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Posenadaromeca cyuacni menoenyii ma HaAnpAMKU PO3BUMKY C8IMOBO20
Gromy 3a OCHOGHUMU MUNAMU CYOeH ma npoyecu 2enobanizayii y cyoOHONIa8cmei
wooo Koucorioayii ma inmezpayii onepamopie (iomy ma cyOHONIABHUX KOMHAHIU.
Pobumvcs  sucnoeox npo  nocmynoge 3MeHuleHHs — e@exmy macuimaby y
CYOHONAABCMBI Yepe3 30iNbUeH A 8UmMpam Ha pO3GUMOK Md YMPUMAHHA Oepe208oi

iHgpacmpyxmypu.

Recent trends in the development of merchant shipping directly relate to the
increase in the average tonnage of the fleet operated and consolidation of vessels
operators companies. At the same time the share of the fleet in the possession of
countries and companies - exporters of raw materials are increased also, changed
certain way the average age of vessels, which in some way affected the price
formation.

In January 2013,2 per cent of all seagoing merchant ships were younger than
5 years, representing 40 per cent of the world’s deadweight tonnage. Ships delivered
in more recent years are on average larger than older ships. New container ships are
on average three times the size of those built 20 or more years ago, and only 5 per
cent of the container ship tonnage is older than 20 years. Oil tankers, too, tend to be
replaced relatively early; only 4 per cent of the existing oil-tanker tonnage was built
more than 20 years ago.

The average age of vessels in January 2013 was highest for general-cargo
ships - more than 25 years, followed by other types about 23 years, oil tankers —
almost 17 years, container ships — up to 11 years and dry-bulk carriers - almost 10
years. Following the surge of newbuildings in the dry-bulk segment, almost half of
the dry-bulk dead weight tonnage is only 4 years old or younger, overtaking for the
first time container ships as the youngest vessel category.

As a reflection of most recent ships being larger than older ones, the global
average age per ship shows an age of more than 20 years, while the average age by
dwt is up to 10 years. Their geographical distribution is also well balanced and ships
registered in developing countries are now only two years older than those flying the
flag of developed countries. Among the 10 major flag states, Greece has the oldest
fleet, followed by Panama and China. The youngest fleets are those registered in the
Marshall Islands, Hong Kong (China) and Singapore. On average, foreign-flagged
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ships are slightly younger than nationally flagged ones. This situation and its rationale
are discussed below.

The national concentration of fleet ownership, presented by [1], is illustrated
that owners from five countries — in order of decreasing tonnage, Greece, Japan,
China, Germany and the Republic of Korea — together account for 53 per cent of the
world tonnage. Among the top 35 ship-owning economies, 17 are in Asia, 14 in
Europe, and 4 in the Americas.

As published the Clarkson Research [2], another way to consider fleet
ownership is in terms of ship value. Container vessels and gas carriers, for example,
are more expensive than dry and liquid bulkers. The market value of a vessel also
depends on its age and maintenance. Estimates for January 2013(CRS, 2013b)
suggest that the Japanese-owned fleet currently reaches the highest value, amounting
to almost $100 billion, followed by the United States ($92 billion), Greece ($72
billion), China ($61 billion) and Germany ($60 billion). The total of the world fleet
being estimated to be worth $809 billion, the top five ship-owning countries by fleet
value thus would control almost 48 per cent of the world fleet; the top 10 owner
countries under this criteria would have a market share in value terms of 67 per cent.

From a registration perspective, most of the top 35 ship-owning countries
have more than half of their tonnage under a foreign flag. Exceptions include
countries with a large cabotage fleet, such as India, Indonesia or Viet Nam, and
countries where the national register provides a competitive flag that is also used by
many foreign owners, as is the case for example for Singapore, which thus effectively
become an open register.

In accordance with [5], several oil- and gas-exporting countries are also
important owners of oil and liquefied-gas tanker tonnage, both under their respective
national as well as under foreign flags. Algeria, for example, has a high share of oil
and liquefied-gas tankers; Argentina’s fleet consists of mostly foreign-flagged oil
tankers; Ecuador’s oil tankers include the nationally flagged cabotage fleet (for
example, to the Galapagos Islands) as well as foreign-flagged tankers servicing the
international transport of Ecuador’s oil exports. Other countries with a high share of
oil and gas tankers are Egypt, the Islamic Republic of Iran, Kazakhstan, Kuwait,
Libya, Malaysia, Mexico, Nigeria, Oman, Peru, Qatar, the Russian Federation, Saudi
Avrabia, the United Arab Emirates and the Bolivarian Republic of Venezuela.

