"contestable market theory" approach take an opposite view of the industry,
arguing that the threat of entry can contribute to the overall
competitiveness of air transport markets by keeping air fares down to their
competitive level.

25. Regardless of the lack of consensus as to the precise nature of market
dynamics in air transport, there would appear to be four main motivations
for regulation in the sector. Firstly, the public service nature of air

1 . . . .
1 At the same time, many countries - particularly developing
countries - lack the expertise or resources which are necessary to validate
airline tariff submissions.
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transport services - ensuring a regular and reliable provision of services
to all regions of a country at the lowest cost consistent with a reasonable
return to carriers - has been advanced as a primary reason for the national
regulation of entry, capacity and fares. A second broad rationale for
regulation relates to the relative size of air transport markets, prompting
some governments to argue that domestic markets could in some instances
prove too small to support free competition in the sector. Smaller markets
are thus, on the whole, those in which both the degree of - and the support
for - public ownership of national airlines tend to be most pronounced. A
related consideration in smaller markets concerns the typically higher
degree of intermodal competition facing airlines (i.e. competition provided
by rail and/or road transpert services). A third and related rationale for
regulation stems from the public policy belief that the air transport
services industry is a vital nstional resource that should remain under
naticnal control. This latter rationale helps explain the need which many
governments from developed and developing countries alike feel for
extensive public involvement in the industry, either through direct public
ownership or through restrictions placed on foreign investment in domestic
airlines. A fourth rationale relates to the perceived economic benefits
that may accrue to a country as a result of the operation of national
airlines, including employment, tourism and balance of payments benefits.
Similar considerations apply to the economy-wide linkages which the
development of domestic airline service capabilities is seen to provide,
These include, among others, catering, telecommunications, informatics,
multimodal transportaticn, aerospace and national defence. Policies which
aim to promote the viability of nationsl air carriers may thus also enhance
the development of related goods and service producing activities.

26. The extensive regulation of air transport services may be seen as
exerting significant influences on both the pattern of international trade
and the degree of competition in the airline industry. For one, the
existing regulatory regime is restrictive as concerns the ability of
airlines to access particular markets and routes. Airlines are not free to
enter international markets at their own choosing but must first be
designated by their governments to provide services (scheduled or
non-scheduled; passenger or freight) on a particular route. The ability
of governments to affect access and competition on international routes by
setting bilateral 1limits on entry thus has implications for the
liberalization of air services trade.

27. A second implication of existing regulatory arrangements is that even
in instances where an airline is allowed ‘to cperate on a given route, it
will not typically be able to determine the level of output it wishes to
provide, its “"production” usually being 1limited by capacity agreements
contained in bilateral arrangements or through 'Qter-airline agreements on
revenue sharing (so-called pooling arrangements™ ). Limitations placed on

12 . c s .
Pooling refers to arrangements whereby airlines which are allowed to
serve a given route agree to share the traffic or revenue generated by it.
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capacity may influence two important aspects of airline agreements. On the
one hand, capacity restrictions may adversely affect market entry, as there
may be little or no scope for new competitors on a given route. Such
restrictions may, additionaily, influence the 1level of air fares by
lessening the opportunity fgg new entrants on a route to experiment with
different price structures.

28. While the ability of airlires to freely determine the level of fares
has in recent years been significantly greater, particularly on
North Atlantic and trans-Pacific routes, governments do retain - and in a
few instances have exercised - the power to disapprove the intreduction of
new fares, with potentially impcrtant implications for market access.
Pricing freedom has also tended in practice to be limited in regional
markets where inter-airline pooling arrangements prevail. The absence of
effective price competition in many airline rkets has had three main
effects. For one, by reducing the incentive to control costs, it has
resulted in higher industry costs than would have otherwise been the case
in a more competitive environment. The resulting inefficiency of some
national carriers has in some instances added to domestic budgetary
burdens. Secondly, and as is evidenced by the often wide variation in
fares on routes which are outwardly similar, it has allowed airlines to
engage in a significant amount of cross-subsidization, both between routes
and between classes of passengers on a particular route. Higher air fares
have, finally, encouraged the growth of non-scheduled traffic which, on
some routes, has eroded the market share of scheduled airlines cr prompted
the latter to engage in the provision of charter services themselves.

E. Considerations relating to the application of concepts and principles

(a) Transparency

29. National laws, regulations and administrative guidelines relating to
air transport services are generally available. The need for transparency
as regards aeronautical agreements between countries was recognized and
provided for in Articles 81 and 83 of the Chicago Convention, which
oblige states to register with ICAO their aeronautical agreements and
arrangements. In recent years, ICAO has sought to enhance transparency by
developing a data bank of codified bilateral agreements and by publishing
the information through its Digest of Bilateral Air Transport Agreements.
Two important factors detract from full transparency in the aree of
bilateral agreements: the failure of many Contracting States to register
all their bilateral agreements with ICAO, as well as the frequent recourse
to confidential side-agreements which may clarify, modify and, in some
cases, significantly alter the intentions of the parties to a published
bilateral agreement.

131t should be noted that controls over the capacity offered on
passenger services may also affect the amount of available cargo capacity
by reducing the amount of belly hold capacity on a particular route.
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3. Considerations relating to transparency (or lack thereof) can arise
with regard to the development and operation of computer reservation
systems, particularly as airlines may be unaware of the extent to which
such systems may discriminate against them. Similarly, it may be difficult
to identify the subsidy element in industries in which the participation of
governments is important, as is the case with some national airlines.

(b) Progressive liberalization

31. Air transport is one of service sectors in which market conditions
have in recent years been progressively liberalized. This process has been
pursued mainly through bilateral agreements, although in the European
context it is being attempted on a plurilateral basis with a view to the
creation by 1992 of a single internal market.

32. While the progressive liberalization of trade in air transport
services could be promoted in a number of ways, it should be noted that
many governmental measures relating to air safety standards, the fipancial
viability of airlines, scarcity of airport facilities, etc. have important
implications in this respect. Ways of promoting progressive
liberalization could include, inter alia, the gradual elimination of
restrictions on entry, capacity and pricing on particular routes; a
commitment to reduce and/or phase out discrimination which is ancillary in
nature (i.e. relating to airport access and use, computer reservation
systems, taxation, etc.); the greater extension of fifth freedom rights to
foreign carriers, particularly those with limited domestic markets that
depend heavily on internatiocnal air transport; the lessening of ownership
restrictions applied to domestic airlines; as well as the gradual
introduction of foreign competition in domestic point to point traffic
(i.e. the granting of cabotage rights).

(c) National treatment

33. Applying the concept of national treatment to the air transport sector
would imply that foreign airlines and the services they provide receive no

less favourable treatment than domestic airlines and services in respect of

all laws, regulations and administrative practices. That is, once granted

market access, foreign airlines receiving national treatment would be

entitled to establish a commercial presence, advertise, market, provide

ground and cargo handling for themseives (and/or others) and generally

compete for domestic and/or international traffic on the same terms as

domestic airlines.

34. Given that foreign-owned or controlled airlines are normally precluded
by law (beyond fifth freedom traffic rights) from providing domestic air

transport services ir virtually all countries, the application of national

treatment to domestic markets could have far-reaching legislative and

policy implications. Moreover, even when applied solely to the provision

of international (i.e. cross-border) air transport services, national

treatment may pose some difficulties in view of differences both in the

size of national markets and in national regulatory regimes.
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(d) Most-favoured-nation treatment/non-discrimination

35. The inability of governments to agree to a multilateral set of rules
and economic rights governing civil aviation has meant that the -m.f.n.
concept has not been wused in the civil aviation field. Accordingly, the
benefits, privileges and concessions relating to the provision of air
transport services - whether in terms of market sccess (traffic rights and
routes) or in terms of operating conditions (right of commercial presence,
remittance of airline funds, etc.) - have been dealt with bilaterally and
exchanged on reciprocal basis. Bilateral reciprocity and the balancing of
benefits and/or opportunities between pairs of countries stand at the very
core of the international air transport system.

36. Cne consequence of the bilateral approach is that there are different
benefits which s&accrue to individual countries in bilateral agreements,
reflecting differences in the relative size of airline markets and/or the
degree of market access provided by domestic regulatory regimes. The
application of unconditional most-favoured-nation treatment as a means of
progressively reducing the various market access barriers contained in
existing bilateral agreements could therefore have fundamental implications
for the existing regulatory system.

37. The great majority of impedimernts to trade in air transport services
stem from reguletory practices which are essentially discriminatory i
nature. The recourse to bilateral reciprocity may, for instance, be highly
discriminatory vis-a-vis third country airlines. 1In addition, most of the
ancillary obstacles to market access (see below) impose discriminatory
burdens on foreign as opposed to mnational carriers, with potentially
significant implications for the overall efficiency and competitiveness of

foreign airlines.

(e) Market access

38, Market access in air transport services is becth defined and limited
through bilateral arrangements. Limitations on entry - i.e. on the routes
to be served - as well as on the type and quantity of traffic that may be
carried may represent important obstacles in the way of trade expansion in
the sector. Accordingly, the greatest scope for enhancing competitive
conditions in air transport services has been argued to 1lie in more
flexible and liberal bilateral agreements.

39. As in other service industries, ancillary factors in air transport
services can affect in important ways the ability of an airline to access a
foreign market. Such factors include, among others, forms of payment,
local currency conversions, profit repatriation, access to local
distribution channels (travel agents, tour operators, advertising, etc.),
ground-handling facilities (for both pessenger and £freight), airport and
airway user charges (i.e. landing fees, hangar charges, etc.), and a host
of what are often referred to as "doing business issues” in the context of
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bilateral arrangements, such as the mutual recognition of licenses, the
granting of operating permits and safety and security standards and
practices.

40. Computer reservation and ticketing systems have become a central
element in the marketing of air transport services. The development and
use of such systems, given that they eare jointly owned by competing
airlines, may represent - through information control - a potential
impediment to market access in the sector, particularly (albeit far from
exclusively) for smaller airlines and/or airlines from smaller countries.

41. An important consideration relating to market access - one which may
be expected to gain in importance given the forecasts of continued growth
in demand for air transport services - is that, wunlike the numerous
restrictions (i.e. those governing entry and operating conditions) which
are regulatory in nature, a major impediment to market access and to trade
expansion in air transport services stems from the scarcity of airport
facilities at certain major airports. Indeed, faced by a finite stock of
airport slots and gates, and given the perpetual rights which encumbent
airlines enjoy in both respects (so-called r"grandfather rights"), new
airlines may be physically unable to access what tend in practice to be the
most attractive foreign markets (and the key airports within them).

42. The only negotiated effort to multilaterally exchange market access in
international air transport was the International Air Transport Agreement,

negotiated at the Chicago Conference in 1944 and which granted the five

freedoms of the air. It has never received widespread support and

currently has only eleven signatories.

(f) Increasing participation of developing countries

43. The participation of developing countries in international air
transport activities has not been dealt with by means of preferential
market access, though it has in some instances been facilitated by the
arrangements governing the sector. For example, bilateralism has allowed
some developing countries to negotiate access to developed country airline
markets on a recipre~zl basis. 1In addition, extensive technical and other
forms of assistance through ICAO0 as well as other assistance programmes
have helped developing countries to achieve and up-grade technical and
safety standards and the development of their airport and airspace for
international operations, as well as to minimize their disadvantages in
both human and financial resources in the air trar-~unort sector.

