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This: cocument is the thvrd report presented by the Comm1ss1on to the
Council on the deveLopment of ‘the crisis facing the sh1pbu1Ld1ng

In some. sea transport sectors, partxcutarly oil tankers, the mar1t1me ‘
L economy was” depressed in 1980, teadwng to a lack of demand -and, conse~-

guently, a look of new erders. The same level of activity was mawnta1ned
N sgme other segments of the 'sea transport market and demand was stable
foll owwng a fortuitous reduction in carrywng capac1ty. Overall, however,

new orders for vessels rema1ned stagnant at the very low- level of prev1ous

years and such orders being concentrated in Japan to the detriment of

the “uropean shipyards. World shwpbuntdwng production continued to drop S

in 1980; this drop was more marked .in the Commun1ty, whereas Japanese

- proauct1on actuaLLy 1ncreased sL1ghtLy.{\

The reversaL of the tread in Japan is one. of the. worrying features which -

‘developed during 1980, s1nce it does not correspond to a basic change in
'tne market conditions and gives rise =~ by causing- future requ1rements to

bé brought forward — to- Japanese ‘encroachment on.the markets of other
puunfrves, parti cuLar European countr1es, whose market share is thus .
further reeract Ng. : :

Tre 18% Jrop in oo adqct1on in- the Commun1ty was accompanxed by an 8%
drog’ in.employment, bringing the number of workers who have lost .their
30535 since the onset of the crvs1s to 84 000, 1 e. some 40%.

o ,

Lo depressed‘generaL‘eCOnomic cLimate andrthe Latent 6vercapacity would .

seem to indicate that the shipbuilding industry will not recover in the
neer future. The Community. shipbuilding industry must therefore continue

*ts'af orts to -adjust to-this state of affairs, in particular by 1mprov1ng-

its competitiveness, and the public author1t1es must take the most
&oor ourwate sup port1ng measures._~ S o - ,»\
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_ REPORT ON'THE STATE OF THE SHIPBUILDING INDUSTRY IN THE COMMUNITY

" Situation as at 1 January 1981

1. Introduction
The Councwt ResoLut1on of 19 September 1978* called on the Comm1ss1on
to present periodical reports on. the state of sh1pbu1td1ng. This docu-

ment is the.Commission's thwrd such report. Like the previous reports,**f
it seeks t0~set out the state ‘and prospects of the sh1pbu1Ld1ng market.

i

The shwpbu1Ld1ng 1ndustry d1d not 1mprove in 1980 and some promising .
signs which appeared in 1979 faded"apart from the few sections of the
market where the same Level of ‘activity has been maintained, overall
demand for vessels has continued to’ stagnate. "The tendency to operate
the fleets' Less rationally, a phenomenon which became marked in 19?9
B A -Jincreased even even further.in 1980; this — by neutralizing most of the.
R : . existing overcapacity = indirectly helped the narket to avoid a sLump
- ch1ch wouLd otherwise have been cons1derabte. :

ST Factor such .as th]s reveaL the precar1ousness of the market s1tuat1on
e ‘ which, together with econom1c ‘and political contingencies, particularly
in the energy sector, gives rise to considerable uncertainty about future
trends. The assessments -and forward trends which are set out in this
report and which tend to. confirm that the €risis in the 1ndustry is not
yet over and has not .even started to die away reflect the trend deduced

on the basis of the market mechanisms® without. takwng into cons1derat1on the .

poss1b1L1t1es of "~ externaL dlsturbances. - . , I ‘
The trend in. the 7ndustry for 1981 is not, therefore, ausp1c1ous. The
tevel of production has dropped as .low ‘as that of new orders, and so
no further significant reductions can be expected. Efforts to increase
" competitiveness should not be retaxed, this being the onLy means of
guaranteeing the sh1pbu1Ld1ng 1ndustry in the future a pLace on the .~
small market. . Yo

FTT00C 239 of 27 September 1978. -
R ) ** Supplement 7/79 to the: BuLLet1n of the European Commun1t1es,
oo doc. COM(80) 443 f1naL
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The gcnerat economic s1tuat10n aeterlorated in 1980, at the end of '

. the year this deterioration was more acute than expected. The .growth . = -5 ‘~;%}

o Affected by the stagnaLWQn of generaL ‘economic act1v1ty, the voLume of T
',iwortd trade 1ncreased by onLy 1.9% 1in 1980 compared w1th 6. 97 in. 1979 L

'f;“Accord*ng to the LateSt Comm1ssxon forecasts, ‘which have had to be
©revised downwards, ‘the rate of growth expected for GDP in 1981 is
o =0.6% for the ‘Community. The recession should bottqm ‘out din the second
quarter and a slight improvement is expected 1n the secood half of the
‘yeara Trends ‘within.the OECD. as a whole: are sL1ghtLy better (an increase
“of around: 1%Y, mainly because the s1tuat1on in Japan 1s expected to be
~d1st1nctLy more favourabte.}r . . s

© “carried at sea tailed off, falling from 7.5% in 1979 to =3.5% in 1980
_the Tleet’ ut1L1sat1on rate expressed in tOnne~m1Les even dropped by :
.some' 5. 5% in 1980, compared with a 4% incease the previous year; ‘the’ e

;‘\,3980 even if deliveries were to a large extent offset by scrappzngs and Losses‘
S wh1ch did wot d1ffer s1gn1f1cantty from- 1979. R ~ s

?]/These main trends can be seen.Tn the foLdewng tabLe.

This state of. affanrs w1LL affect the devetopment of 1nternat1onaL trade,

Low growth rate will TnevqtabLy affect the sea,transport market, o
‘smnce a. major part of worLd trade 1s carr1ed by sea. . . . - AL

, rThe encouraging trands in the sea transport market in 1979 aLL weakened
. ovin 1980, aLthough special: carcumstances prevented the more marked dete—
",ruoratwon which would normaLLy have resuLted from the imbalance: between

~s1nee 19?5 T S

“in the Community's gross domestic. product ‘is estTmated to have been
" “no more than 1.3% in 1980 compared w1th 3. 44 1n 1979 Both pubL1c and
[pr1vate demand dropped . S . . , .

which is expected to increase by 0.5% in 1981 as a whole. Such a very

s . . . s . . -

e s bRty

supply and demand for tonnage. The rate of: 1ncrease 1n gross tonnage

level-of sea transport in tonne-m1tes has thus reached its Lowest po1nt _

the’ other hand the worLd fleet’ again en;oyed a sL1ght 1ncrease Hn

e
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. »‘fTabLeV1.‘
WORLD SEABORNE TRADE AND CAR’GO—CARRYING; F,U;‘ET
"Oil and oiL‘pfchctﬁn‘ ' Other cargoes ;
Cdr'jed by sea fLeét'$ . carrned by see fleet
000 million ; o million -}, N L -
tonne~miles ! % dwt . ‘A 000 migtlon < million P4 ¥
i : B tonne-miles o dwt .
. b 3 R B B R — - ‘
1973 ;100 | 2343 100 1 5.187 . " {100 .205,6, 100
11975 |95l 313,00 436 1 | 50636 109 . | 230,7 112
1977 1Mz L 35601 152 - 26,050 1117 268,5 137
L1978 S o105 10352,9- 1151 6.388. . 1123 279,8 136
197y ) ‘} 107 | 246,2 148 7.016 11350 ) 291,842
R U T Sl 9% | -335,6 143 “7.140 - 138 .| 307,1 149

* )

y L
. as at end of 'year

v

+ pE

“provisional

This table also shows that-

marketvsector.