By the same token, countries with important offshore investments also tend to
own ships providing offshore supply services. Angola’s fleet, for example, largely
specializes in the oil and offshore business; Brazil, too, owns an important fleet of
offshore vessels, in addition to its dry-bulk and oil-tanker fleet. Cameroun’s entire
fleet consists of nationally flagged offshore supply and storage vessels, as do most of
Nigeria’s and Tunisia’s fleets. The offshore fleet of the Democratic Republic of the
Congo, on the other hand, is fully foreign flagged.

Dry-bulk vessels are less often controlled by the cargo- owning countries [4]
than is the case of the oil-exporting nations. Nevertheless, important owners of dry-
bulk tonnage include major importers and exporters of iron ore and other dry
commodities, such as Brazil (exports) and China (imports). Other economies with a
high share of dry-bulk tonnage include Hong Kong (China), Taiwan Province of
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China, Croatia, the Republic of Korea, Lebanon, Pakistan, the Philippines, Singapore,
South Africa, Thailand, Turkey, and Ukraine.

Most container ships are foreign flagged. They engage in international trade,
serving routes that connect several countries at the same time. On such routes, cargo
reservation regimes have in practice shown to be difficult to enforce. Countries and
territories with a share of foreign-flagged container fleets include Chile, Hong Kong
(China), Kuwait, Morocco, Singapore and South Africa [6, 9].

Many of the nationally owned fleets serve the national (coastal or inter-
island) cabotage trades or benefit from other cargo-reservation regimes. These ships
tend to be nationally flagged as foreign ships are excluded from certain markets by
the national legislation. Examples here include parts of Bangladesh’s bulk and
general-cargo ships, some of Chile’s dry- and liquid-bulk fleet, an important share of
China’s bulk and general-cargo ships, part of Cuba’s general —cargo carriers, India’s
general-cargo and tanker fleet, and a wide range of different vessels engaged in
Indonesia’s inter-island transport. Other countries with important nationally flagged
general-cargo fleets include Ethiopia, Myanmar, the Russian Federation, the
Philippines and Viet Nam.

Panama, which is mostly known for its open register, also comprises of some
national shipowners, mostly, albeit not exclusively, using the national Panama flag.
The largest part of the Panamanian-owned fleet consists of general-cargo ships, and
about half of them do not use the flag of Panama. Owners from Singapore also use
both the national flag and foreign flags.

In accordance with [6], the largest container ship operators in 2013 continued
to be Maersk Line (Denmark), MSC (Switzerland) and CMA CGM (France).
Together, these three European companies operate one third of the global container-
carrying capacity. On the main East-West route between Asia and Europe these same
three carriers also deploy the largest ships and they cooperate with each other through
slot-sharing arrangements, with plans to enhance their cooperation through a P3
alliance. Thus, P3 alliance will operate a fleet of 2.6 million. TEU (255 vessels),
where approximately 42% (1.1 million. TEU.) will belong to Maersk Line, 34% (0.9
million. TEU.) will belong MSC and 24 % (0.6 million. TEU.) fleet from CMA CGM
[6, 11].

The year 2012 saw the turn of the largest shipbuilding cycle, in terms of GT,
in recorded history. Between 2001 and 2011, year after year, newbuilding deliveries
reached new historical highs. Even after the economic downturn of 2008, the dead-
weight tonnage delivered annually continued to increase for three more years due to
orders that had largely been placed prior to the crisis. Only in 2012, for the first time
since 2001, was the fleet that entered into service during the year less than that
delivered during the previous 12 months. In spite of this slowing down of new
deliveries, the world tonnage continued to grow in 2012, albeit at a slower pace; year-
on-year growth amounted to 6 per cent, compared to a 10 per cent increase the
previous year. The world fleet more than doubled since 2001, reaching 1.63 billion
dwt in January 2013. The turning point in the shipbuilding cycle there was more
tonnage built in 2011 that is, 2 years old, than tonnage built in 2012. Such a large
weakening has not been seen since the mid-1990s. The turning point is also shows
that the order book had already started to regress in 2009. The numbers in the
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shipping fleet react only slowly to a changing economic environment. While the
downturn in demand became clear in 2008, the order book showed a decline in 2009,
new deliveries went down in 2012, and the existing fleet still continues to grow in
2013. The order book, however, is rapidly decreasing, and the current schedule only
provides for output of close to recent levels for this year and a little less so for 2014.