44, The involvement of developing country airlines in the world market for
air transport services is highly varied. As a group, developing countries
saw their share of international scheduled traffic increase over the last
decade, from 25.2 per cent in 1978 to 29.5 per cent at the end of 1988.
Although significant, this result owes in large measure to the strong
performance of airlines rom & small group of (mainly  newly
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industrializing) countries: Brazil, 1Indis, Indcnesia, Korea, Malaysia,
Pakistan, the Philippines, Saudi Arabia, Singapore and Thailand. At the
end of 1988, airlines from these ten countries accounted for 15.8 per cent
of internaticnal 3scheduled tonne-kilometres  performed (up from
11.9 per cent in 1978), rapresenting 53.0 per cent of developing country
traffic in this category (up from 47.0 per cent a decade earlier).
Meanwhile, airlines in most other parts of Asia, Latin America, the
Middle East and Africe registered a slight increase in their share of world
traffic, from 13.5 per cent in 1978 to 13.7 per cent at the end of 1988.
Airlines from these regions have been affected by high operating costs,
small fleets, less dense route mnetworks, poor aircraft utilization,
shortage of marketing and commercial expertise, as well as adverse
macro-economic developments, both internal and external.

45, Because developing countries are for the most part destination points
rather than sources of international airline traffic, they may on average
stand to gain significAntly from the progressive liberalization of fifth
freedom rights in developed country markets, as well as from an enhanced
access to the computer reservation systems which the world’s major airlines
own and operate.

46. Faced by severe and often persistent budgetary problems, and by the
lesser bargaining strength which small markets bring to  bilateral
negotiations, it has on occasions been suggested that developing country
airlines could attempt - and be encouraged through various logistical and
financial support mechanisms -~ to pool their resources on a regional basis.
The development of regional trunk operators and sub-regional feeder
groupings, while increasing the bargaining leverage of participating
airlines, would also enable them to reap the econcmies of scale and scope
that will be necessary preconditions for their increased participation in
the world market for air transport services.

(g) Safeguards and Exceptions

47. The main type of safeguard action allowed for in the body of rules
governing international civil aviation is ccontained in Article 89 of the
Chicago Convention which stipulates that, in cases of war or of national
emergencies that are notified to ICAO’s Council, the provisions of the
Convention "shall not affect the freedom of action of the Contracting
States involved". Exception clauses in the Convention relate to prohibited
areas (Article 9), recognition of certificates of competency and licenses
(Article 32) and departures from international standards and recommended
practices or procedures in ICAQ Annexes, subject to the requirement to file
notices of differences (Article 38). Safeguard and exception provisions
are usually contained in bilateral agreements, safety and national security
considerations being the main rationales of national air transport measures
which mignt constitute departures from agreed commitments.
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(h) Regulatory situation

48. Notwithstanding the trend towards deregulation, privatization and the
general lessening of controls on entry which has been observed of late in
many countries’ airline markets, air transport services remain on the whole
highly regulated. As described earlier, the rationales for regulation are
numerous, starting with the host of technical and safety standards and
considerations which arise in the sector. In a context where physical
limitations on airport access and use have - in the face of steadily rising
air traffic - become increasingly acute, regulations relating to air safety
may be expected o gain in significance. Moreover, the overcrowding of
both airways and airport facilities raises  important regulatory
considerations given that airlines possessing a significant percentage of
slots and gates at a capacity-constrained airport may enjoy a competitive
advantage over other airlines (domestic and foreign). The development and
use of computer reservation systems may also be an area of regulatory
concern. As well, the application to air transport services of national
competition laws may be seen as a necessary concomitant to  the
liberalization process.
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II. MARITIME TRANSPORT SERVICES
A. Introduction
49, International maritime transport services are very closely linked to

international trade, deriving from it their growth while contributing to
its performance and expansion. Infrastructure, equipment (shipbuilding)
and many auxiliary services such as insurance, telecomnunications,
management, brokerage, and handling/storage are important elements in the
sector. Both infrastructure and equipment require very large investments
which may have significant social and economic implications for the
investing country. Auxiliary services are increasingly determining the
competitiveness of shipping firms, especially as related technology evolves
and new needs arise.

50. Since World War II, the productivity in the sector has improved
remarkably as relative costs of the major economic inputs - the ship, the
fuel and the crew - have changed. The size and speed of ships have

increased, fuel prices have risen and crews have become generally smaller.
The ma jor technological develcpments in the sector have been in related
construction, including: large ships, high horse~power engines and
propellers, diesel engines and controls, navigation end communication
networks, cargo-handling anc czafety. In liner markets - markets where
services are provided on a regular tasis - conventional tonnage has been
replaced by container ships. Currently, a typical liner ship is a fully
cellular container ship with a carrying capacity that may surpass
50,000 tons. Given the size and the increased productivity, such a vessel
may replace about seven traditional general cargo vessels built some
25 years ago. In bulk trades - trades served by a vessel carrying loose
cargo of a homogeneous nature in bulk, including iren ore, coal, grain,

etc. - there has been a shift towards very large vessels, including
"combination carriers"™ (i.e. ships designed to carry either oil or dry
cargo but not concurrently, including, inter alia, ore/oilers,

orejbulk/oilers, oil products/bulk/crude oil carriers and tankers which can
also load a limit+d number of containers).

51. The technological evolution which has taken place in the sector has
macde it possible for larger ships to operate with smaller crews causing the
sector to become even more capital-intensive as a reflection of a higher
capital/labour ratio. Larger ships also prcduce more output per unit of
capital. Parallel to the evolution in shipbuilding have been the
improvements in ocean terminals which continue to attract a great deal of
investment despite the high costs of capital in the international markets.
Finger piers of a few decades ago have been replaced by open berths
measuring up to 200 acres, built to handle, store, stuff and strip
containers and equipped with multi-million-dollar cranes and terminal
handling equipment. Most of the improvements have been with dry bulk
handling facilities, oil terminals having changed relatively little in the
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last several decades. Eighty per cent of the physical costs of ships and
terminal systems are now fixed, indicating a reversal in the trend which
prevailed prior to World War II.

52. The high costs involved in the development of national capacities in
the sector have made it difficult for non-traditional maritime nations,
especially the 1low income ones, to increase their participation in the
international market for maritime transport services. This fact, along
with the perception that the prevailing conference system had favoured
traditional maritime nations operating liner services, have prompted
developing countries to support the idea of a U.N. Code of Conduct for
Liner Conferences with a view to ensuring market access for their national
fleets. It should be noted, however, that shipping conferences - the sole
subject of the Ccde - have had a declining participation in several trades,
their average share of total liner cargo having decreused from over 90 per
cent in the early seventies to under 80 per cent on the average, and 50 per
cent in some cases, today (see paragraph 55 below).

B. Activities comprising maritime transport servicee

53. Maritime transport services involwve the movement of merchandise by
vessels between the port of embzrkation wn:re the merchandise is received
from the exporter and the port of destinstion where the merchandise is
claimed by the importer. Generally, but not necessarily, importers and

exporters are different parties. Maritime transport services may be
purchased as packages which inciude =2ncillary services such as inland
pick-up and delivery, customs clearance ané loading/discharging. These

packages may also include overland rtransport ("multimodal" service)
particularly in the case of containerized shipments. Since access to
national routes and facilities increasingly influences the form and extent
of international shipping services, the trsditional distinction between
national and international transport is becoming blurred.

54. Services providers are wusually classified in accordance to the
frequency and the regularity of the services they provide. Liners are
carriers which provide services regulsrly on 3 particular route, thus
fulfilling the needs of traders whose businesses require regular and
small-lot shipments that normally do not suffice to make use of a vessel’s
full capacity. A liner has to provide suicable space to carry a varied
assortment of cargoes. Liners generzally offer traders modes of maritime
transport adequately fitting their reguirsments and the requirements of the
products to be moved on a given voute - thus, the need at times for ships
of specialized design. Liner-operating shipping companies may group
themselves in conferences. In brosd terms, & liner conference denotes &
set of conmon tariffs for services (and obligaticns) which are provided in
a regular manner by lines serving a particular route {see paragraphs 55
and 61 below).
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55. Lines which are not members of conferences are usually referred to as
non-conference operators. Normally, in an effort to compete more

effectively with conference lines, non-conference operators offer their
services at a relatively lower price. For purposes of tariffication,
commodities are generally classified and attributed corresponding freight
charges, and eventually surcharges, according to the routes in question.
Non-liners, or tramps, are carriers which ply variable routes according to
the local demand in a particular port. Tramps still fulfil a significant
function in bulk shipping despite having for some time declined in
importance. Whereas a considerable share of 1liner shipping has been
governed by shipping conferences, shipping services, other than liner
shipping services, have traditionally operated without an organizational
structure similar to the conference system and currently represent around
80 per cent of world shipping services in terms of quantity.

56. There are three main categories of cargoes in maritime transport:
general cargoes, dry bulk cargoes, and liquid bulk cargoes. General
cargoes are a mixture of heterogeneous cargoes, mnormally packed and
transported on vessels that ply regular trade routes in accordance with
fixed, pre-announced schedules (i.e. liners). Dry bulk cargoes are
unpacked cargoes transported in full ship loads in vessels that are either
owned or chartered by the trader (industrial carriage) or an independent
shipping company (contractual carriage). Major dry bulk cargoes include
grain, coal, fertilizer, and mineral ores. Steel, paper, wood products,
and automobiles which have traditionally been transported in the liner
trade are starting to be moved increasingly by bulk or semi-bulk vessels.
Liguid bulk cargoes (also, tanker cargoes) are ship-load cargoes of crude
petroleum and petroleum products. As with dry bulk cargoes, the vessels
are either owned or chartered by the trader or an independent broker.

57. A very important aspect of maritime transport transactions is the
trading terms agreed wupon in individual sales contracts. These terms
stipulate the division of responsibilities of the exporter and the
importer, with respect to each stage of the transportation process.
Expenditures relating to loading and discharging, custom duties, storage
and freight <charges, for example, can be allocated to the exporter or
importer depending on the contents of the purchase/sale contract. It
follows therefore that the choice of the terms of trading that appear in a
purchase/ssle contract may determine the extent to which a particular
country participates in the shipping of its own imports and exports. The
two most traditional terms of contract, as defined by the International
Chamber of Commerce (Incoterms), are "free on board" (f.o.b.) and "cost and
freight" (c and f) or "cost, insurance, freight (c.i.f).

58. An f.o0.b. clause sets forth that the buyer (importer) undertakes to
arrange for the shipment, including its payment and the pre-announcement of
the port of destination, name cf the ship, and date of the shipment. The
designation "free on board" refers to the fact that the seller (exporter)
is only responsible for the expenses incurred with activities performed
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prior to when the merchandise is on hoard. A contract drafted on a
"c and f" basis stipulates that the seller fexporter) is to be responsible
for arranging the shipment and the pavment cf al! charges incurred up to
the ship’'s rail at the importing port. Wwhile these clauses define the
sharing of transport costs, they do not dafine the sllccation of transport

risks. These traditional trade terms, however, have proven to  Dbe
inadequate to meet the requirements of modern transport processes. such as
containerized and multimodal transport. Consequently, new terms were

defined by the ICC in 1980 which have b=en un for rvevision. The 1980 rules
include such adopted terms as "Free carrier (unamed point)" (FRC),
"Ex works" or "Delivered Duty Paid" (DDP).