Source : fearnley & Egers, Pslo

the trend varieq Considerabty according to .

For exarple, 1n,the oil- tanker sector, demand expressed in tonne-miles

dropped by 10% as a3 result

reduction in the artount -of 0il consumed by the OECD: countries, the fact
\(ehat stocks had been-at their highest level beforehand, the increase

of several factors,. principally the 7%

in 0il production in those fields .closest to the" major centres of

consumpticn and the drop of at least 13% in OPEC oil exports. This
“atfected the. freight rates, especially. for large oil tankers, but
its effects were mitigated by thé fact that the increased tanker

connage avawtabte did not Fully affect the actual tansport market,
these vessels were withdrawn.

because somz of

from . the market and

used Tor storage and because an additionat. reductwon in. ;erv1ce
speeds = in an. attéempt to restrict the consumption of TueL, the
price of which increaséd considersbly = -reduced she efficienty of
us1ng these vessels—to-an even greauer extent than in 1979,

3
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ﬂ«;‘ALL these factors expLa1n why, paradochat though it may seem, the Laxd up
._3 tonnage dropped sL1ghtLy ih 1980 as the foLLow1ng tabLe shows"

. The asssgnment of combxned carr1ers to the dry buLk market ‘thus heLped to
.orestricy the development of a market surplus. capacity in 01l tonnage, though
‘this is still latent. Specialists estimate that this transfer accounts for -
: 7 million dwt, that the additional tonnage used for storing crude oil amounts
ﬂ to 10.miltion dwt . and that the tonnage. abso#bed by an additional ’ reduction -
.in speed amounts. to 8 million dwt. A totaL of 9.7 m1LL1on dwt uas scrapped ;
comparec uath 8. 6 m1LL1on the prev1ous year. pp'

’

AN
5 .

Table 2 = TONNAGE LAID UP g
Ufteels | om0gre 00w
978 July o f . 7650 o 290651 0 . .55.289.
Ly o October ol T TET s 25,4867 0 47,507
1979 January | o595 o o 160678 -30.290
S Apeilc b o 8260 0 T 15,048 0 - 22.395
Copoduly L s 1206 20.063
sl October Lt 353 U TRA90 0 0 120518
L1980 Januaryig e 298 6,204"' S 10.603 0 -
Boooeapril T T 268 0 5UBE2 T QU
Sduky o C268 0 T 6767 12,249
: -~ Qéetober T} 233 o0 8.37Y 0 . 9.512
11981 January 229 o o 480 0 -8.288

,/\\

. Sdurée:'lnstifut tir Seeverkéhrswirtscﬁaft, Bfémen '

In the dry. cargo sector, traffwc in tonne—mites d1d not drop s a. whoLe, o
S remaining at .approximately the” same level as in 1979. In fact, the: trend e
Lovanied conswderabLy with the commodities. Far example, seaborne transport
'vfo‘»ccke and iron.ore fell off in line with the fluctuations in activity:
LA the steel 1ndustry, while: the transportat1on of cereals and coat 1ncreased
e andvpns dwstaﬂces traveLLed uere atso Longer.,f¢ ; :

v»gDLSthL the generaL v1rtuaL stagnat1on in the carr1age of dry buLk cargo, B
Mﬁrtre increese in transport capacity resulting from the ‘increase in the bulk
“ogarrier fteet due’ not only to deliveries but also to “the ab0ve-ment10ned
transfer of combined vesseLs did have the adverse:effects on fre1ght rates

which . ~1gh* have bée¢n. expected' instead, fre1ght rates remained- fa1rLy stable.
;re~swﬂn1f1cant reduction in the eff1c1ency of th61P use foLLowwng ‘the blockage

ot Large amount of tonnage OWan to port cangestlon 15 the main factor.
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: ~behind this phénoménong”Thus,-ih-the course of the year, there were - S
bottlenecks in ports of unloading for iron ore, of loading for cereals, T
- of unloading for coal and, finally, 'of toading for coal; the delay in
loading coal reached 100 days. in the American ports at the end of the
year. These delays triple the capacity requirement for this sector.and,
in the opinion of sone experts, artificially mobilize 'transport capacity
© of some 15-20 million dwt. SN . ’

A large proportion of this capacity may be regdrded as.reserve tonnage, . ey
with the -result that, at some time in the future, it might- rapidly lead o
to marked overcapacity bn”théimarket‘whenrport?operations return.to normal, = _ =
since short-term sea transport trends - which are tending towards stagnation,’ :
in keeping with the trend in general economic activity = do not seem to

- suggest that it will be used, barring unforseeable developments. An i

additional risk of overcapacity results from the uncertainty surrounding

the maintenance of firm trends.in grain transport. oo c

-~ In many cases, difficulties have continued in the liner trade as freght-

' rates could be increased only slightly because of the keen competition

. in these markets, with the result that the increase ‘in operation costs, By

= ~particularly with regard to bUnkers, chLd not be covered. Some operators S Y
.7 have in fact been forced to reorganize in order to cope with' this situation; some'
ORI have trimmed their operations cdnsiderably;_or gone 'out of business R

altogether , whilé others have been taken over by. large groups. -

4 - - The decrease in the size of the fleet flying to flags of the Mender - ,
£ - .States of .the Community of Nine = 3.9 million grt in 1979 - slowed down in
©, 1980 to 1.5 million grt, i.e. 2%. To be sure, the overall figures for
: E . this trend will be altered by the accession of Greece, since the increase
in the Greek fleet tends to offset nearly all of this Lloss, but this does
not eliminate specific problems at national level in some Member States.