The world fleet in January 2013 consists of 42 percent dry-bulk tonnage (in
dwt), a historical record for this vessel type. General-cargo tonnage, on the other
hand, continued its decline; its share of the world total is now less than 5 per cent,
down from a 15 per cent share 20 years ago. Oil tankers, too, saw their share decline,
from almost half of the world tonnage in 1980, to 30 per cent in January 2013.

Following heavy scrapping and conversions of single-hull ships in recent
years, most oil tankers are now double hulled [9], in compliance with relevant IMO
environmental and safety regulations, as well as the Oil Pollution Act of the United
States of America, which phased out single-hull tankers from United States waters
in 2010.

After the renovation of the fleet, today only 18 per cent of tanker tonnage is
15 years or older [10].

When the last single-hulled very large crude carrier (VLCC) was delivered in
1996, there were 376 in service. In early 2013, there are only three. Only 243, however,
were actually scrapped. Sixty were converted into floating oil production and storage
facilities and 70 were converted into dry-bulk carriers. Some of the older VLCCs are
deployed as FPSOs, as informed Shipping Intelligence Weekly in March of 2013.

The largest existing ships in operation for ocean transport are dry bulkers
owned and operated by the Brazilian iron-ore conglomerate Vale, called “Vale-max”.
In April 2013, the latest vessel of this series, the Vale Korea, entered into service,
with a capacity of 402, 303 dwt. While initially built to call in Chinese ports, Vale is
now developing trans-shipment hubs in Malaysia and the Philippines as the ships are
not allowed to enter ports in China fully loaded. Due to regulatory limitations in
China, Vale-max ships that entered Chinese ports in early 2013 were registered as just
under 300,000 dwt.

Clarkson Research Services, in early of 2013 informed, that in 2012, seven times
more tonnage of bulk carriers was delivered than 10 years earlier. At the same time, the
order book is dwindling, amounting today to just one fifth of the existing fleet.

Vessels of general-cargo, sometimes also referred to as “break-bulk” ships,
have seen their importance decline over the last decades, largely to the benefit of
container ships. As more and more goods are containerized, the market for carriage
by break-bulk cargo ships has dropped.

Nevertheless, some goods, in particular dry cargo that is too large for
containers, will always require transport as break-bulk. The specialized break-bulk
fleet has been modernized in recent years, as most older ships were demolished. In
accordance with a recent report by Dynamar of February 2013 [7], among the almost
800 ships deployed by the 25 largest specialized operators, fewer than 100 are older
than 25 years, with only a small number still dating from the 1970s.With over 500
units built since 2000, the majority of the specialized fleet consists of modern, highly
productive and multi-employable ships that carry a wide range of cargoes, from forest
products to bags and project cargoes.
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As the World Shipping Council informed, on the beginning of 2013,
container ships carry an estimated 52 per cent of global seaborne trade in terms of
value. Their share of the world fleet has grown almost eightfold since 1980, as goods
are increasingly containerized for international transport. Apart from manufactured
goods, more and more commodities (such as coffee) as well as refrigerated cargo
(fruit, meat, fish) are today largely transported in standardized sea containers.

Most new container ships today are gearless, that is, they are no longer
equipped with their own container handling cranes, but depend on the seaports to
provide specialized handling equipment. This trend goes hand-in-hand with the
delivery of larger vessels, as these are less often equipped with their own cargo-
handling equipment. This poses a challenge for smaller ports, especially in
developing countries, which may not have enough volume to justify investment in
specialized and costly ship-to-shore cranes in their container terminals.

The share of gearless ships among the total deliveries of container vessels
keeps increasing. In 2005, there were four times more gearless ships delivered than
ships with their own handling equipment [3], while in 2012 the proportion was 6 to 1.
Gearless container ships are on average more than twice the size than geared vessels,
and the average size of both types of ships has gone up by almost 80 per cent since
2005.