59. There are three characteristics of the market for maritime transport
services which are important for present purposes. First is the principle
of vessel nationality whereby vessels are requ’red to havz a home country
of registry - or "flag". The home country mayv or mav not be the same one
as the nationality of the owners, the =aticnalitv ~f the crew, and/or the
country where the construction of *he shic tock wlace. Whereas in some
cases nationality requirements <can bhe wverv strist, "open registry"
countries generally place minimal restrictions on the nationalities of the
owners, operators and crews.

60. The second aspect 1is the l:2gal characteristic of joint scvereignty
avident in maritime transport trsmnsactions. To the extanr that ships need
to enter the ports of at least two countries for the provision of a
complete service, two sovereign regulstorv svstems sre involved whenever a
maritime transport servica is rendered., This is rarely the case with other
services sectors where only one c2t of ratiosne! nnwps and ragulations apply
to a service or service transactin at a tims.

AL. The third cspect relates to the norgsmizstion of »art of the general
cargo trade into lﬂnez confarences. Thase confzrences are multinational or
national cartel type organization=z of shin owners which oagage in the

regulation of rates, charges ard zonditicns Zor the waritime transportation
by member carriers of goods on a srecific trade route. They can range from

a very informal asscciation tc a well deveioved arrangement serviced by a
permanent secretariat. Conferenc.: of different mrwhezships may be present
on both directions of a given route. Linar contzrences have been in
operation for more than a century. thei- anpesrance largely coinciding with

the replacement of sailing vessels by «tr=amchips which better withstood
weather conditions and could ther2fore praviie s=rvices on a regular basis.
The Code of Conduct for Liner Cowfﬁren~~= wss d-afozd i the Uniced Nations
in 1974 in an sttempt to regulsts oonf.~- “tivities in & wsy acczptable

2 T 297 3
to the intermational community a: lsrg_ (sez Anuex IV).

) “l

C. Forme of trade
62. International maritime transctort sertices scve often, but not
necessarily, provided by the resizZents of orne couniry to the residents of
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another. They involve cross-border trade in a traditional sense since to
be provided they usually must move across national frontiers
(i.e. territorial seas). Generally, ther» 1is no need for permanent
establishment of shipping companies in importing/exporting markets, even
though this need may arise as a result of policies which reserve the
national market for ships with the national flag: through certain forms of
establishment, foreign providers might ultimately qualify to operate ships
under the importing country’s fleg. The following elements might be
relevant in the delivery of maritime transport services: cross-border
trade, commercial presence (office, agent), establishment (including
subsidiaries), direct investment in the context of multimodal transport,
direct investment to operate as national carrier or as a means of access to
the flag. In all of these elements, different degrees of labour mobility
might be involved.

63. Maritime transport services are very closely linked to international
trade through a mutual relationship: whereas the provision of services
follows the existing demand for the movement of cargoes, this movement
could not occur at all in the absence of shipping services. In other
words, maritime transport services are both a result of, and a
pre-condition for, the expansion of trade. The three main economic inputs
to maritime transport (ships, fuel, crews) are traded internationally to
varying degrees. Crews are often made up of netionals of the country of
the company providing the services, in which case they are non-traded.
Very frequently, however, ships may be manned with a wide diversity of
nationalities among the officers and the crew.

D. Motivations for regulations

64 . Traditionally, the regulation of  maritime trensport has been
motivated by the desire on the part of states to promote national shipping
capabilities. In spite of major changes in market structure and technology
in recent decades, the promction of national shipping continues to underpin
much of the regulation in the sector. Other motivations have also become
relevant, however, particularly as countries which had been users of
shipping services have themselves become providers of these services.

65. The rationale for the protection of a fleet may relate vo specific
pelicy objectives such as employment creation, the development cf a
national shipbuilding <capability, and the fostering of a stable and
predictable context within which internatjonal trade can occur. The
protection of a national fleet may alsoc be viewed to serve national
security interests since national <flag ships are wusually perceived to be
more reliable in times of sustained miliitary conflict than their foreign

counterparts (especially in the absence of effective control agreements).

66. The maintenance <f standards and safety 1is another prominent
motivation for regulacory practices in the sector. Standards are usuzlly
put in place as a means of ensuring the protection of persons - shipper,

receiver, owner, operator and seafarer - as well as of the environment.
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Often regulations must comply with international norms and standards but
local requirements may also be relevant. Ever though the motivation of
ensuring the health and safety of persons is generally accepted as a valid
social aim, the enforcement of related norms and standards may discriminate
against foreign shipping services providers.

67. The preservation of competition reflects the belief that through
competition, lower prices and better quality should result for maritime
transport services. Competition may be perceived therefore to have a
favourable effect on a country’s external trade since cheaper and more
efficient shipping can contribute considerably to the penetration of
national goods into foreign markets. Countries tend to pursue competition
policies which differ significantly even when common agreement 2xists on
the merits of competition. For example, offsetting foreign subsidies might
be a motivation underlying competition regulation in some countries whereas
in others the protection against abusive liner conference practices might
be on the basis of the national competition policy.

68. While controlling the abuse of dominant positions by liner
conferences is generally considered desirable, it is widely recognized that
the conference system plays a vital role in shipping transactions
(e.g. regular services at relatively stable freight rates). 1In some cases,
there is an attempt tc limit legislative interference to 2 minimum (legal
supervision only) while tolerating self-regulation by market operators
through mutual agreements on the different aspects of the transport
undertaken within a certain route.

69. As with many other services sectors, nations might undertake to

regulate certain transactions in the maritime transport sector, motivated
by an interest in protecting/improving their balance of payments.

E. Regulations and relevant commercial practices

7C. Many measures which apply to maritime transport services transactions
are not part of a formal regulatory framework but constitute commercial
practices of market operators. At times the distinction between formal
regulatory measures and commercial measures and practices is difficult to
draw. Both formal regulations and commercial practices have existed in the
maritime transport services sector since the last century, reflecting the
desire of the major maritime powers to preserve existing commercial and
military relationships. Regulations and practices have both had =&
considerable impact on the development of national fleets, but commercial
practice: have been especially instrumental in the maintenance of the
market position of established fleets.

(a) Regulatioas and practices relating to market access

71. A prominent form of rzgulation having implications for market access
in the maritime transport services sector involves controls on the cargoes
that vessels carry. Nations at times may favour, if not mendate, cargo
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reservation for national carriers involving, for example, goods purchased
by the government, government financed goods (aid), and military supplies.
Cargo reservation regulations may be broad, involving, for example, the
reservation of all imported gcods for national vessels. Goods covered by
cargo reservation laws often comprise “"government-related cargoes" -
i.e. those in which the government has a particular financial interest.

72. Cargo reservation regulations often reflect the belief by governments
that the seaborne carriage of a certain share of their imports and exports
should be undertaken by national flag carriers. This belief is wusually
based on the concept of ‘"cargo generators’ right", a concept which
recognizes that both the importing and exporting countries are entitled,
ipso facto, to an equal share in their shipping. Cargo generators’ rights
therefore imply a maximum 50/50 split between carriers involved in a
particular trade, making a 100 per cent reservation very rare in practice.
Provisions for "waivers" to allow other carriers to serve the shipper may
be included in national cargo reservation laws where national capacity is
perceived to be below that which has been reserved for the national fleet.
The trend towards cargo reservation based on "cargo generators’ right"
first found its expression in the liner conference trade but governments
have increasingly been implementing controls over both dry and liquid bulk
shipments as well.

73. Cargo reservation policies are wusually initiated unilaterally but
their implementation is generally bilateral in nature: the two countries
affected by the policies agree between themselves on the division of most
of the cargo moving in their bilateral trade. In many cases, bilateral
agreements represent a reaction to unilateral actions that are perceived to
restrict trade in the sector. Reasons for undertaking reservation policies
vary widely including broad considerations regarding the relations with the
initiating government, a country’s overall politico-economic policy, and
the capacity of the national carriers. Cargo reservation laws and decrees,
like other laws and decrees, usually require official interpretation.

74, Cargo sharing refers to the institutional arrangements, including the
negotiation of shares and the allocation of corresponding services, put in
place by carriers involved in a particular trade. Cargo sharing may be the
result of explicit cargo reservation policies of governments, in which
case carriers negotiate on the shares reserved by law to national
providers. It may also result from government requirements that all
vessels must be conference members and that the conference must include the
national carriers with veto power. Governments may also retain the right
to disapprove of agreements reached among conference members. Cargo
sharing may also be practised commercially, without any active goverrment
intervention. A case in point is the closed conference system where the
participation in the carriage of cargo is governed by agreement between the
lines already within a particular conference. Entry is possible, but may
be difficult to achieve. However, under commercial arrangements, the
shipper has always the choice to ship, either coanference or non-conference.
This choics is extinguished by government cargo reservation.
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75. As mentioned befor:, some governments have considered that de facto
cargo sharing by commercial parties in ciosed conferences should be
replaced by de jure cargo sharing in tp2 siu-.zlied 40/4C0/Z0 Dbasis
(i.e. each of the two trading partners nas access to 4( per cent of their
total trade while 20 per cent remains open for cross-traders). These
considerations were behind the prcrulgatvion of the United fations Code of
Conduct on Liner Conferences «hicn relates cnly to liner cargoes
(i.e. cargo that 4is already partially remcved from the competitive
environment) and aims at increasing the developing country shares of the
world shipping market. There has been some discussion ot the extension of
cargo sharing to all liner trading end to bulk shipping, (he operations of
which are normally carried out on non-schedulzd i¢stzs with the shipper
providing full cargo loads. Compared te liner shipping, bulk sizipping
responds more to the law of supply and demand with freight rates wvarying
accordingly. Conference lines may, rhowever, responrd to competition from
non-conference lines by granting rebates to traders in order not to ioose
competitiveness in world markets.

76. Cabotage regulations govevrrn the vparcicipation i maritime transport
between sea ports of the same country - namely, national coastal trade.
Such regulations wusually dinvelve cestriccions on  access to cargoes
according to the vessel's fleg, snd niy :involve rthe reservation, tarough
legisiation or other restrictives meesures, of ccastsl ctrade te national
flag carriers. Some countries relax such vestractions through reciprocal
bilateral agreements or waivers zor certain cases. Others may extend the
cabotage restrictions to include traips invoiving roreign ports. Capctage
laws are very common and may cdiffer frem ccoulrry to ccuntry, with each
country having a different deiinicticn cr “capcuage”. Cabetage requirements
are widely regarded as a natioral right in =ccordance with customary
maritime law entitling nations. throuszk tneir scvereienty, to regulate
transport along their coast. Cabotage is, in a2 unumber of countries,
considered very important fcr thke mainterance c¢f traffic between national
ports and involves consideratiouns ¢t a politicai, eccnomic, sccial and
national security nature.