"vThe foLLowing]tabLe ilﬁusfrétés this state of’afféirs;,

|

e
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‘ TABLE - NORLD AND COMMUNITY FLEETS > ]

;'Rtf‘merf , WOrLd ‘ \COmmunlty % ot ,‘LrGreece | % of

_chant jships | 000 grt | of Nine | world | _"OOO,grt-_lv 'wor}d'v“_

R oo ool '000-grt - figures oo - o - [“'figures
.7.1960 | 129.769,5 43 620;5v‘_ 33,6 | 4529 . 3,5
L7.1970 | 227 490,0| 57 369,4 | 25,2 | 410952 ° .y - 4,8
71975 342 162,4 | 74283,3 ) 21,7 22 527 6,6
J7.1977. 393 678,4 | 76 392,6 [ 19,4 | 29 817. : 7,6
.7.1978 - | 406 002,0| 76 930,1 . 18,9 33956 . | . 8,4
7.1979 . |.413 021,4| w3 071,8 | 17,7 | 37 352 o 9,0
27.1980 - | 419 910,7 | 71 644,01 17,1 | 39472 ° I 9,4
R , o SN SR
' ,Commerc1a{ trad1ng S I o S
'types onLy w ‘ , | e l BT
1.7.1978 ",379:549,9 72 411,4 , 19,1 | 33 289 "14”1,&,8
71979 385 485.7| 684953 | 17,7 | 3663 1 . 95
'7?3980 | 390 971,8| 66 922,0 | 17,1 43”38“687;‘1*‘1" 10,0
' Source. Lloyd s RS]\ ‘
§11!ﬁllQD¢Qi_Eb§_§hlQQQlLQlQQ-lDQg@Efx X
) b

\

The overatt swtuat:on of world sh1pbu1td1ng d1d not- 1mprove; the :

- volume of new orders stagnated at the lLow ‘Level of 1979, and pro- -
u}ductwon dropped by a further 10/, reduc1ng it 'to Less than the
o7 -anpual rate of orders and thus’ aggravating ‘the situation in th1s

.. . respect. These pointers show that, in generaL, the ¢risisiis:

o oo still with us and that the deneral recovery ‘has not yet begun, o

k“‘xdesp1te what scme assessments would tend to suggest. . <

,{r;To be sure, the s1tuat1on of the Japanese shwpyards in part1cutar
'<j~has tended to 1mprove, wh1ch medns, in view of the- stagnant market,,;
fthat the sxtuat1on in other countrwes, part1cuLarLy 1n Europe, .

To understand and 1nterpret the un1ts and sources of 1nformat1on used 1n -
thxs section of the report, the reader should consuLt the Append1x to this.

report. It shouLd be borne in mind in: part1cutar that the observat1cns

. ,‘\

‘yxm.made are based on- cgrt f1gures suppL1ed by LLoyd‘s Reguster of Sh1pp1ng {LRS)’~~




has suffered more féom*the squeeze evident from the world average. \f

f  This can be seen from the sharing out of the market between the

various regions which has developed to the- detriment of the-

-European shipbuilding countries. Japan's share of new o"ders

worldwide, expressed’wn cgrt, thus 1ncreased from 41.6% to -

4674 between 1979 and 1980. S . -

‘(Of the factors beh1nd th1s trend the Low exchange rate of the'

yen definitely played a .major role for most of the year, helped
by the fact that Japan had released the brake which it had appL,ed .

. to contain its sh1pbu1Ld1ng within Limits compatible -with the sLump‘-~‘
~in the market; it was mainly a question of “increasing the capa-

city utilization rates and'boasting-the funds for financing orders
on both the internal and foreign market. Even though the advantage

derived from the exchange rateof the yen had disappered: by the end

of the year, these: factors still prompted-a very lively flow of
orders, leading to a consvderabLe concentration of orders

- particularly for oil tahkers and bulk carriers = in Japanese
sh1yards, but also removing from the future LeveL of demand some
of the orders which were thus tr1ggered prematurety.v

The restructur1ng operat1ons, 1nvoLv1ng the shedd1ng of capacwty, S

" have beén compLeted inJapan; in Europe, they were generally
~continued (wherever ‘they had.not been CompLeted) but the

circumstances descr1bed above ‘are .are not conducive to carry1ng
them .out smoothLy. ; ' ~

Contract: priees rose in general in 1980 by an estimated 25% to

30%, particularly in the case of oil tankers, as a result of

© =y among other th1ngs - the ‘combined impact- of. the rise in prices
" in yen.and the rise in the value of the yen. Despite this price

rise, pricés dnd not. reach’ a hwgh enough LeveL to be remuneratwve

l_for European sh1pyards.

&




t 4.2. S1tuatwon in the Communu@z

A 4.2:1; Production/ ;;{  ‘
T L In 19§Q, Communwty productaon amcunted\to 2 4 m1LL10n cgrt,,,,
CoL e ol o0 drapof 18. 4% compared with 1979 and 52% compared

R R - >u1th 1976. ‘ U » ,

TABLE'af,~_wPRobucrIoN “ (completions) . .y'QOO,cgft‘g*‘-‘

‘(see footnote T ’i' 1976 2 49?8 v "’, v19?9 T 1986
,.an p‘LT for | LRS = |'OECD . | LRS “loeco: { ‘Lrs | oEGD RS OECD.
Lt e}?;<5@§§t'; (AWES " (1967 | C(new “jlnew: - (new | (new  [lnew | (new _
| coefficients) I o 5,76) coeff.)| coeff.)|coeff.) | coeff.) coeff.lcoeff.dicoeff.) —

| gelgium © | 139.8 | 141.0 |, 165,2 | i54,8 | 124,81 133,9 | 129,6 | 131
. penmark o | 560,61 425,00 | 362/5 3787 | 351,4 '305,9 |382,4 | 268

| France. . | 672,47 [1117,0 |© 430,6 | 440,2 /. 492,0° | 473,7 267,8 | 302 -
Germany - [1468,0 - [1630,0 1029 1 1059 6. | 660,7 1617,6.1596,2 | - 618

Areland 0 20,3 14,00 ) 5 0;»’ Sl 18,9 117,003,000 - 0

Crraly % | 353,90 | 314,0 | 3052 283,10 | 248,86 | 232,17 | 345,5 ',320j

< | Netherlands | 940,0 . |507,0 | 513,9 .|455,0 | '505,T [405,9 |249,5 | 240 .
*‘2*un1zed Kungdon 9851 - | 82,0 ?18,4 | 708,9 .579;0’-7583, | 458,6 | 514 -

ff,:eogmuni;y ;*( 5140,1 © 4972,0 3529 v 3430;3 ~~2980;3Li2?67 8. 24;2,71 2393

‘ ‘-\* Thg OrCD da:a for 1976 1978 and 19?9 retate onLy to the ma1n yards. v
Thg 1980 f1gure 1ncludes 253 OGQ cgrt far these- yards.;}v‘ i ool
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Production did not\faLL by the ‘same amount in all Member
states; the decrease LargeLy refLected the structural
changes made.‘& . . :

