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Conclusions

1. Oceen freight shipping, which is the principal component of the
U.S. international transportation sccount, has been en importznt factor in
sccounting for the large current account surplus in the U.S. balance of
payments. In 1946, $834 million of the current surplus of $6.9 billion
vas due to freicht shipping. A positive freight shipping balance of somevhat
more than $1 billion is estimeted for 1947, as compared with a deficit of
$121 million in 1937.

2. It is calculated that the incresse in the freight shipping balance
in 1947 over 1937 may be accounted for as follows: 38 per cent by the changes
in the volumes of exports and imports; 15 per cent by the changes in the pro-
portions of exports and imports csrried in U,S. ships; end 47 per cent by
the changes in export end imnort freight rates, The percentages reflect
not only c¢hanges in the absoliute magnitudes<of the various factors, but a2lso the
effects of chenges in the relationships within each set of factors, e.g., a
greater increase in export volume as compared with import volume, and also
the inter-action of these verious factors.

3. In the prevar period, the volume of imports and exports tended to
be close to equillbrium, and export and import rates were also roughly equal.
However, the decade between 1937 and 1047 has seen the volume of exports
rise by about 90 per cent, vhile the volume of imports hss risen by only
about 21 per cent. Similarly, export freight rates have risen by 364 per
cent, while import rates have risen by 160 per cent. These prevar rela-
tionships of near-equilibrium between export and import volumes and between
import snd export freight rates have been greatly altered, end, together
with the changes in the proportions of trade carried in U.S. ships, have
resulted in an entirely trznsformed freight account in the U.S. balance of
peyments.

‘L, The changes in these factors which would be necessary to bring sbout
anything like the prewar situstion in the freight balance have been analyzed.
It would seem that only s drastic decline in the volume of U.S. exports,.
together with a sharp fall in export freight rates, could reduce the freight
balance to unimportent megnitudes, without substantial chenges in the
proportion of U.S. foreign trzde carried in U.S. ships. Much of the increase
in the volume of U.S, exports and export freight rates has been due to
essentially sbnormal demend by Buropesn countries for U.S. fuels and
grains. However, assuming-.the U.S, Zuropean Recovery Program w#ill be
of the size and character recommended by President Trumen, it does
not seem likely that a decline in export volume znd a softening of
export rates would teke place in the magnitudes necessary to alter greatly
the present picture. In recent months there has been some decline in
freight rates, but it remains to be seen vhether this is’ temporary or not,
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5. Important changes are taking place in the proportions ¢f the

volume of U.S. foreign trade carried in U.S. ships. Before the war,
a2bout 20 per cent of the volume of U.S. exports and about 32 ver cent of U.S.
imoorts were carried in U.S. ships. During 1946, about 57 per cent of U.S.
exports and 66 ver cent of U.S. imports were carried in U.S. ships. For
the first helf of 1947, the respective figures were 52 per cent and 65 vper
~cent. It is estimated that by 1948 the respective figures might well be

ebout 48 per cent and 63 per cent.

These substantial shifts in the proportions of U.S. foreign trade
carried in U.S. ships reflect the changes which have been taking vlace in
the position of the U.5. in world shipping. At the end of the war, the
United States accounted for about 62 ver cent of the world total of ship-
ping tonnage. By the end of 1946, this had declined to about 52 per cent,
and by 1948 it is estimated that it misht be in the neighborhoed of 45 per
cent. These changes have resulted in part frem the new foreizn shipbuild~
ing orograms, tozether with the sharp drop in U.S. shipbuilding; howevar,
the principal cause has been the U.5. Government wolicy of large-scele
transfers to countries abroad of surplus war-built merchent ships. These
U.S. Government nolicies have contributed to the larse decline vhich has
taken place in the U.S. inactive fleet. The reserve fleet, which is the
largest component of the inactive fleet, emounted to 1,257 merchant vessels
totaling 11 million deadweight tona as of November 1, 1947.

As stated by President Truman, the present policy of the Administra-
tion is to ask for legislation to extend beyond February 29, 1948, the authority
of the Meritime Commission to ssll and .to.enable it to transfer sbroad:
war-built merchent vessels and to reduce the use. under present conditions,
of scarce resources in new shipbuilding progrems gbroad. New shipbuilding
is necessarily time-consuming. Althoush a reduction in the U.S5. freight
account of a significant amount might be drought about by substantial addi-
tional transfers of U.S. merchant ships abroad, say in the magnitudes of 50
per cent or less of the reserve fleet, there would vprobably still remain =
very large positive freight balance in the U.S. international accounts.

6. 1In brief, assuming a U.S. foreien aid program of the magnitudes
being considered, the U.S. freight balance, in 1948 at least, is still likely
to be in the magnitudes of $1 billion, although probably closer to $750 mil-
lion if substantial additional transfers of ships abroad are made in the near
future. Individual countries may, of course, be able t0 better their posi-
tion vis-a~vis the United States in this respect: however, in the ageregate,
the U.S. freight belance will continue to be an important source of net
demand for U.S. dollars in the coming months. In the longer rumn, if a
further decreese in the proportion of U.S. foreign trade carried in U.S.
bottoms is also accomvanied by a decline in U.S. export freisht rates,
particularly as compared with import rates, there misht result a reduction
in the freight balance to a level of about $500 million towards the end of
1948 and 1949, even without an important reduction in .the volume of U.S.
foreign trade. Much will depend upon the amount of new transfers of U.S,
shivs abroad. Thus, there has been a tendency towards the re-establishment
of the prewar situation of approximate equilibrium in the freight account,
but this cannot be exvected to teke place for some years, if at all.