77. Anti-trust legislation may be reclevarnt tc waritime transport services
even though it may vary consicerably froa: countvy te Zountry. Since there
is a fine line between the guarantee or the provis:icon of regular, frequent
and efficient services and the mainterance of conpetition in the sector,
antitrust laws may have an impsct on shipping activities. These laws may
affect directly the activities of liner confereances eves though derogations

from these laws are very ccaron. A siurce of conflict in the application
of antitrust legislation to marit:ime t:asspoc® a2rises -he~ the legislaticn
includes extra-territorial factors. Fcr some countrics, jurisdiction over
acts in the sector extends ©c zgreatexnts si:sn:zd 2broal. the parties of
which may be all foreign, a&ac lcrz s tles: aci- were perrocme in &
national port or <coastal area, <«r opave = cirecideratle effect on the

national trade.
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78. Regulations relating to foreign investment may be relevant in cases
where access to certain activities hinges upon the possibility by foreign
providers of flying the national flag. At times, only through
establishment in the local market cr associaticn with a national carrier
might foreign providers gain the right to fly the national flag. However,
foreign providers established locally may not be permitted to fly the flag
of the host country in cases where regulations reserve the flag for vessels
that are wholly or almost wholly-cwned by nationals. Also, operators may
find that investment in facilities in the local market is necessary (or &t
least, preferred) in cases where public authorities refuse to provide such
facilities. High-technology systems usually require special facilities and
governments may favour traditional cargo systems adopted by national
carriers. Containerization or coordinated inland-ocean barge movements are
forms of shipping technology the deployment of which :'ay be hampered by
government measures which favour other technologies. Also, shoreside
investments in port areas may be affected by government regulations
prohibiting land acquisitions.

79. Finally, a type of regulation which may indirectly affect market
access is the requirement that exports be sold on a "¢ and f" basis and
that imports be purchased on a f.o.b. basis by national traders. In both
cases, it is the national trader who is entitled to select the carrier, the
preference usually falling wupon national shipping firms given comparable
freight and transport conditions. Also, in some countries there may be the
requirement that arrangements for the transport to be made through nationail
shipping boards or freight-booking systems, and booking agents may tend to
favour national carriers as well.

(b) Regulations relating to public assistance and taxation

80. Direct and indirect public fiaancial assistance as woell as fiscal
benefits are common, and may affect both the demand and the supply for
maritime transpert services. On the demand-side, financial incentives to
ship with national carriers constitute a widespread practice and may
include: rebates or tax credits Zcr the totality or a part of the
transport package, lcwer rates of Interest on government-financed loans,
waivers of import duties on goods or export subsidies. In some cases, a
tax is levied on national shippers whenever they select foreign carriers.
Both financial incentives and disincentives have the effect of either
making the cost of using national carriers lower, or of bringing such a
cost to a comparable level to thcse c¢f foreign competitors - in both cases
encouraging traders to favour national over foreign providers.

81. On the supply-side, subsidies to national carriers are perhaps the
most prominent form of government assistance, along with favourabie tax
rates. Some subsidies may be intend=c ¢ compensate for cost differentials
between domestic and foreign ship-builders. Others may be intended to
encourage national shipowners to make wuse of locally-supplied inputs
(e.g. ships and crews). Those subsidizs, which are intended to reduce the
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operating costs of national vessels, may have the farthest reaching effects
on the competitive structure existing in the sector. An important effect
of direct and indirect operating subsidies is the aggravation of structural
disequilibria in the world market by maintaining the supply of maritime
transport services at an artificially high level.

82. Subsidization of state-owned fleets is also very common, especially
in centrally-planned countries. The involvement of these fleets in the
world market has been relatively recent in bilateral trades, as

cross-traders, and as member of conferences, usually plying "outsider”
routes and offering very low rates.

(c) Regulations relating to administrative measures and standards

83. Administrative considerations may include port entry procedures and
controls as well as practices such as long delays in obtaining relevant
documentation or licensing. An important administrative practice is the

exemption granted to national carriers from various port charges such as
dockage, wharfage, demurrage and pilotage. Also, countries may grant
preferential foreign-exchange rates to national carriers in their currency
conversions and/or require that freight be paid in local currency.

84, Regulations relating to standards may be relevant since they not only
deal with safety and quality control but they alsc may have an impact on
technological developments in maritime transport services, in effect
creating the conditions for adapting and absorbing technical progress or,
conversely, retarding its introduction into the mainstream activities of
the sector. The pace of technical change may pose a problem of equipment
compatibility which  standards can attenuate by facilitating the
incerporation of such a change into national structures. In some cases,
however, standards remain antiquated, unnecessarily preventing the use of
more up-to-date equipment by foreign competing firms. A considerable
amount of effort has been put into the harmonizaticn of international
maritime transport standards by various international bodies which include:
International Standards Organization (ISO0), International Maritime
Organization (IMO), International Labour Organization (ILO).

F. Considerations relating to the application of certain concepts and
principles

(a) Transparency

85. Transparency in the case of maritime transpert services may be
relevant as concerns government  practices favouring the use of
national-flag carriers and private agreements and measures among operators.
Areas where there could perhaps be greater transparency include cargo
reservation regulations and measures dealing with aids and subsidies. A
further consideration is the changing nature of provisions and the
unpredictability of their implementation. Technical standards may also
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lack transparency, complicating the task of foreign providers in meeting
local requirements (e.g. safety standards, mode of technology such as
containerization).

(b) Progressive liberalization

86. As set out in MTN.TNC/11l, progressive liberalization should be
pursued through rules, modalities and procedures in the multilateral
framework agreement with due respect for national policy objectives and
taking due account of the level of development of individual signatories
(see "Increasing participation of developing countries"). For the maritime
transport services sector, progressive liberslization could relate, for
example, to the phasing out of cargo shsring arrangements or the gradual
relaxation of regulations relating to local esteblishment.

(c) National treatment

87. The concept of national treatment for maritime transport services is
closely linked to the concept of market access. For example, if market
access in the sector is construed as the possibility for foreign providers
to ship national cargoes, national treatment could relate to those
activities, transactions and conditions that are relevant after such sccess
has been granted (i.e. health and technical regulations, loading and
unloading facilities, taxation provisions). The application of national
treatment would thus follow the granting of market access and could nean
treatment of a foreign carrier no less favourable than that granted to the
national-flag carriers in the ports and all other areas that are relevant
for the provision of services. On the other hand, if market access is
construed as the possibility for foreign providers to opt for their
preferred mode of delivery of shipping services in national markets,
national treatment could in turn relate to investment/establishment
regulations since shipping firms sometimes choose to have a commercial
presence in a particular market es a means of gaining access to it. Thus,
national treatment would apply to those regulations setting operational
conditions of foreign firms once these had established in a foreign market.

(d) Most-favoured-nation treatment/non-discrimination

88. Discriminatory practices are common in the sector and relate to
access to cargoes, port regulations, taxation and advantages for locally
established providers. 1In these cases, there might be formal or informal
government-induced preferences which  place foreign providers at =&
disadvantage (e.g. governments may choose to purchase only maritime
transport services provided by mnational-flag carriers). Cargo-sharing
arrangements which are by nature discriminatory may be put in place in
order to attenuate the discrimiration occurring elsewhere. These
arrangements attempt to ensure a balance of advantages emong signatory
carriers, but their effect may be to exclude, or limit, the participation
of third parties in certain routes. Policies which may be discriminatory in
both intention and effect include the maintenance of standards that favour
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antiquated local technological modes to the detriment of more
technologically-advanced carriers. The degree of discrimination in such
cases may, however, have less to do with the techuioloyy emproyed than with
whether the standards are equally app..ea ©0 poth netional and foreign
operators.

(e) Market access

89. Regulations relating to compeiitiovie a5 wes. #HS practices that
restrict the delivery of international maritime trausport services to and
within foreign markets may be relevant £for maiiet eicess considerations.
In broad terms, they could relate to access Lo <algoes and the opportuni‘y
for providers to choose their preferred mode of wuelivery (including .. :
employment of preferred technology).

90. In relation to access to cargoes, market access provisions could
cover cargo reservation and cargo sharing policies and practices. In that
respect it could relate to the direcutives of closeu conferences which limit
the access to cargoes by non-conigrence uembesrs. investment regulations
could also be affected: in sorme cases, vury through local ectablishment do
foreign carriers obtain the right to iy the Raiional flag which in  turn
entitles them to have access t& CerzAadiy netlondl  2aigos=s. Investment
regulations may also be relevant .ii <as=s Jaese .Oreigu providers need to
invest in infrastructures and porc LLChiery To 3&UEE  access to a
particular market. A related aspect 9 e cuowce Of mode of delivery is
the choice of the technologicali wmode vesi swivahy the capabilities and
needs of carriers and shippers. Market ac22s55 La SdCil a ¢ase could imply
not only the possibility of 1lozal estaolisament wh:2oasvers essential to the
delivery of a service, but also the possiviiity <oz rforeign operators to
apply their desired technology wnen del:ivering a service.

() Increasing participacion Of deveiop.ng codatries

91. The importance of maritime iLran.poll veliw.ces Lu €Couomic Gevelopment
derives from the  various downstream activaities of the related
labour-intensive shipbuilding and siip-repairing industries as well as
from the positive effects on a country s =2xport co-t struciure for goods
that may result from the provision of irow-pr.ued antg eificient services.
Policy options in the sector have evolveu iu paza.iel witu technological
and organizational developmencs, such as concainecization and multimodal
transport, for which many developing counirsies lacn tne capizal or know-how
necessary to become internationally cempeczazzsa2. Generally, the concern
reflected in MTN.TNC/1l for the sirmngthening of develoaping countries’
domestic capacity is embodied in policies Intoended to ensure the nreovision

of shipping services which fulfi) <he requirzemen:s of netional trade. To
facilitate market access for maritime s27vices 2 uovelioping countries, the
following considerations could »e rerevant. ba.oweod LG Cargo access  in
other markets, technological absourpiasn and agapiation, “zalning of
shipboard and land-based persounnel, &auu shil Zinsn.:ing.
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(g) safeguards and exceptions

52. Safeguard measures as concerns maritime transporct may be based on
serious economic disturbances or balance of payments difficulties.
Exceptions could be claimed because of existing multilateral or regional
arrangements as a means to avoid conflicts of obligation between these
arrangements and the results averaging from the GNS negotiations.
National security and defence considerations as well as national cabotage
laws could also lead to a claim for exceptions (especially those where
national defence considerations directly apply such as in the case the
transport of sensitive military equipment).

(h) Regulatory situation

G3. National regulations in the maritime transport services sector range
from the formal recognition of shipping and conference activities and
behaviour to comprehensive legislative regulation on the different aspects
of transactions in the sector. In some cases, governments support policies
which are aimed at tolerating and perhaps stimulating the private
establishment of shipping conferences as a means towards regularity,
frequency and efficiency in the provision of shipping services.
Restrictive regulations in the sector wusually comprise measures and
practices such as restrictions on access to cargoes, government
procurement, subsidies and dumping, or they may relate to the operation of
firms. However, domestic regulations may be of considerably less relevance
to maritime transport than international rules.