4.2.2, New orders
“In: 1980 product\on cLoseLy matched the level of new orders,
’1nd1cat1ng that as regards the latter baLance has been. estabL1shed :
"~ at least for the time being, -although at a very low level L
" remaining even considerably below the reduced capacity level., 7
“However, in Italy.and the United Kingdom, the annual rate-
of new orders deviated somewhat from that of production; if
v . " maintained, this phenomenon could lead to a readjustment of
production.- In several other Member States, e.g. Germany, ,
France and. the Netherlands, new orders were sufficient to )
guaranteethe current rate of product1on overaLL.
TABLE S = NEW ORDERS = '000 cgrt
1976 -.1978 1979 1980
LRS COECD LRS . OECD LRS LOECD LRS’ 0ECD
(AWES 1967 1 (new (new (new . (new (new (new
coeff, coeff.) | coeff.) coeff.) | coeff.) coeff.) |coeff.) coeff.)
. 1976) ‘ ‘ . ,
Belgium 75,0 54,0 59 & 40,9 | 270,0 -203,7 53,8 - - 138
Denmark. 3171 220,0 | 263,8" 306,6 391,0 - 418,9 284,6 349
“iFrance . 63,6 37,0 |- 214,11 - 175,86 | 487,3 . 350,8 556,4 . 353
Germany - 726,1 511,0 | 535,8  448,6 805,9 -1007,0 613,0 619
Ireland =~ . 19,2 - - 3,00 - = -~ 15,0 . 17,0 1,3 -
Jltaly (=) 301,5 ~ +-281,0. '<330 0 265,6 <] 156,6. 56,0 23%1,2 285
_Netherlamds 626,4 259,0 376,5 311,91 240,2 279,8 |373,3 . 323
{united Kingdom - 627,6 421,0 "230,2,> 338,5° 188,9. .305,4 350,2 384
" lcommunity - 2756,6 -178%,0 2012,6 1887,7 | 2554,$ ‘2638,6 12463,8 . 2451

(*) The OECDH data for 1976,
includes 214 000 cgre for these yards.

R

[}

1978 and 1979 relate onLy to the ma1n yards.

The figure for 1980

One cause for concern regarding the Community shipyards was that -
they were unable to maintain their-market share, whatever world

~market indicator 'is taken into account.

Between 1979 and 1980,

the Community's share of new orders dropped from 18% to 17% and -
,J;s share of product;on and order books fell .from 21% to 19%.
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. YABLE 6 -  TREND IN THE MARKET SHARES OF THE .
MAJOR SHIPBUILDING REGIONS 4
5 17978 1975 " 1979 [ [1980 1
| roa0 1% 1000 ; 000 % (000 %
cgrt . cgrt . egrt . 'f : S fegrt I
CORPLETIONS - - ‘ o , o ’
B9 b 5140,1 ' 23,3 | 3529 9*21,3 . 2980,3 t21,2 | 2432,7 ) 19, 2 ,/‘
S Ress of AWES . ¥ | 3145,7 H:. 2 | 2303,1|13,9 | 2127,5 115,11 1499, ‘ol1te ,
| Giestern Europed |- €8285,8%(37,53| (5832,9)435,2) | (5107,9)(36,3) | (3931,83(31,1)
Cbdipen i , 8348,05 37,8 | 6120,5 L 37,0 | 4975,2 {35,3 | 5207.2° 41,2
| Rest of the world | S444,4 24,7 1 4593,2!27,8. 3994,7 [28,4 | 3496,3 27,7
of which Eastern. 2?55,(.1 12,5 | 2132,3 12,9 1392,5 9,9 12_13 51 9,6 |
' bloc ; g , S s ‘
TOTAL ‘ | 22078,2 1100,0 | 16546,7 poo 0 | 140774 100,08 | B

ot

s e v,

NEW ORDER INTAKE

SCEINTTESTVWTEII=TE

...-....4._...“.‘ o e i
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The table below iltustrates ﬁhis development.

N

lec-9- | oavsese 17,2 | 202,61 18,6 - 18,0 | 2463,8117,2
Ress of AWes ™% 1903,01 11,9 | 1367,8 1 12,7 2179,9, 15,3 | 2069,5 1 14,3 | -
(destern Zarope) | (4659, 6)(29 TH €3380,6)(31,3) | €4734,67¢33,3)f €4513,32(31,5)
» Jadan‘ ©) . 7337,5 1 45,97 4333,91 40,1 5904,6 | 41,6 6?08v3'r46,? '
Rest of. the world 3985,31.24,9 | .3081,81 28,6 3568,7 | 25,1 ;3136,1*321,8
of uh1ch Eastern 1896,9 | 11,9 1146 8]’10, 90,0 I"é,? 467,91 3,3
bloc L oo R TREEr
: 1£8 B N i} B " " ™ ” | A
: TOTAL . “.1‘»} 15982,4 1100,0° 10?96,}1100,0,,' 14208,0;100,0 1435?,S_P09?0 1
Source : LLO/ s Register of Shipping -
- AWES” Assocwatzon of West European Sh1pbutldersA Members from outside the®
) European demunaty are the sh1pbu1Ldérs' 8550C1at10ﬂ5 of. F1ntand,‘
Skgden, Nerway, Spa1n and Portugat. - -
B ‘ Atthough the Communlty s sh?pyards suffered a2 drop in new orders )
in 1980, the volume of orders ptaced by Community shipowners 1ncreased
. in comparison with 1979. The additionmal orders all’ went to shipyards -
. Sincnon-Community countries. In 1980, these shwpyards received 30% of
e : . the total volume of orders placed by Cammunwty sthoﬂners, compared wath’,*
- an average of 20% 4in the previcus two years. These figures wou'i :
be even higher were it possible to take accouht of atl their orders
“for open registry’ vessets, but there are nG s;atwst1cs on thws ‘
subject. : . :
,"‘
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- TABLE 7 = - BREAKDOWN OF ORDERS BY FLAG

S 1976 1978 1979 1980

) ; ; : ; " |I v ,’ j - i -t T~ ‘-\ o‘ ‘ :
B O A I R R T R R Ty

; CC L o v loL | tce: C ot ew, YItol
~ 28 |gg WE] 2 YEl2¢ lsEtElel eIt

cE l25 S| S LsiTEigs LS icy) g51Ls
281884238 & 28|28 88128 (28' 88128

S e I | T TE T " I 1
orders sox bsuolsiw | asxoamn [ax Iswo4o2zex |esw | ora o 30
‘placed by | RN N AR SRR R I
gg?‘“g::\::’s TOTAL: |-TOTAL: TOTAL:

T pob . 3027 cgrt 12028 cgrt 2381 cgrt -

Do i IR [ . LR -i > 1 " -'\ I (
Orders 70 1.5% 25% |i 74X 126X |SSX lex | 41% | 61% ) 7 ( 32%
rgceived by R R R AL | R i ]
c;:‘”“:;;;’ TOTAL: . | ToTAL: . . |TOTAL: TOTAL:

Py 2756 cgrt - 2012 cgrt | 2555 cgrt 2476 cgrt

SR

urce: LRS §

'The Commun1ty s sh1pyards aLso suffered a drop in export orders, w1th

the result that, despite the abovementibned tendency for  Community °
shipowners to order a higher proportion of vessels from outside the SR

‘Community, these owners still accounted for 68% of the orders’received .

by the Commun1ty sh1pyards, which is the. average for the last few years. -
This:trend was accompan1ed by changes ﬁn the types of vesseL ordered;
thxs, together with the increased’ competition from Japanese shxpyards,
is one. of the reasops:for: the reasans for the Lack of success of the
Eurcpean shipyards. . . R

Tabte 8 shous the trend of worLd orders by>major ship types.