The year 2013 also saw the delivery of the first “Triple E” container ships by
Daewoo in the Republic of Korea to Maersk in Denmark. The Triple E stands for
energy efficiency, economies of scale and environmental improvements. For a short
period these ships, with a declared container-carrying capacity of 18,000 full TEUs,
were the largest container ships, taking over from the 16,000-TEU vessels of CMA
CGM, which were the largest container vessels until early 2013. In 2013, CSCL from
China placed orders for even larger container ships, also in shipyards in the Republic
of Korea, scheduled to carry 18,400 TEU and to be delivered in 2014.

In accordance with Fairplay, 2013 Nr 2 information, chemical tankers have
seen a trend towards larger vessels, aiming at economies of scale. The share of ships
above 36,000 dwt has increased from 23 per cent in 2005 to 28 per cent today, while
the share of the smallest units (below 10,000 dwt) went down from 47 per cent to 40
per cent during the same period.

Thus, the trends established in the shipping industry to date that indicate an
increase in the average deadweight and consolidation operators and shipping
companies, will determine the requirements for the further development of the ports.
The essence of this development affects on aspects, such as depth and size berths, as
well as adequate of shore infrastructure.

The result may be that the positive effects of increasing scale in shipping will
be absorbed by the increase in one-time and ongoing costs for the port component.
Anyway, the point of equilibrium between them, already somewhere nearby.
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Annomayus

IlocnenHne TEHIEHIIMH B Pa3BUTHH TOPTOBOTO CYAOXOJCTBA HEMOCPEICTBEHHO
CBSI3aHBI C YBEIMYCHUEM CPEJHEr0 TOHHaXKa (JI0Ta KOTOPBIA JKCIUTyaTUPYETCS B
MHPE ¥ KOHCOJIUJIAIMEN CYJ0XOHBIX OMEepaTopoB U KOMIaHUi. B To xe Bpems 10is
(b10Ta BO BIIaZIeHNH CTPAH U KOMIAHHUH — SKCIIOPTEPOB CHIPHSI TAK)KE YBEIINIHBACTCA,
OTIPEICTICHHBIM 00pa30M HM3MEHWICS U CPEJAHUN BO3PACT CYJOB, YTO B KOHCYHOM
cYeTe OIpeeICHHBIM 00pa30M IMOBWIISLIIO U Ha IIEHBI (DPaXTOBOTO PHIHKA.

B 2012 roxy Mup yBuaen NoBOpOT KPYIMHEHNIIEro CyJOCTPOUTENIBHOTO IUKJIA,
B ucropun 4enoBedectBa. Mexmy 2001 u 2011 romamm, U3 roma B TOJ, TTOCTaBKH
HOBOTO CTPOHTENBCTBA JOCTUTIN HOBBIX HCTOPHYECKHX MaKCHMyMOB. Jlaxke mocie
skoHoMHuueckoro cmaga 2008 roma, CTPOSIIUNCS MEIBEUT €KETOMHO IPOIOIDKAT
YBEIMYMBATHCSI B TEUYCHHWE €IIe TPEeX JIeT 3a CYeT 3aKa3oB, KOTOphle OBLTH B
3HAUUTEIBLHON CTEMEHU pa3MEeIleHHbIX 10 Kpusuca. Tonpko B 2012 roxy, BnepBbie C
2001 roma, neaBedT (uI0Ta, KOTOPHIM BCTYMHII B 3KCILTyaTaI[MI0 B TEYCHUE Ioja, ObLI
MEHBIIIE, YeM TIOCTABJIUICS B TEUCHUE MPEIbIAYINUX 12 MecsIeB. 3aMealieHue HOBBIX
IMOCTaBOK, MHPOBOI'0 TOHHA)Ka MPOI0JKaeT pacTd u mocie 2012 roga, XoTs u Oosee
MEUIEHHBIMU TeMIIaMH; TOJl OT TOZla POCT COCTAaBUI 6 MPOIEHTOB, IO CPABHEHHUIO C
10 mporteHTOB yBeMU4uTh B mpensimymeM romxy. C 2001 roga mupoBoit GIioT BeIpoc
0ojiee yem B jBa pa3a, HOCTUrHYB 1630 MaH. T nmeaseiita B suBape 2013 rona.
[ToBOpOTHBII MOMEHT B IMKJIE CYAOCTPOCHHS KOTAa OOIbllle TOHHaXKa OBLIO
noctpoeHo B 2011 roxy, yeM ToHHaxa, moctpoeHHoro B 2012 rogy mpojoimkaercs
y)e okojo 2-x Jyer. Takoe OONBIIOE CHIDKEHHE TEMIIOB IIOCTaBOK (prora He
HaOmoanock ¢ cepenubl 1990-x ronos. Eme omHUM MONTBEpKIEHHEM TOBOPOTHOTO
MOMEHTa SIBJISIETCSl TaKkKe TOT (PaKT, 4To 00bEM 3asIBOK Ha HOBOCTPOU YKe Hadam
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perpeccupoBats B 2009. Lludpsr pasmepoB 3aka3oB (¢ioTa Havyald pearupoBaTh
TOJBKO CITYCTS TOJl UTO CBUJCTEIBCTBYET O MEAJICHHO MEHSIOIIECHCS 3KOHOMUYECKOU
cpene. B To BpeMs Kak o cmaje cmpoca Ha TOHHax ctano sicHo emie B 2008 roxy,
noptdelib 3a1BOK MMoKa3an CHikeHue Jinib B 2009 romy, a COOTBETCTBEHHO Ha HOBBIX
MOCTaBKax 93TO CKa3ajgoch TOJbkO B 2012 romy, W CYIIECTBYIOIIMHA (IIOT IIO-
pekHEMY TpojoibkaeT pacTu gake U B 2013 romy, XoTs nmoptdens 3aka3oB, yKe,
CTPEMUTENIEHO YMEHBIIIAETCS.