94. In some cases, regulatory systems may comprise many laws and
regulations, the combined effect of which may be to restrict trade. In
othes cases, standards are elaborate but lack consistent implementation,
especi1ally across countries (e.g. container sizes, safety specifications).
Regula:ions relating to safety, health and social security of crew-members
are in most cases justified but may have an e2ffect on competition. The
compec.tive condition in the sector may be influenced by inadequate
anti-tru.t laws. An important aspect of regulatory practices is the lack
of a sing. ® sovereignty and jurisdiction in maritime transmort, a situation
which raisez the issue of extra-territoriality and may b: at the root of
disagreements involving different naticnal regulatory systems.
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III. MOLTIMODAL TRANSPORT SERVICES

95. Multimodal trensport is broadly defined as the movement of goods by
at least two different modes of transport {(e.g. sea, land, air) performed
under & single contract. Multimodael transport has evolved considerably
since the introduction of containerization in the late sixties. It has
also been known in the past as "combined transport" or ‘"intermodal
transport”".

96. As with many other types of transport, the principal aim of
multimodal transport is to move merchandise to its destination on time, in
good condition, and at as low a price as possible. One of  its

distinguishing aspects is that, to facilitate the movement of goods, it
provides for the continuous supervision and responsibility of a single
operator for all rhases of the transport process. Considerations of a
commercial, organizational or physical nature, ultimately relate to the
fact that multimodal transport primarily aims at fulfilling individual
cargo requirements regardless of the mode of transport employed. This fact
may be considered its most important and overriding aspect, underpinning
considerations relating to, for example, carriers and points of transfer.

97. With few exceptions, cargo types have not strictly corresponded to
specific transport modes, especially since containerization enables cargo
carrving requirements to be fulfilled independentl; of the transport mode

employed. Through containerization, intermodality -~ i.e. the ability of
all mcdes of transport to move cargoes linked with relatively simple
transfer operations - has evolved considerably, contributing to the

objective of optimum modal splits according to the specific requirements of
each cargo.

98. Relevant operations are carried out by a multimodel transport
operator (MTO) who acts as a principal and assumes responsibility for the
contract. MTOs therefore conclude - as principals and not as agents or on
behalf of the consignor or of the carriers® participation in  the
transport - contracts covering more than one mode of transport,
irrespective of who actually performs the transport.

99. Multimodal transport affects the transport sector as a whole and has
corresponding  transport  policy implications. The Convention on
International Multimodal Transport of Goods was adopted in 1980 by the
United Nations Conference on a Convention on International Multimodal
Transport convened under the auspices of UNCTAD. The convention requires
3C countries to sign for its entry to come into force. Until now four
countries have become contracting parties.

100. The stated objective of the Convention is to stimulate the
development of smooth, economic and efficient multimodal transport
services. International multimodal transport is described in  the
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Convention as the carriage of goods by at least two different mcdes of
transport cn the basis of a single contract to transport goods from one
country to another country by a multimodal <transport operator. The
Convention establishes rules relating to the carriage of goods by
international multimodal transport contracts, including provisions
concerning the liability of mulitimodal transport operators, which is based
on the prirnciple of presumed fault or neglect which is the same as the
United Nations Convention on the Carriage of Goods by Sea, 1978 (Hamburg
Rules). The Convention establishes conditions on the nature «f multimodal
transport documentation and contains procedures and conditions relating to
claims and actions (e.g. notice of loss, damage and delay, arbitration
proceedings).

101. There is a specific recognition that the Convention should not affect
the application of any international convention or national .aw relating to
the regulation and control of transport operations, and tnat each state
retains the right to regulate and control at the national lsvel multimodal
transport operators and operations.
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IV. OTHER TRANSPORT SERVICES

i02. While ocean and air transport are the most important modes in terms
of moving merchandise and people internationally, for certain countries
other transport mocdes may be of particular significance. Alternative modes

irclude road, rail, inland waterway and pipeline transport. In most
countries, however, these modes of transport are used predominantly for
domestic transportation. In practice, surface transport and inland

waterways tend to complement international transport via sea and air in
that they are wused for the domestic (inland) stages of an international
transport chain.

103. Road transport has the characteristics of being very flexible,
allowing door-to-door transport and being applicable to virtually any kind
of product. However, the transport of heavy and bulk products over long
distances tends in practice to be done either via rail or wvia inland
waterways. Road transport tends to be the most important mode as regards

carriage of inland freight. This is demonstrated in Table 11 (see
Annex V), which reports data cn the mode used for domesticltransport of
freight for selected European countries for the mid-1980s. As to the

relative importance of various modes in the international shipment of
goods, Table 12 (see Annex V) reveals that maritime transport tends to be
the most important mode in volume terms, followed by rail zand road
transport. This reflects the fact that rail transport tends to be wused
especially for heavy and bulk products.

104. The viability of road transport depends in large measure on the
existence of densely populated areas with the appropriate road network.
The road transport industry tends to be relatively small in scale and to
operate in a competitive market setting. Rail transport, in contrast, is
usually highly concentrated, with most railways being either state-owned
and operated or state-sanctioned monopolies. Thus, entry into the industry
is usually restricted. In most countries both sectors tend to be subject
to extensive regulation. In road transpert, regulations apply to allowable
loads, length of driving time allowed, maximum size and weight of trucks
and containers, cabotage, etc. Regulations in the rail transport sector
may pertain to pricing, frequency of services, cross-border traffic may be
inhibited due to a need to reload railcars and/or containers.

105. With the possible exception of certain European countries, inland
waterways are predominantly used for domestic transport. As can be seen
from Table 13 (see Annex V), internationmal transport via inland waterways
is of great importance for Germany, France and the Netherlands, reflecting
both the existence of the Rhine and Rhone rivers, as well as an extensive
network of canals in these countries.

1

“However, the relative importance of inland waterways for the
Netherlands is noteworthy, as in the importance of pipeline transport for
Norway.
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106. As is the case for air and maritime transport, internationsl trade in
road, rail and inland waterway transport tends to be predominantly
cross-border in nature. Motivations for regulations vary depending on the
mode of transport, although regulatory rationales are broadly similar ¢to
those invoked for maritime and air transport services. However, the
influence of technical standards may be particularly important, and may at
times inhibit cross-border trade. Examples include 1limits placed on the
size of containers allowed on roads, the weight and length of trucks, the
size of ships, etc. Often such regulations are not intended to &affect
trade, but reflect safety, ecological or technical considerations. In some
cases, however, regulations may be designed and implemented in &
discriminatory fashion (i.e. prohibition for non-resident firms to engage
in road transport services domestically).
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ANKEX I

Disciplines and Arrangements of tha
International Civil Aviation Organization {ICAO)

1. The basic legal instrument for the provision of services in
international civil aviation is the Convention on International Civil
Aviation, also known as the Chicago Convention. The Convention, which came
into force on &4 April 1947, establishes the International Civil Aviation
Organization (ICAO). The Convention is adhered to by 161 Member States.

A. Objectives

2. In the Preamble, governments express their general aim of developing
international civil aviation in a safe and orderly manner and establishing
international air transpeort sarvices on the basis of -equality of
opportunity and sound and economical operations. As the "basic charter" of
international air transport the Convention establishes principles,
procedures, rights and obligations for the conduct of this activity and
lays down the objectives, adminstrative arrangements and functions for the
Organization that is charged with implementing its provisions.

3. The specific aims of the ICAO are to develop the principles and
techniques of international air navigation and to foster the planning and
development of international air transport so as to {(a) insure the safe and
orderly growth of international civil aviation throughout the world;
(b) encovrage the arts of aircraft design and operation for peaceful
purposes; (c) encourage the development of airways, airports, and air
navigation facilities for internationzl civil aviation; (d) meet the needs
of the peoples of the world for safe, regular, efficient and economical air
transport; (e) prevent economic waste caused by unrsasonable competition;
{f) insure that the rights of contracting States are fully respected and
that every contracting State has a fair opportunity to  operate
international airlines; (g) avoid discrimination between contracting
States; (h) promote safety of flight in international air navigation; and
(i) promote generally the development of all aspects of international civil
aeronautics.

B. Features and coverage
4. ICAO is made up of (a) an Assembly which reviews in detail the

complete work of the Organization in the technical, economic, legal and
tochnical assistance fields, examines and takes appropriate action on the
reports of the Council and decides on any matter referred to it by the
Council; (b) a Council which discharges certain duties and obligations set
out in the Convention, such as adapting and amending Internatiomal
Standards and Recommended Preactices and incorporates these as Annexes to
the Convention, and carries out the directives of the Assembly; and
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(c) other subsidiary bodies including an Air Navigaticn Commission (on
technical matters), an Air Transport Committee (economic/policy matters)
and a Legal Committee.

5. In Article 1 of the Convention, the contracting parties recognize that
every State has complete and exclusive sovereignty over the aiirspace above
its territory. The Convention addresses fundamental issues coacerning the
exchange of rights between States. With regard to non-scawiuled flights,
all aircrafts of other contracting parties have the right to mske flights
into the territory of a signatory contracting party and to make stops for
non-traffic purpcses without obtaining prior permission, but tne privilege
of carrying traffic on such flights is subject to th2 rigi:it of each State
to impose such regulations conditions or limitations as it mey consider
desirable. Regarding scheduled air services, air services may b2 operated
into the territory of a contracting State only with tae special permission
or authorization of that State. Regarding airport and similar charges, the
Convention provides that any charges for the use of airports and air
navigation facilities by the aircraft of other contracting States shall not
be higher than those that would be paid by its national aircraft engaged in
similar operations.

6. The Convention deals with dispute settlement. f any disagreement
between contracring States relating to0 the ingerpratacion or appxication of
the Convention and its Annexes canaot be settled oy negotiscion, 1t halil
be decided by the Council. Any contracting Sta:ce may anpeal from the
decision of the Council t> an ad-hoc arbitral cribunal or to the Permanent
Court of International Justice. Decisions sre by majority vcie. Decisions

of the Permanent Ccurt or an arbitral cribunal ars finel and binding.
Penalties are provided feor non-conforimity of airlines and States,
e.g. suspension of voting rights in the Assembly or the uvouncii or of the
rights of operating in the airspace of an airline of ano.ner coatracting
party.

7. Eighteen annexes to the Convantion wrsvide ior J2ca-'z2d 'EngoEiDﬁ GI
a variety of matters involving a.: mnavig:cion 43 Weii as BivisOonmanca’

protection, security, the safe transpor. of damgerous goods, and the
facilitation of air traffic through cuszois, immigce’iow and Soali-t <o,
processes. By conformiag their mational regulztions oo waf  msiiisdtersil
agreed standards found in these Annexes, thus accepring uniiors pgactices

States in effect yield some of their sover2ign right Yo ~“reste rzgulato:s

requirements.