As 1hese f\gures 1nd1cate, demand remained at the 19?9 level mainty because -
" of the rise in the number of ordérs for bulk carﬁwers. The renewed intercst

shown for these vessels reflects the situation ‘of the sea transport

. market, which was described above, 'and which also reveals the precariousness '

of this deveLopment. The specutative‘ant{cipatory action in the face
of the rise in prices and in the yen exch;nge rate probably helped to

‘ accelerate orders for these vessets.

The decline in orders for oil tankers and cargo sh1ps reflects the

"trends on the sea transport markets served by these types’ of vessel.

However, in'the latter category, there has been an increase in orders
for vessels to carry lwquef1ed gas and chemzcals.

o
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-~ REND OF NEW ORDERS BY SHIP TYPE

TABLE,Bf‘f
10OQﬁc§r€‘ 0il tankers' Bulk carriers ‘Cargdbships ‘ ;Nén-cérgo . TOTAL
. : . vessels )
D ) ‘ B <_lv. . ; - v]. B R
12922 wortd | 790,61 @ 7g3,2 [P 8.497, 3[(" 2.969,8°  [14.040,9 o |
o 30,9;(3,9) 75,1 FA;?) 1768, 4}(20,8)‘ 670,522,6) 2. 560,9](18,1)
1o 1o o ' ;
1,185, b 1 534,8 | 6.163,8] 2:912,7 10.,96,71 5
56,2 (4,7) 23, h&,A) 1J344,3) €21, 8) | 591, skzo 3N 2.012,6 (18;6)
11979 wortd | 3.364, 3{ 2 744 9| Cos.148,4] 0 |2.949, 8'} 207,90
2L e | 168.1 1(5 0) 466, i<17) 172, 6](22 ,8) 747,6fZS ,3)
11980 world | 2.960,21 .| 4.325, 3] i{a 780,11 - |2.291,9 14'357’5} S
TUOEC | 273,7,09,2). 425 91<9 8) | 1.023,4 1<21 4); 749,3(32,3} 2. 463,3 a7 2)}

-u §obrce;'L8Sk 1

’

A .-’

oemand for nén-cargo vessels shrunk by 224, and yet . Commun1ty
o sb1pyards had ‘the same Level of orders for this type of veéssel
as in. 19?9. As a result, their share ef the uorld market 1npreased.

“The: share won by, Community sh1pyards Mas sl1ghtty Less than the.
“world average for orders of oil tankers: and bulk: carriets; while
their share of orders for cargo sths was sL1ghtl7 ahove the. worLd
G average.” . : .

i

¥ ,
Despwte the fact that Commun1ty sh1pyards managed to ma1nta1n thexr
-position on the market for: generat and specwat1zed cargo ships, the .

7. ~general decline on this market s a part1cular source of concern :
for the Community.shipbuilding dndustey since. thws type of vesset
is one of its main Lines of production.,hr't‘ : ; ,

e

[ L

2.554,8| (18, ol
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Order books

The order book ‘situation rema1ned stabte in the Community, compared
with an increase of 8.6 % wordemde, due ma1n£y to the 25 X increase
in Japan. o : Vo

’ T

‘Table 9 = ORDER BOOKS -

1000 cgrt -

Af 31 Deéeﬁberg?B 1 At 31>Décembér‘79\ At-31 december 80

LRS. "OECO - | LRS: ~ OECD LRS . OECD

EC L
Lo Rest of AWES

e © | Japan

| Eastern Bioc,
Other regions’ /

5087,2 4870 ©4882,8 4717 | 4911,9  4799.6
3957,2 383 .| 3919,7 3932 4398,1 39751

Western Europe [{9044,4) (8704) | (8802,6) (8649)- 1¢9310,0) (8774,7) -

S484,6 < 4938 | 5841,6. . 5004 7297,8 6541,0
129,77 | 2297,3 1964,9 '
6787,9 6627,00 - - | 7019,5

| TOTAL

. R3er8,6 | 23568,5 . - |essez,2

order books are concerned, is, houever,‘onty superficial. It
" results, in fact, from the types of vessel on these order books : °*

The stabilization of the order book figures in the Community is -
due to.the reduction in production. Compared with the annual rate
of production, the Community's order bock, like that of the

vEuropean countries in general, appears to be somewhat larger than

in Japan. This state- of affairs, which is a constant. feature where

as those built most freguently in Europe are- more elaborate,
construct1on takes longer. This means that these vessels are
shown on the ‘order books. for a longer time than are less sophisti~ ¢

_cated vessels and that a targe proportion of the work which

appears to be in hand has already been carried out; furthermore,

“the order booking procedure is- faster in Europe, where it takes

place. as soon as the contracts are.concluded, than in Japan where
it does not take ptace until official authorization has been given.
Furthermore orders:’ are often carr1ed out in Japan in the same year
in which they are “concluded 'since the types of vessel built and
the capacity ‘availabilities lend themseLves to this better than

in Europe; this rarely happens in Europe and it means that the.
deliveries pltanned faor the short term ~ as shawn by the order
book entries - are no more than a partial indication of act1v1ty

" in Japan, whereas in. Europe they cover aLL activity, or even S
~more than thxs. S , .

v g el
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Table 10 - ORDER BOOKS IN'THE EUROPEAN COMMUNITY

' /‘G]ODO cgrt| L‘ﬁ'§,‘ , 0EC D
: chpLet1onJ Total orden For detwvery in |[Completions| Total ordgr‘FdrfdéLivery’ihr r
1980 1 books at 11980 | books at ’ T '
131712/1980 | 1981] 1982 1983 \ 31712/1980 | 1981|1982 | 1983
Gér.mafiy"j 59,2 ‘ﬂ 950,9  [749,6|182,7] 18 6| 618 | 4173,7 .| 968,7|204,5] 0,5
© gelgium | 129,6 331,7 - [225,8/105,9 131 338,3 | 165,2]159,7 | 13,4
< loenmark | . 382,4 6693 [369,8|239,8 59,7 268 o ms,2 | 362,6(297,01 75,6
© fFrance | 267,8 | 1193,7  l662,4/300,4|230,9) 302 | © 92,0 | 575,01174,5175,5
“ Jireland. | 23,0 17,8 17,8 - L=l T,0 CA7,0) - -
1taly | 345,5 | 639,8 [669,7 1503 19,8 320 550,2 | 301,7|211,3 | 37,2
,»,;fgg,:ggf-—, LW9,5 | 4937 [336,9 142,3 14,5 260 ) 420,8 | 285,31115,6) 19,9
u‘mgggm 4586 - 615,0. (.’91,0 188,0| 26,0/ 514 | sk | 365,2|247,8 ;a;a
“lcommunity| 2432,6 | 4911,9 312337,07:509;4 369,5| 2393 | 4799,6 - .3040‘,7 %104 [348,5

&,

S The United: K1ngdam‘has the stummest order” book and dependzng on the
o programme of deliveries, could still suffer a sl1ght drop in productvon“’
im 1981, In the other countries, the deliveries schedule: is such as to
 ensure that the current tevel of production is maintained., However, it

< As unlikely that Community production will rise to 3 mitlion egrt in

1981 as-this schedute suggests. Experience has shoun that there is
normalty a time lag between the forecasts of deliveries based on order
books ‘and the deliveries actually made, partly because of the slowness
of’some shipowners to take possession of the vesseks they have ordered, .