Muposoii ot B stHBape 2013 roma cocTouT mo AeaBEHTY U3 42 MPOLEHTOB
HACBIITHOTO TOHHAXKA, PEKOP/I 32 BCIO UCTOPHIO 3TOTO BUJA CyAHA. TOHHAX CylOB A
TeHEPAIBHBIX TPY30B, C APYrOd CTOPOHBI, TPOJOJDKWII CHIDKEHHE; €ro JOJS OT
00111ero MUPOBOIO 00BEMa COCTABIISIET ceifuac MeHee 5 TPOLEHTOB, IO CPABHEHUIO C
15 mpouentHo# noieit 20 et Hazan. Y AeIbHEIN BeCc HeTETAHKEPOB, TOXKE CHU3UIICS,
C TIOYTH TOJIOBUHBEI MUPOBOTo ToHHaxka B 1980 romy, mo 30 mporieHTOB B sSHBape
2013 rona.

OIHOBPEMEHHO BO BCEX CEIrMEHTaX CYIOXOJCTBA BBIPOC CPEIHUN IEABEHT
¢doTa M mpou3oNLIa ONpeeeHHas KOHCOMUAAIMS CYIOXOAHBIX U ONEPaTOPChKUX
KOMITaHUH.

Takxum 00pa3oM, TEHICHITUH, CIOKUBIIHECS B CYI0XOACTBE Ha CETOIHSIIIHUI
JIEHb KOTOPBIE CBUJIETENLCTBYIOT O POCTE CPEIHETO JieaBeiTa (BIoTa U yKpyNHEHUH
OTEePaTOPCKUX W CYAOBIAJCIBUYCCKUX KOMIIaHUH, 00YCIOBIMBAIOT BO3POCTAIOIINE
TpeOOBaHUS K NATbHEHIIIEMY Pa3BUTHIO TIOPTOB. XapaKTep 3TOT0 pa3BUTHS 3aTparuBaeT
TaKWe€ AacleKThl: TIYOMHBI M pa3Mepbl MPHYAOB, a TaKKe COOTBETCTBYIOIIEE
pasBuTHe HHQPACTPYKTYphI Oepera.

B pesynprare MOXKeT OKa3aThCs TaK, YTO TOJOKUTEIBHBINA dPPEKT YBEIHUCHUS
Macmraba B CYIOXOJCTBE OYIeT TOIJIONMICH YBEIHYEHHEM €IMHOBPEMEHHBIX U
TEKYIIMX 3aTpaT Mo MOPTOBOM cocTaBidomeil. Bo BcakoM citydae, Touka paBHOBECHS
MEXIy HIMH YXKe TJe TO PSIOM.
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