8. In additicn to the Convention, the Tatermaticns
Agreement deals with non-traffic rights feor schegui
exchanged multilaterally. Each of the 99 States having sig
this Agreement grants all other s;gnatcry States in respset orf s
international air services (1) the privilege to iy across its ¢
without landing and (2) the privilege to iand for non-trzaii:zc n.rpe

ad
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9. When the Chicago Convention was drswn up in 1944, there were
unsuccessful attempts to exchange multilaterally the rights to transport
passengers, cargo aad mail internationally. As a consequence of the
sovereignty principle and the requirement for permission or authorization
to operate into or out of another contracting state and because of the
failure tc establish a multilateral régime, the vast majority of regulatory
matters affecting the economics of international air transport are covered
today by ovar 2,000 bilateral air services agreements between States.
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ANHEX IX
Disciplines and Arrangements of the
International Air Transport Association (TATA)
A, IATA objectives and structure
1. The Rules and Regulations- Handbook, which includes the "Act of

Incorporation”, the "Articles of Association", and the "Provisions for the
Conduct of Traffic Conferences" describe the aims and structure of IATA.
IATA is an association of airlines, incorporated as a non-profit body by a
Special Act of the Canadian Parliament in 1945. The aims of IAT4& as
contained in the Act of Incorporation are to:

"Promote safe, regular and economical air transport for the benefit of
the peoples of the world, to foster air commerce and to study the
problems connected therewith;

Provide means for collaboration among the air transport enterprises
engaged directly or indirectly in international air transport
service;

Cooperation with the International Civil Aviation Organization and
other international organizations."

2. The above aims are pursued through a wide range of programmes,
services and facilities, a number of which are highlighted hereunder. Many
of the IATA programmes are undertaken on an industry-wide basis and are
made available to both Members and non-Member airlines. The work of IATA
is carried out through a structure of Committees and Traffic Conferences
comprised of airline representatives assisted by the Secretariat.

3. The structure and procedures of the various IATA activities have been

revised on a number of occasions to reflect changing market, regulatory and

regional requirements. The most significant adaptations have involved the

Traffic Conference procedures for the coordination of fares and rates.

Here the objective has been to provide participating carriers with greater

flexibility to introduce innovative tariffs and to respond quickly to’
changing market conditions. . Moreover, greater emphasis has been given to

supplying information to governments and facilitating participation by

representatives of government bodies at Traffic Conference meetings.

4. Membership in IATA is open to any airline registered in a state
eligible for membership in ICA0 and operating scheduled services. At
1 June 1989, IATA had 186 member airlines, of which 153 operate
international scheduled services.
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B. IATA featursas and coverage

Activities which facilitate the marketing and sale of international
air transport services

5. A basic objective of IATA is the creation and maintenance of a global
air transportation network where all airlines are able to participate tc
the fullest extent. Given the underlying framework of bilateral air
service agreements where governments control market access and capacity,
this objective is pursued by IATA through & series of multilateral airline
arrangements and mechanisms designed to facilitate and encourage the
inter-connection of airline services.

6. Among these arrangements are Multilateral Interline Traffic
Agreements. These passenger and cargo agreements form the framework for the
exchange of traffic among the 250 participating airlines. Membership in
these agreements eliminates the need to negotiate bilateral inter-carrier
arrangements by providing standard documents such as passenger tickets and
cargo waybills and procedures for interline sales, reservations, transfers
and billings. These agreements ensure that carriers can accept each
others’ documentation and that passengers or shippers can adapt or change
their routing or schedules with the minimum of difficulty.

7. The Passenger and Cargo Agency Programme is the industry’s shared
distribution system. It offers airlines a sales network of qualified
passenger and cargo agents in 165 countries. The Programme facilitates

airline access to foreign markets and ensures that agency outlets used by
IATA Members are competent business organizations able to provide accurate
and reliable service to the public. Recently this Prcgramme has undergone
considerable evolution, enabling it to adapt to changing regulatory and
market conditions at the national and regional levels.

8. As regards tariff coordination - provided for in Section F of TIATA’s
Rules and Regulations - it is noted that most bilateral air service
agreements call for the development of tariffs by the carriers prior to
submission to governments for approval. Many agreements further specify
the IATA mechanism as the means for this tariff negotiation. IATA thus
provides a forum where carriers can multilaterally coordinate a coherent
tariff structure between adjacent and competitively-related points and
countries, not only on the routes directly operated by carriers, but also
between any two pairs of points in the world which might be served by air
and which are not covered by bilateral agreements. An important product of
this coordination is a centralized source of tariff information for use by
airlines, agents, passengers/shippers. The tariff structures resulting
from this coordination process are today not subject to enforcement. The
negotiating procedures also allow for carriers independently to adjust
their tariffs to market requirements.
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9. IATA has developed a worldwide clearing mechanism enabling member
carriers to settle their interlire accounts (including lesses or service
contracts) vis-a-vis other airlines in a single monthly set:tlement and in
one currency. In addition, 25 Agency Settlement Plans operating in
36 countries function as a clearing mechanism for the «ra2porting and
remitting of passenger and cargo sales Dy agents to airlines.

10. Lastly, given the complexity and volume of interlins <(ransactions,
revenue accounting standards have been established by IATA to piocess: the
large number of passenger and cargo traffic documents exchaused between
carriers. A separate industry programme establishes procedures for the
equitable division of revenue between carriers.

Activities which encourage fair and equitable trading conditions

11. IATA activities concerning airport and navigation charges are designed
to ensure that airport and en-route charges are moderate, cost-justirfied

and equitably applied in accordance with policies developed by governments

in ICAO. A key objective is to consult with airport and other authorities,

particularly on construction or expansion projects to ensure that

international airline wusers only pay for services which they actually

require.

1z. As regards aviation fuel, the prime obiectives are to ideatify probiem
areas and institute action to reduce or contain the costs of avistion fuel.
Of particular concern is the effect on fuel prices of governrwent fuel
supply monopolies and the need to counter the imposition of tz2xstion on
aviation fuel and "no-value" fuel throughpuc charges. As regardés currency
remittances, member eirlines are working to contain the problems of delays
or stoppages through negotiations with government authorities =2imed at
establishing priority remittance schedulas. Furtnermore, throvgh IATA's
taxation sub-committee, member airlimnes wock to Llimit the iuvcidance of
multiple taxation of international air transport by wsy of renreseutation:
to local suthorities.

Activities to improve the efficiencv of inftevaxtionzi 2ir franspoct

operations

13. An extensive IATA programme is direct2d towardsz improviue che safecs
of airline flight opersations, increasing the efficiz~cy ol 2uciveering s

other technical procedures as well as coordinating «ne faciiticies or3vid.:d
by governments with azirline requirements. Ir addic:on, =+« se-we- of fAle
activities is devoted to improving the cost-eflecrivecess OoC  ajiryor
facilities, developing ground handling s:srdards for p
equipment, improving customs and dimmigration procszdures 2nd advising o~
airport security measures. Lastly, given the extensive operational and
commercial inter-relationships withing tha 1ndustry. a meioc TATA  poraoviiy
is to ensure that the benefits of automation =&re sawx miaezd  hgoough
coordinated spproach to automation proiss =,

)

voocadures R
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ANNEX III

CONVENTION OF THE INTERNATIONAL MARITIME ORGANIZATION (IMO)
ON FACILITATION OF INTERNATIONAL MARITIME TRAFFIC

A. Introduction
1. The Convention on Facilitation of International Maritime Traffic, as

amended, represented the culmination of an effort dating back to 1959 when
a report published in the United Stetes - "Merchant Shipping cn a Sea of
Red Tape" - brought attention to the growing burden of administrative
procedures and documentary requirements on shipping. The publication of
this report coincided with increasing concern on the upward trend in
terminal handling costs of maritime transport and served to galvanize
support among membei-states of the Intergovernmental Maritime Consultative
Organization (IMCO) toward the drafting of a convention to facilitate
international maritime traffic. The Convention would be formally adopted
by a Diplomatic Conference in 1965, having been based on similar agreements
reached in the International Civil Aviation Organization (ICAO).

B. Objectives

2. The purpose of the Convention is to facilitate maritime transport by
simplifying and minimizing the formalities, documentary requirements and
procedures associated with the arrival, stay and departure of ships engaged
on international voyages. This includes all documents required by customs,
immigration, health and other public authorities pertaining to the ship,
its crew and passengers, baggage, cargo and mail.

c. Features and Coverage
3. The Convention 1s a "co-operative" treaty among 54 Contracting Parties
to bring about uniformity and simplicity and thereby facilitate

international maritime traffic. The Convention which applies to all ships,
except ships of war and pleasure yachts, encourages the adoption of the
standardized documentation system developed by IMO and recommended by its
Assembly for world-wide wuse. Governments are invited to adjust their
national legislation when practicable, and to this effect, to draft
international standards to facilitate their incorporation into national
legislation.

4. Contracting governments to the Convention have agreed to adopt
appropriate measures to facilitate international maritime traffic, to
prevent unnecessary delays to ships, their crews, passengers and cargoes,

lThe International Maritime Organization (IMO) was established by the
Convention of the IMCO signed in 1948 and entered into force in 1958.
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to secure the highest practicable degree of uniformity in feormalities,
documentary requirements and procedures, and to keep tc a minimum any
alterations needed to meet special national requirements. Such measures
should be practical and no less favourable than those applied to other
means of international transport.

5. IMO has been assigned the tasks of simplifying (elimination of
superfluous data and unnecessary documents), unifying (the combining of
several similar documents wherever possible), and standardizing thrcoughout
the industry the relevant documentation.

6. In its Annex the Convention contains standards 2and recommended
practices on formalities, documentary requirements and procedures which
should be applied on arrival, stay and departure to the ship itself, and to
its crew, passengers, baggage and cargo. The Convention defines standards
as internationally agreed measures which are necessary and practiceble in
order to facilitate international maritime traffic and recommended
practices as measures, the application of which ic "desirable”.

7. The Convention provides that any contracting government which finds it
impracticable to comply with an international standard or deems it
necessary to adopt differing regulations must inform the Secretesry-General
of IMO of the differences between its own vpractices and the standards in
question. The same procedure applies to new or amended standards. In the
case of recommended practices, contracting governments are uvged to adjust
their laws accordingly but are only required to  noctify the
Secretary-General when they have brought their own formalities, documentary
requiremerts and procedures intoe full accord with the recommended
practices. The Convention does nct provide for any other enforcement
provisions.

8. Pursuant to a resolution adopted by the 1965 Conference. IMO has
developed Model Forms for six documents. The model general declaration,
cargo declaration, crew list and passenger list incorporate the information
detailed in recommended practices as constituting the maximum information
necessary. The model ship’s stores declaration and crew’s effects
declaration incorporate the agreed essential sinimun  information
requirements. Twenty-two Governments have informed IMC ot their national
use of the six Model Forms.
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ANNEX IV

UNITED NATIONS CODE OF CONDUCT FCR LINER CONFERENCES

A. Introduction
1. The first formal proposal for a Code of Conduct on Liner Conferences

was elaborated at UNCTAD III in Santiago in Chile in 1972. Later that
year, the General Assembly of the United Nations requested the
Secretary General of the United Nations to convene, under the auspices of
UNCTAD, a conference of plenipotentiaries to consider and adopt a
convention or any legally binding instrument on a ccde of conduct for Liner
Conferences. The Code was adopted in 1974 by vote and opened for
signature.