‘the modifications they make during construction, and the tendency for’
. sh1pyards receiving few orders to spread out the work they do have -in™

order’ to avoxd excesswve ftuctuat1ons or- gaps 1n their uorﬁload.;

Emglozgent .1  :a"j o

In 1980, the numbers emptoyed in sh1pyards on; the buwlding of non-
.military vessels ‘fell by about 8 %, i.e. 10000 persons ;" compared .
Uy owithighe previous year. This reduct1on js" Less than that in 1979 and Lo
oo 7iower than the drop in productwon.~7he workforce has fallen most 4
 the United Kingdom, whereas it has tended to stabilaze in Iretand . :
fand Belgium and the begann1ng of an increase was. observed»un Denmark.

: ‘O»‘ ~ : S e e s T e S
R . - = EH S - R g
i 58k i et o 2 : NEERN N A T ey




" (NEW BUILDING) SRS J‘al" x<ét the'end of the year)
| 1975 - | a978 | 1919 | 1980
Belgium ., |- 6138 - |- 5140 ©os100 5162
benmark " 16630 | 12000 | 9900 | 11400 °
France %) 32500 | 25300 | 23000 . | 22200
Germany | 4es00 .| 3sah00 | 27369 | a47es .|
frreland - .| 869 | 80 - .l 750 1 7s0
Hitaly | 2s000 | 20000 1%000 | 18000
INetherlands - - | 22662 | 17540 | l4se0 | 13100 |
United Kingdom | 54550 | 41050 - | 31200 | 24800 ' -
Total ~ leostse o |tss2zzo 0| 1s08s9 . | 120196 :

(Table*compilgd fromrnatibnat‘sdurCes)‘ - SR .
*) revised series - B -
. Although émpldyhent\has'fatten;éonsiderably'sihce 1976 - by around 40 % -
production has dropped even more =~ by more than 50 %. This difference is
due mainly to the fact that the change in employment primarily took the

form of the aboljtion of overtime, which was still at a high level at.
the start of the crisis, and the need for the shipyards. to keep on a

minipum number of workers, irrespective of how much work theré was for them,

it order to remain operational. In this connection ‘it shoutd be noted
that recourse to. short-time working declined in 1980, though more rapidly .
in some countries thanh in others.. = - ' :

This tends to indicate that staff reorganization is generally near
completion and that, except in unforeseen circumstances or special cases,
the rate of reduction should tail off 4n future. Of course, there may

" still be considerable differences from one firm or region to another.
Information is not sufficiently complete to allow us to conclude how

" jobs were shed in 1980. 1t would appear that some of these jobs were

- ‘eliminated by transferring workers to‘reLated,activities—such as offshore

|, operations, military shipbuilding and ship repairing. Manpower not needed
for building new non-military vessels can be absorbed only very slowly,
by the development of activities not connected with shipbuilding as this

is a' long-term process. _ -

However, some shipyards are still finding it difficult to recruit ,
skilted workers.This is due’teo a wide range of factors including mobility
and the problem of job stability. To resolve this difficulty, the industry
must reorganize production methods and working conditions, and turn its
attention to matters such-as the retraining and further training of =
workerss - .- . e ' E : : ; :

7



_At Communwty level, in 1980 awd was granted from the relevant awd

- ‘schemes of the Eurpopean So&wal Fund in three Member §tates - Itaty,

‘the United Kingdop and Germany with the aim of promotTng the occupa=

 scheme with a budget limit of 11 million ECU; between 2000 and 3000
. .persons were 1nvoLved this ESF aid would be meuted ‘t0-4500 -ECU

- per-person. The Economic and Social Committee and the European Parl1ament
- have expressed favourable opinions, but the Council has not reacted’

.. favourably and has Left 1t to the Commxss1on whéther it shouLd amend

- “the. draft. o . , :

tional and geograph1cat mobility of the Labour fbrce; some 7000

o persons. were coyered by these operations..

S In August 1980, the Comm1sswon submxtted to the Counc1L a proposat o
. for a Regulation on the establishment of a new aid scheme under the‘ -
-« European Social Fund 5ESF) to provide income support for- workers

" aged over 55 who- Leave the shipbuiltding 1ndustry and.drop out of

the Labour market. The proposal related to an experimental two—year

In October 1980, the Counc1L approved the Comm1sswon prOposai to 3.

‘Market prospects ,1"

«‘vaLlocate, under the non*quota operations of the. European Regjonal:
. Devetopment Fund (i.e. operations not necessarmty connected with
“ the- tradvtvonal areas “of intervention), financial aid of 17 million

ECU over five years to the Un1ted Kingdom regions part1cutarty ‘ S

1 affected by d1ff1cutg1es 1n the sh%pbu1td1ng 1ndustry.

"K:Th1s aid wwtl be grpnted Lin the form of a spec1aL muLtwannuaL programme.

directed towards the- 1mprovement of the physical and social- environment.-

.~ dn order to attraet activities which prov1de employment, towards the
~,devetopment of smatl and wmedium~sized enterpr:ses and touards the

encouragement of 1nhovat1@n. R , o o

-

-},The wortld trad forecasts are anyth1ng but prom1sang for most of 1981;
~this will unavozdably affect the sea transport market. But, in view

-~ of ‘the continuwng Large*scate under—utwl1zat1on of fleets on this
. market, ‘most experts agree that it is extremely dwffvcutt to make

‘any quantitative forecast for this sector. We must therefore restr1ct',l

U

,,fe‘oursetves to making a- number of quat1tat1ve 1nd1cat1ons whwch wwLL
1'.JprobabLy ptay a- ro{e in future trends on thus market. '

- A$ regards oil’ tankers, the transportat1on of o1L 1s not expected

to - inctease = or to do so onLy slightly =in 1981. The tonnage capac1ty

~.on offer will thus continue ta exceed the demand, but surplus capacwty
“witl ‘be partly absorbed by sub~opt1mat utilization of the fleets or

by using them for oil storage. The scrapping of’ thws type of vessel

© ~could also be acceterated somewhat, particularly as there woutd no -
‘~;Longer be any economic justification for adapt1ng some of them to the
‘ ~requ1rements of the IMCO *) rules. o :

ey

g ey 5 B I

*) INCO = ;ntergovernmentA{ ﬁarfti?éfCoﬁ§thatiVe’Organizatjon, L




However, it stull appears probabte that a genu1ne balance between
supply and demand in the oil tanker: sector will emerge around the
mid-eighties, and this is l1kety to have unavoidable adverse ‘

- effects on the Llevel of new orders unt1t then.

Bulk carriers face an-uncertaun 51tuat10n in 1981. In view of thg

" weakness ‘of ‘the, economic situation in most of 1981, the future

lLargely depends on the extent to which the trends for the cereals
antl coal trade develop, particularly as . regards the sub-optimal use
of fleet capacity. If this.latter factor were damped .down - in

~consequerice of normatvzat1on of port .conditions, there would be

a marked short~term imbalance on this section of the market and
demand would be cons1derabty curbed. The imbalance coutd be worsened
following the Large-scale deliveries of bulk carriers. expected in

the short term as orders made in 1980 are completed. It is therefore -

difficult to forecast whether there N1LL be a consolidation of the

4; balance between supply and demand which began to re-establish itself

in 1980 or ‘whether there w1tt be a return to a s1tuat1on of

\over-capam ty.

In 1980 'tﬁe\Assoéiatfohfof West European Shipbuilders (AWES) drew
up new forecasts retat1ng more dJrectLy with sh1pbu1td1ng activities.
They are summed up 1n the foLtow1ng table.
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 TABLE

- FORECASTS OF WORLD SHIPPING REQUIREME&TS .

_{AMES- study 1980)

'NEW TONNAGE REQUiREMENTS i

CONTRAETING REQUIRE“ENTS

‘1agi~cgrt o for detxvery dur1nq ‘fqr delivery during =
- Y “ 1980~  |mid 1985-|1980~ | 1980~ {mid 1985-[1980- | .
- o mid 1985 m1d 1990 {mid 1990] mid 1985 mid 1990 ‘mid 1990 2
oiL tankers ,,12,0," a, o | 66| 8 ;'15' o
Bulk-carriers + 41,3 I 18,0 :,29)3»,‘ - 6,5 18,0 26,5
conbined carriers : o I P S EO
’cargo ships 36,2 | 49,3 | 85,5 | 28,0 | 49,3 | 77,3
Gas and chemvcats-ﬂ R v SRR BSOS DRSSO SN
arr‘ers . 5 ', ; ’611; 9'6 ' - 15,7 i o {"3 : R ‘_' 9’6 13’9 g
Non—cargo vessels ‘ 16,6 24,3 - 140,9 11,1 - ;25,3 35,4 -
’iqm;.' R R S - 82,2 | 109,6 [191,8 56,5 | 109,6 |166,1
 lAnnuat average 14,95 | 21,92 ERVSEINE T
: <Annuél avérage in AWES SRR
" lstudy 1978 (1978-1985) ,,13,2 

9

s

ol ﬁg‘: New tonnage requvrements have already been partly covered by Qrders made. i
- Contractwng requxrements represent orders st1LL to be made. R

Cae

K

: '(These 1nd1catwons, although derxved from. more eptwmzstlc GDP
<ol growth. scenarios than thase: used hy the OECD or the’ Commwss1on,
- 'show that no definite improvement in sthbuzldtng activity tan:
‘be expected in the next twe ‘to three years. That is one of the
.. reasons why it is regrettable that act1v1ty 1n the Japanese
ke shxpyards has started to pick ups since. in the absence of any
~7‘icurbs, ‘this .may well disturb the equilibrium batween suppty
»and demand and the geograahxca{ dwstrtbutron. S .

TR,




k 4 4 Structural deve[opments-un the sh1pbu1ld1ng 1ndustr1es of the R
- Member . States ” -

v

‘ '&ezmé.n.x L

The reorgan1zat10n to wh1ch the 1ndustry has committed itself as part
. of the State-aid programme continued in 1980. A total of 2 500
o . . jobs in the non-m1t1tary new: building sector were transferred to
R " other activities within the shipyards, and as a result total
o o _employment remained stable”at a level of 52 508. This means that.
" the shipyards were able to 1ntens1fy their poL1cy of d1vers1f1cat1on
at the same| t1me. - o

Belgiun

G Ll e " There were no major structural changes in new shipbuilding activities

A ’ "~ in Belgium jin 1980. However, there were restructuring measures.in
theship repairing sector involving the merger of the two largest.
firms in th kntwerp region; these measures were backed by State

' f1nanc1al ajd, in part1cutar in the soc1al sector,’ ,

~ As from August 1980, workwng hours in the sh1pbu1td1ng 1ndustry
were reduce from 40 to 38 hours a week.

Danmark .

‘No major structural changes occured in Denmark in 1980. As part
of the diversification scheme, some shipyards began operations
in the offshore structures’ sector, or-at least in suppLy1ng \
modutes for such structures. ; o

France

As for restructur1ng operat1ons 1n France, the- maJor sh1pyards Y T
have tried to adapt their internal organizatwon to the reduction

~in the labour force which had taken place in previous years; the
switch to. more soph1st1cated products and greater diversification

“of production cont1nued and 15 reflected in the orders obtained.

Ireland”
- Despite the efforts in Ireland to diversify into ship repairing
- - - and machinery-building because of the shortage of work in new R
EEEEE "building, it was impossible to provide full-time empLoyment for a 3 I
Labour force which had. already been. reduced to a minimum surv1vaL T

level of some’ 750 workers. o : B
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i OrderLy closure of shxpyands was avowded in Itaty as‘a restructur1ngkl
‘plan was tackwng, but the warktoad of several shxpyards did not
, attow that the manpower avallabte coutd work full-tvme* o :

In these cwncumstances, the 1ndustry is endeavour1ng to make &
start on internal. reorgan1zatvon so as to be in a better ‘position -
T 'to. cope- with the difficult market situation and is endeavouring to
dtvers1fy into relatéd activities. Since the\crzsts began, -the
building of mvlwtary vessels for .foreign countiies and, to a- '

- lesser extent,shtpr@pa1r1ng have' absorbed a grau1ng prﬁport1on
~of. the surplus manpower. As a resutt ‘of dwff1cult1es ‘hindering
. progress in thws d1rect10n some product1on fac1l1t1es have been

_mothbaiied :

— — i s

Nethertands o R ' J"f, ,\  ,‘ L Lo

;;R.Yhe restructurvng plan 1mplemented in the Netherlands between 1977
< and 1979 was compteted in 1980 with ‘the closure of the last shipyard
. capable of building very large vessels, 'this being a sector no ‘
. .longer considered .to be economic in the Nethertands./The Government *
had to take action to m1ttgate the f1nanc1al consequences’ of this. .~ & -
_operation and also introduced a new system of general ‘aids for all :
theremaunwngsh1pyards 1nvolved in the building of merchant vesse[s;

oy

The restructurwng of the group ‘of smatt sthyards in ‘the north of-
“the country was not so radical as that of other groups and was’
‘restricted to certain forms of voluntary cooperation which never—
theless enabled them to maintain their market position. ina fa1rLy

sattsfactory manner dur1ng the crisis. T [ T

. , _

a,Restructurtng has resulted 1n a SBZ reductaon in product1on capacwty. fv -

o e o

‘:_,The restructur1ng of Brwtlsh Shvpbuttdersxwas actxvety contanued in

1980 and mainly involved the employment and the organrzat1on of the’ group -'