2. The Convention was to enter into force six months after the date on
which not less than 24 stetes with a combined tonnage of at least 25 per
cent of the world general cargo fleet had become contracting parties.
These criteria were met in April 1983 after 58 countries had become
contracting parties to the convention. As of June 1989, 74 countries had
become contracting parties to the Convention by definitive signature,
approval, acceptance, ratification or accession.

B. Objectives

3. The underlying purpose of the Code is to improve the Liner Conference
system taking into account the special needs and problems of developing
countries. The following specific objectives are sought to be realized:
(a) to facilitate the orderly expansion of world sea-borne trade; (b) to
stimulate the development of regular and efficient liner services adequate
to the requirement of the trade concerned; (c) %to ensure a balance of
interests between suppliers and users of liner services.

C. Features znd Coverage

4. The Code establishes rules for the participation by member lines in
the trade carried by the «c¢onference. Unless otherwise agreed, when
determining a share of trade within a pool operated under a conference, the
group of national shipping lines of each of two countries shall have equal
rights to participate in the freight and volume of traffic generated by
their mutual foreign trade and carried by the conference. Third-country
shipping lines, or cross-traders, if any, shall have the right to acquire a
significant part, such as 20 per cent, in the freight and volume of trarffic
generated by that trade and carried by the conference. The same principles
would guide other types of trade-sharing arrangements in the absence of a
pool.
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5. The Code also sets forth rules for other internal conference
activities such as self-policing. The Code regulates the relationship
between shippers and liner conferences by establishing principles for the
use of loyalty arrangements, as well as through the provision that confer-
ences are required to hold consultations with shippers or representative
organizations of shippers on matters of concern to shippers, such as
changes in freight rates, loyalty arrangements, imposition of surcharges,
etc. It also sets forth rules regulating freight rate increases,
promctional freight rates, surcharges and currency adjustment factors.

6. A further operational consideration is that the Code establishes the
machinery for e system of mandatory dispute settlement based on
conciliation. To this end, it contains detailed rules governing its
functioning, including in an annex to the Convention a set of model rules
of procedure for international mandatory conciliation.

7. There exist considerable differences of opinion among countries, be
they Contracting Parties or not, on what may be considered as the scope of
application of the Convention with regardé to the carriage of cargo. The

Convention itself does not contain any provisions which would clearly
determine its scope and, with regard to its application, general consensus
appears to exist that it would be eapplicable only in trades between
Contracting Parties.

8. A number of ad hoc agreements exclude some of the provisions of the
Code from application. The Brussels’ Package, for example, excludes from
application the Code’s provisions mandating cergo sharing, iimiting freight
rate increases and governing conference decision-making procedures in the
trade between EC Member States and, on a reciprocal basis, between EC
Member States and other OECD Member States which have accepted the Code.
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Estimated international airline traffic, 1984-88

(Millions of péssenger-kilometres performed)

Category of traffic 1584 1985 1986 1987 1988’
Non-scheduled traffic2 1158900 121700 133500 161700 171400
of which:
Scheduled carriers 40600 49000 69600 80000 83700
Percentage 35.0 40.0 52.0 49.0 49.0
Non-scheduled carriers 75200 72700 63900 81700 87700
Percentage 65.0 60.0 48.0 51.0 51.0
Scheduled traffic 555300 589300 602400 686100 755900
Total traffic 67100 711000 735900 847800 927300
Memorandum item
Non-scheduled traffic as a
percentage of total traffic 17.3 17.1 18.1 19.1 18.5

1 oos .
Preliminary estimates.

2Includes USSR from 1985.

Source: ICAOD. Annual Report of the Council - 1988.
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TABLE 2

Tonne-kilometra ranking of the world’s toup 20 scheduled airlines in 1988l

(Passengers, freight and mail, in millions)

Country or group of Total operationsz International operatione
countries

Rank Amount Rank Amount

United States 1 77650 1 21345
USSR 2 22419 15 1687
Japan 3 12080 3 8485
United Kingdom 4 11215 2 10810
France 5 8080 5 6448
Germany, Fed. Rep. of 6 6900 4 6595
Canada 7 255 9 ‘2880
Australia 8 4870 8 3382 .
Netherlands 9 4195 6 419G
Singapore 10 4100 7 4100
Republic of Korea 11 3100 10 2870
Brazil ' 12 3070 16 1585
Italy 13 2781 12 2273
China, P. R. of 14 2650 27 885
Spain 15 2624 14 1871
Switzerland 16 2270 11 2239
India 17 2250 18 1385
Thailand 18 2090 13 2002
Scandinavia 19 2030 17 1415
Indonesia 20 1885 19 1370

lPreliminary estimates.
2International and domestic traffic.

3Three states, Denmark, Norway and Sweden, are partners in the consortium
airline Scandinavian Airline System (SAS). ’

Source: ICAO. Annual Report of the Council - 1988.
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TABLE 3

Passenger-kilomstre zanking of the world®s top 20 scheduled airlines in 1988’

(millions)
Country cx group of Total operationsz International operations
countries

Rank Amount Rank Amount
United States 1 674300 1 152900
USSR 2 213169 12 14481
Japan 3 84900 3 45200
United Kingdom 4 83970 2 79200
France 5 47600 4 32000
Canada 6 44500 9 22500
Australia 7 40300 7 26208
Germany, Fed. Rep. of 8 34000 5 31180
Singapore 9 28000 6 28000
China, P. R. of 10 24430 30 5670
Netherlands 11 24130 8 24074
Brazil 12 23500 19 9670
Spain 13 22272 11 14842
Italy 14 19168 14 13874
India 15 18100 20 9270
Scandinavia 16 17510 16 10880
Thailand 17 16300 10 15530
Indonesia 18 15450 17 10000
Republic of Korea 19 15200 15 13000
Saudi Arabia 20 15000 18 9900

lPreliminary estimates.
2International and domestic traffic.

3Three states, Denmark, Norway and Sweden, are partners in the consortium
airline Scandinavian Airline System (SAS).

Source: ICAO. Annual Report of the Council - 1988.
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TARLE &

Freight tonne-kilometre ranking of the world's top 20 scheduled airlines in 1988l

(millions) .
Country or group of Total operationsz International operations
countries

Rank Amount Rank Amount
United States 1 13890 1 6820
Japan 2 4710 2 4150
France 3 3680 3 3485
Germany, Fed. Rep. of 4 3473 4 3447
United Xingdom S 3225 5 3215
USSR 6 2721 25 345
Republic of Korea 7 1955 6 1915
Netherlands 8 1880 7 1880 .
Singapore 9 1380 8 1380
Canada 10 1063 12 790
Australia 11 1035 10 885
Italy 12 : 1029 9 1609
Brazil ) 13 965 15 635
China, P. R. of 14 870 19 460
Switzerland 15 814 11 806
Israel 16 735 13 735
Belgium 17 651 14 651
India ' 18 648 17 522
Spain 19 598 18 513
Thailand 20 588 16 582

1 .. .
Preliminary estimates.

2International and domestic traffic.

Source: ICAO. Annual Report of the Council - 1988.
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Regional distribution of scheduled traffic, 1978 and 1ses’

(Percentage of total tonne-kilometres performed)

All services International Domestic
Region

1978 1988 1978 1988 1978 1988
North America2 41.0 39.3 20.5 21.5 59.2 59.5
Europe 35.0 31.0 42 .4 35.5 28.4 25.8
Asia and Pacific 13.5 19.9 20.6 28.9 7.2 9.6
Latin America and Carribean 4.9 4.6 6.6 5.7 3.5 3.4
Middle East 3.1 3.0 5.6 5.0 0.8 0.9
Africa 2.5 2.2 4.3 3.4 0.9 0.8
ICAO World 100 100 100 100 100 100

1Figures for 1988 are preliminary.

2Canada and the United States only.

Source: ICAO. Annual Report of the Council - 1988.
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INBLE 6
Horld Exports of 8 L 70-1987
(US$ million)
1970 1975 1580 1983 1987
World 13,673.4 29,128.9 58,504.7 53,748.9 63,376.4
Developed market-eaccnmony 12,682.6 26,191.1 50,522.4 43,365.4 53,045.3
countries
Leading exporters .
Japan 1,000.0 3,266.1 7,418.7 7,635.4 7,836.0
France 1,217.0 2,914.0 6,541.5 5,484.9 6,747.1
Italy 749.0 1,393.8 3,338.4 2,971.9 '5,248.6
Germany, Fed.Rep. 1,360.0 2,974.7 5,271.2 4,071.5 5,094.7
United States 1,110.0 2,100.5 4,256.0 4,467.5 4,668.0
Developing ccunttiug 983.8 2,741.1 6,544.1 8,110.2 8,201.3
Leading expo:ters
Korea, Rep. of 40.0 132.3 956.6 1,324.0 1,794.8
Singapore 11.0 100.8 550.5 682.3 879.3
Brazil 95.0 293.8 654.7 884.4 760.3
Turkey 5.0 74.1 29.9 607.2 615.5
Malaysia 2.0 29.1 200.4 352.3 614.2
Loast developsd countries 32.1 82.4 190.3 120.% 122.7
Socialist countries of 7.0 ¢ 196.7 1,438.2 2,273.2 2,129.7
Eestern Europs and Asia
Qf which:
China 0.0N 0.0N 0.0X 867.1 1,156.0
Poland 0.0N 0.0N 972.2 883.3 909.0
Source: IMF Balance of Payments Statistics
Note: Ma jor shipowning countries such as Greece, the USSR, and Hong Xong do not report shipment

statistics. Thus, the totals reported are based downward, and rankings may not be completely

accurate.

1
Shipment covers the freight, inourance and other distributive services in comnnection with

merchandise trade.

2 . .
Expreased in order of importance for 1987.
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TABLE 7
1 ,
World Imports of Shipment , 1970-1987
(UB§ millioen)
1970 1975 1980 1985 1987
World 16,456.3 42,835.3 26,004.8 77,521.6 90,172.0
Devolcpsd markst-sconomy 12,036.1 26,400.0 49,527.9 49,040.3 65,037.9
countrias
Leading importers
United States 1,590.0 3,375.3 6,455.6 9,858.9 11,185.1
Japan 1,500.0 . 2,974.7 4,217.0 4,041.1 7,655.0
France 1,568.0 3,959.3 8,246.5 6,753.0 8,458.0
Germany, Fed. Rep. 1,670.0 3,096.1 5,987.0 4,883.8 6,814.5
Italy 1,200.0 2,253.5 5,061.6 4,448.2 6,611.5
Daeveloping countziog 4,351.2 15,943.6 34,824.0 26,064.8 23,034.,1
Leading importers
Saudi Arabis 81.0 900.9 4,602.2 3,258.2 2,312.0
Singapore 152.0 455.3 1,237.8 1,507.8 1,979.7
Thailand 137.0 357.0 1,055.5 1,095.6 1,479.3
Indonesia 142.0 724.8 1,478.5 1,395.1 1,295.7
Malaysia 101.0 287.8 1,019.1 1,098.6 1,118.5
Loast developed countries 263.4 881.4 2,039.1 1,799.8 1,321.1
Socialist ccuntries of 69.0 491.7 1,552.9 2,416.5 2,100.0
Eastsrn Europe and Asia
Of which:
China 0.0N 0.0N 0.0N 1,292.5 1,328.0
Hungary 69.0 185.8 354.9 331.0 453.9
Foland 0.0n 0.0N 407.4 278.2 318.1

Source: IMF Balance of Payments Statistics

1
Shipment covers the freight, insurance and other distributive services in comnnection with

merchandise trade.

2
Expressed in order of importance for 1987.
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TABLE 8
Dietribution of world tonnage (grt and dwt) b roﬁ nl
of countriss of registration, 1970, 1986 and 1987
(Mid-year figures) :
Tonnage and ._centags shares Increasc in
Flags of tonnage
registration Ir grt (milliona) In dwt (willions) (mill. of dwt)
by Groups
of countries 1970~ 1986-
1970 1986 1987 1870 19386 1987 1987 1987
(avezage)
World total 217.9 399.0 397.7 326.1 639.1 632.3 19.6 -6.8
(100.0) (100.0) (100.0) (100.0) (100.0) (100.0)
Developed market- 141.8 156.0 140.5 209.7 243.8 216.2 2.1 » =27.6
aconomy countries (65.1) (39.1) (35.3) (65.0) (38.1) (34.2;
Opnn-:ogigtty 40.9 111.8 121.3 70.3 201.1 214.5 8.2 13.4
countries (18.8) (28.0) (30.5) (21.6) (31.5) (33.9)
Total 2 & 3 182.0 267.8 261.8 282.2 444.9 430.7 10.2 ~14,2
(83.9) (67.1) (65.8) (86.6) (69.6) (68.1)
Socialiast countries of 19.5 47.2 48.4 21.7 60.7 62.4 2.4 1.7
Eastern Europe and Asia (8.9) (11.8) (12.2) (6.6) (9.5) (9.9)
Of which: "
in Eastern Europe 18.6 34.9 35.3 22.7 42.1 42.8 1.2 0.7
(8.5) (8.7) (8.9) (6.2) (6.6) (6.8)
in Asia 0.9 12.3 13.1 1.2 18.6 19.6 1.1 1.0
(0.4) (3.1) (3.3) (0.4) (2.9) (3.1)
Daveloping countries 14.5 79.8 83.0 20.5 127.0 132.3 6.7 5.3
(6.7) (20.0) (20.9) {6.3) (19.9) (20.9)
0f which:
in Africa 0.8 5.4 5.3 l.1 7.5 7.3 0.4 -0.2
in America . 16.9 16.3 8.7 25.9 24,7 1.1 -1.2
in Asia 7.3 52.2 55.8 10.7 85.1 91.3 4.7 6.2
in Europe - 4.9 4.9 2.2 7.9 7.8 0.4 -0.1
in Oceania - c.3 0.7 - 0.5 1.2 - 0.7
Other, unellocatad 1.2 4.3 4.5 1.7 6.6 6.9 0.3 0.3
(0.5) (1.1) (1.1) (0.5) (1.0) (1.1)

1
Excluding the United States Reserve Fleet and the United States and Canadian Great Lakes fleets,
which in 1987 amounted respectively to 2.6, !.4 and 1.8 million grt.

2
Percentage shares are shown in brackets.

3
This group comprises Bahamas, Bermuda, Cyprus, Liberia and Panama.

4
Including Yugoslavia, classified as from 19856 as a developing country in Europe.
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TASLE 9

Horld sea 8_tIra 370 8 ) nd 1987 3

s of o and share
(Millions »f tons &nd psrcentages of world total)

Goods loaded Goods unloaded
Country Year Petroleum Petroleum
group Dry Total Dzy Total
Crude Products Cazgo all Crude Products eargo all
goods goods
(Trads in millicns of tons)
World total 1970 1,110 330 1,165 2,605 1,101 302 1,127 2,530
1987 1,130 400 1,975 3,505 1,125 395 2,065 3,585
(Percentage shars of eack category of goods in totsl)
VWorld total 1970 42.6 12.7 h4.7 100.0 43.5 11.9 44,6 100.90
1987 32.2 11.4 56.4 100.0 31.4 11.0 57.6 100.0
(Percentags share of trade by groups of countries)
Deveslopad market- 1970 2.0 27.1 60.0 31.1 80.4 79.6 79.1 79.9
aconomy countrias 1987 16.4 27.5 65.3 45.5 72.1 82.3 62.3 67.9
Socialist countriasz 1970 3.4 8.0 8.1 6.1 1.7 1.1 5.8 3.5
of Easterzn Europe 1987 9.4 17.7 6.2 8.6 3.5 0.8 10.0 7.0
and Asia
of which:
in Eastern 1970 3.4 8.0 6.9 5.6 1.2 1.C 3.8 .3
Europe 1987 6.0 16.0 4.9 6.6 3.2 0.5 6.4 .8
in Asia 1970 - - 1.2 0.5 0.5 0. 2.0 1.2
1987 3.4 1.7 1.3 2.0 0.3 0.3 3.6 2.2
Developling countries 1970 94.6 64.9 31.9 62.8 17.9 i9.4 15.1 16.6
1987 74.2 54.8 28.5 45.9 24.4 16.9 27.7 25.1
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Teble 9 (continued)
Goods loaded Goods unloadsd
Country Year Petroleun Petroleum
group Dry Total Dry Total
Crude Products Cargo all Crude Products cargo all
goods goods
{Pezcantage shars of trade by groups of countries)
of_which:
in Africa 1970 25.5 2. 9.1 15.2 1.7 4.7 3.6 2.9
1986 21.8 8. 5.0 10.6 . 2.3 4.6 4.7
in America 1370 12.2 35.4 13.8 16.0 10.5 5.6 4. 7.
1986 11.7 12.2 13.8 13.0 5.5 4. 4, 4.
in Asia 1970 56.9 27.0 8.1 31.3 5.5 8.5 6.7 6.4
1986 40.9 34.8 9.6 22.4 12.1 .4 18.5 15.5
in Europe 1970 - - - - - 0.1 0.1 -
1986 - 0.2 0.3 0.2 0.7 0.5 0.8 0.8
in Oceania 1970 - 0.1 0.8 0.4 - 0.5 0.3 0.2
1986 - 0.1 0.4 0.2 - 0.5 0.2 0.1

Source:

UNCTAD, Review of Maritime Transport 1987 (TD/B/C.4/319)

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

unloading at ports of the same system, but excluding such traffic in main bulk commodities.

of publication figures for 1987 were available only as shown in the table.

At the time

2 .
The estimates presented here reflect the inclusion of Yugoslavia in 1986 in the group "Developing

countries in Eurcpe";

country.

in previous years Yugoslavia was classified as a developed market-economy
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Comparison between total cargo turnover and flset ownarakip
by groups of countries, 1970 and 1983-1987

(In terms of dwt)

Goods lozdaed Total of Desdweight Porcentage Percentage
Country Year and unloaded goods tonnage of of world of world
Grouping (millions of loaded and wmoerchant total of total of
tons) wnloaded fleet goods Zerchant
——rm——— ——mem——— (millions (millions loadasd and fleat
Loaded Unloaded of toas) of tons) unloaded ovned (dwt)
Developed market- 1970 802.7 2,01G.4 2,812.1 282.2 54.8 86.5
sconomy and 1985 1,571.2 2,331.9 3,903.1 486.3 57.3 73.1
open roaglistry 1986 1,585.2 2,382.1 3,967.3 444.9 56.6 69.6
countries 1987 1,624.8 2,444.2 4,069.0 430.7 57.4 68.1
Socialist countries 1970 158.8 87.6 264.4 21.7 . 6.7
of Eastern Europe 1985 273.2 237.4 510.6 58.5 . 8.8
and Asia 1986 293.2 245.8 539.0 60.6 . 9.5
1987 301.4 251.0 552.4 62.4 . .9
Dsveloping countries 1970 1,643.3 431.6 2,074.9 20.5 40.4 6.3
1985 1,538.0 855.7 2,393.7 113.4 35.2 17.1
1986 1,599.6 902.6 2,502.2 127.0 35.7 19.9
1987 1,578.8 890.0 2,469.0 132.4 34.8 20.9
World total 1970 2,604.8 2,529.6 5,134.4 326.1 100.0 100.0
1985 3,382.3 3,425.0 6,807.3 664.8 100.0 100.0
1986 3,478.0 3,530.5 7,008.5 639.1 100.0 100.0
1987 3,505.0 3,585.2 7,090.2 632.3 100.0 100.0

Sourca: UNCTAD, Review of Maritime Transport 1987 (TD/B/C.4/319)

- - - -

1
The group of open registry countries comprises Bahamas, Bermuda, Cyprus, Liberias and Panama.
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TABLE 11
Relative importance of inland ﬁreight transport
for selected Europsan economiss
(latest available year)
(based on total tonne-kilometres;
Country Rail Road Inland Pipelines
waterway
Belgium 24 54 17 5
Denmark 16 75 - g
Finland 28 71 1 -
France 32 47 6 16
Germany, Fed. Rep. 27 51 19 3
Hungary 57 31 5 7
Italy 11 84 - 5
Netherlands 4 41 49 6
Norway 22 53 - 25
Poland 68 21 1 10
Romania 85 7 3 6
Spain 9 88 - 3
Sweden 44 56 - -
Switzerland 51 41 - 8
United Kingdom 13 79 - 8
AVERAGE (unweighted) 33 53 6 7

Source: United Nations, European Commission for Europe, Annual Bulletin of
Transport Statistics for Europe, 1988
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Mode of transporzt of international goods
entering selected European countries,

1986 (excluding transit)

(shares based on total tonnage)

. Inland

Country Rail Road waterway Sea
Austria 36 27 12 -
Belgium-Luxembourg 6 21 19 37
Denmark 5 16 - 79
Finland 11 3 2 81
France 5 22 5 68
Germany, Fed. Rep. 16 16 26 24
Greece 2 15 - 83
Hungary 93a 3 3 1
Ireland 16 - 84
Netherlands 1 14 12 72
Rorway 5 13 - 81
Poland 80 - - 19
Portugal 1 5 - 92
Spain 1 7 - 93
Sweden 6 11 - 82
Switzerland 22 41 21 16
United Kingdom - 1 - 99
Yugoslavia 27 6 7 €0
AVERAGE (unweighted, ;gb ;gb 6 63
excluding Ireland)

Notes:

Source: United Nations, European Commission for Europe.

(-) negligible
(a) includes rocad

(b) excluding Ireland

Transport Statistics for Europe, 1988

Annual Bulletin of
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TABLE 13
Percentage of total wolume transported
with an internationsl destination by mode
and selected European Communities Member Stztez, 1984
(percentage and million tons)
Country Road Rail Inland 70TAL?
waterway
Belgium i2 33 6 41¢
Germany, Fed. Rep. 3 12 42 2,731
Greece - 15 - 175
France 3 16 36 1,446
Netherlands 10 16 58 580
United Kingdom 1 - n.a. 1,455
AVERAGE 6.5 15 28"
Notes: (-) negligible
{n.a.) not availablez
(a) Total pertains to the sum of road, rail and inland waterway
{b) excludes the United Kingdom

Source: EUROSTAT, Regions, Statistical Yearbook, 1987