4¢,;If affected both new bu1tdxng and the shwprepawr1ng and mechan1cat
. “engineering sectors, one obsective atsn befng*to wncrease act1v1t1es
~ "in the offshore sector. TN

‘Adjustments are being made, in Line with the changed market conditions, -
. throughout the Community industry. Over the. years, many shipyards
and slipways have been closed down or mothballed or have diversified
into other activities. Generally speaking, it is def?CULt to gauge
~ the impact of these measures on the production capacity, but a’ :
‘ tentatmve estimate leads one to expect . tgat the capacwty in use -
in 1976 has been reduced by over. 20% and that the remaining. capac1ty
" is-being used to the extent of about.60 to 70%. In addition,
-efforts are be1ng made to modern1ze praductwon equ1pment\and methods;

) gThe ad;ustment process is proceedtng wvth dwffer1ng degrees of
\,1ntens1ty dependxng on the Member State or - shvpyard concerned




. Conclusions

Sinéé, ‘as described above, the general ecohomic situation-is 1in
the short term depressed,the very moderate increase in international
trade cannot be expected to,create conditions favourable to the

Horder1ng of ships. The Commission is therefore of .the opinion that

the shipbuilding market will not pick up in 1981 since any exceptions
in certain sectors of the market uatL not be suff1c1ent to overcome
the current stagnat1on.\k ' : o ‘

"jIn these circumstances, the Commun1ty cannot toLerate, any more than

<

it did in 1980, the ¢ontinuing support - Launched in 1980 - for the
recovery of-shipbuilding-activities in Japan, if it wishes to avoid
seeing the European and, in particular, Community shipyards suffer

a further decline. in orders received and in their market position.
In subscr1b1ng to the OECD's general gu1del1nes, Japan has comm1tted
itself to bear its share of the effects of the crisis, to ensure
that they are d1strtbuted fairly among the participating countries.
It must be granted that Japan did take steps in this direction,

but =~ since 1980 - it has relaxed these efforts even though the
overall situation is stwLL difficult. The(Comm1ss1on, on behalf of

. the Community, has therefore‘repeatedlyvrequested Japan, 1in partwcutah
~.in QECD Working Party N. 6 on Shipbuilding, to revert to fulfilling

: _—

its earlier commitments. Although it has expressed good intentions,
Japan has still not seen fit te take pract1caL measures to ensure that
Japanese shpyards do not. corner @ grow1ng share of the market in a way
wh1ch, in view of the stagnat1on '

of this market, would cont1nue to harm the Commun1ty
sh1pyards. As long as the situation causes concern in this connection,
the Commission, confident that international cooperation can play.
a role in resolving the difficulties arising in this 'sector, intends

“to step up its efforts to persuade Japan to accept the facts and

take the action required in order to help restore the balance in the
geographical d1str1but10ﬂ of orders/between Japan~ and‘western Europe

‘as was the case in 1978 and’ 1979 -

Where the internal aspect are concerned the Comm1ss1on is endeavournng
to underpun th1s reorgan1zatwon by var1ous measures.

\Thus, it can be expected that the . wath ‘Directive on a1ds to sh1pbu1td1ng,
the drafting of which started in. 1980, witl come into force during the

first six months of 1981. *) Lo e L

v g

In ‘the meanwhwte, the Counc1[ has approved th1s d1rect1ve on the
28 Apr1k 1981 (0. J. L 137 of 21 May 1981) B :

«



constitutes the main condition for considering the crisis aid to

" In view of the difficulties of the Community shipbuilding industry

'shipyard activity without any significant increase in the overalt ;
"budget allocations. = L I e T

‘At present the Commission is not planning to modify the afore mentioned

" the essential conditions for the success of these measures.. Dialogue .

to develop consistent internal measures designed to improve its

~ o v -
. . : . R 4

The discipline introduced by the previous Directive will then be -

extended to include aids to shipowners in connection: with the =

acquisition of vessels, in order to prevent such aides from

jeopardizing the adaptation of the shipbuilding industry;'thé‘

Directive also emphasizes the importance of improving competi- , .
tivepess among the criteria for the restructuring effort, asthis = = . §

be compatible with the common market.

No progress resulted from the study of the possibilities of ; ‘
presenting practical proposals for a scrap and build scheme at = = : e

‘Community level. The additional aid which such a scheme would
involve raises budget problems ; moreover the principle of such

é‘scheme'hasvﬁéen,disputéda

v

in maintaining its position on the market, attention isynowffogused‘;"' e
on expedients = such as improving the financing conditions offered R
to EEC shipbuilders - designed to stimulate demand and maintain

N

proposal for a new type of assistance from the Social Fund. The bringing

" into effect of the non-quota operations under the regional fund ”\4'£é
_is currently under consideration. - = . o o -

" The Commission is engaged™ in an ongoing dialogue with the parties -

involved; their cooperation in implementing the measures is one of -

of this type provides the opportunity for encouraging the industry -

competitiveness, an objective which it has recognized as a priority. i ..
: ‘ i : " . s I S SRR
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APPENDIX '

The tables g1v1ng the trend of cqmpLet1ons, new order 1ntake and order
books in the Member States' shipyards are taken-from two different
sources, the OECD and Lloyd's Register of Shipping. ‘

. Where the Member States are concerned, the OECD statistics const1tute

~are sometimes differences of approach as regards the moment when an’

an official source but they provide .a more Limited range of data, therev

order can be considered being booked and “as regards the classification
of vessels, they contain breaks in the. coeff1c1ents used for conversions

into cgrt(Para 2) and do not- perm1t wortdw1de compar1sons to be made.»ﬁ .

- The figures produced by LLoyd's (LRS) are not infallible ewther. However,

given. that they present a wider range of data and that, over a period
of time, the figures in cgrt are morecomparabte, as well as the objective

to present homogeneous references, it has been cons1dered preferable to

use ‘this source for commentar1es, it being, moreover, used worldwide by
thosé concerned with these matters. The discrepancies between the two

- .sources originate mainly from different thinking about the moment when o

an order is regarded as being def1n1te,‘1n the classwfwcat1on of

vesseLs and in the coefficients for conversion into cgrt in 1976 and 1977.
Despite certain differences which can often arise from this, the two

sets of data show trends which generally point in the same direction.
Since the d1vergences between the two sources are only random, and the
present report is essentially ‘concerned w1th 1nd1cat1ng the main trends,
the reference to only one source is generally of no consequence.

/

cgrt = compensated gross registered ton, a measurement which takes account
of the volume of work that goes .into bu1ld1ng a vessel, calculated on -
the basis of . the grt and of specaal coefficients for different vessel-
types and sizes (grt-x coeff1c1enf = cgrt). New coefficients for
calculations cgrt were agreed upon by the 0ECD in 1977. The LRS figures
for 1976 are based on AWES coeff1é1ents, which were the basis for the

OECD figures for 1976 are based on OECD 1967 coefficients which diverge . -
markedly from the new coeff1c1ents for certain types of ship.: This T
explains why certa1n QECD values are not at aLL comparable wwth the

v other ser1es.
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