2 Introduction

Before %orld ar II, the transportation account in the U.S. balance of
payments had tended to offset in vart the survlus of the United States on
merchandise account. After “orld Var II, the transportation account has
augnented the greatly increased U,S. surplus on merchandise account, and in
magnitudes of apvreciable significance. For example, during 1946 the U.S.
surplus on merchandise account amounted to $6.9 billion, and the balance on
transportation account %o $l.1 billion out of a total U.S. balance on current
account of $8.1 billion.

The foregoing change in the U.S. balance on transportation account was
primarily due to the altered net position of shipping-—the most importent
source of receipts and payments of foreign exchange in the transportation
account. As shown in Table 1, the U.S. paid out to foreign shipving
interests $108 million net in 1937. During 1946, however, U.S. shipping
interests received from foreigners $852 million net, accounting for 76 per
cent of the U.S. balance on transportation account, the remainder of which
was due to rail and air traffice. The bulk of the U.S. balance on shipping
account, $834 million net in 1946, was due to freight shipping.

TABLE 1
The Us S, Shipping Account

1937 and 1946
(millions of dollars)

Foreign Exchange Receipts
Freight
U. S. exports 65 1,080
Charter hire — 22
Third country trade L. 38
Foreign port expenditures in the U. S. 93 206
Total 1€2 1,346
Passengers
Fares i/ 9 28
Foreign port expenditures in the U. S. L9 16
Total 58 Ly
TOTAL RICIZIPTS 220 1,390
Dollar Exchange Payments
Preight
U. S. imports 186 245
Charter hire —— —
U. S. port exmenditures abroad o 267
Total 226 512
Passengers
Fares l/ w 97 19
U. Ss port exnenditures abroad : 2
Total 102 _ 26
TOTAL PAYMINTS 328 538
U. S. Balance on Shipping Account -108 +£852

:';J Includes paséenger expendi tures oﬂﬁ%oard ship.
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For the next few yeazrs at least, U.S. frelght shioping is likely to
continue to vlay a dominznt role in the U.5. transportation account. The
purvose of this memorandum, therefore, is to describe and enalyze the deter—
minents of the U.8. balance of foreign exchengze traznsactions on freight ship-
ping account Foreign exchange transactions on freight shipping eccount
occur only when payments by Americans to foreigners, or vice-~versa, arec mado.
For the purposes of simplification, foreign exchange transactions on freight
shipping account resulting from (1) third country trade, (2) charter hire,
end (3) vessels in foreign vorts are excluded. Hence, only foreign exchanse
transactions on freight shipping account resulting directly from the movement
of U.S. exports and imvorts are included.

The U.S. balaence on freight shipoine account (B) equals U.S. freight
shivping receivts (R) less U.S. freight shipving vayments (P). Since exports
and imports are valued on a vort-of-devarture (f.o,b.) basis for U.S. balance
of peyments calculations, U.S. flag vessels earn forelgn exchance on freight
shioping account only in carrying U.S. exvorts end foreien flas vessels earn
U.S. dollars on freisght shivpping account only in carrying U.S. imports.
Freight shipoing receipts are determined, therefore, by the volume of U.S.
weter-borne exvorts (a) times the provortion carried in U.5. flzz vessels
(x) times the average freisht rate ver long ton of U.S. exvorts carried in
U.S. flag vessels (b); payments are determined by the volume of U.S. water-
borne impsrts (a') times the proportion cerried in foreign flaz vessels )
times the everasge freigiy rate nver long ton of U.S, imports carried in for-
eign flag vessels (b!).

Chart 1 shows U.S. foreign exchanre receints and peyments on freight
shipping account for the years 1937-1947, based upon the shiovping weight
date of U.S. exvnorts and imports as recorded by the Bureau of the Census
of the U.S5. Devartment of Commerce, and the everzee freight shivping rates
aoplicable to U.S. exvorts and immorts as recorded by the U.S. Meritime
Commission. ZEstimates have been made for 1947 on the basis of partisl
data. ¥Prom Chart I, it may be observed that U.S. freight shivping receiots
rose at & quickening pace, while U.5. freight shippine payments remained
more on an even keel. Receiots amounted to $65 million in 1937 as com~
pared with $1,080 million in 1546 and an estimated $1,454 million in 1G47;
vayments smounted to $186 million in 1937 as compared with $244 million in
1946 end an estimated $300 million in 1947. Thus, the U.S. balance on freight
shipping account turned from a deficit to a surplus as & result of World War
I1, and, for reasons discussed bhelow, the survlus szrew steedily larzer after
the war. The freight shipping balance for 1947 is estimated at a surolus
of 41,154 million as coumared with a surnlus of %835 million for 1946 end
a deficlt of $121 million for 1937

In order to analyze further the conditions set forth in Chart I,
the following determinents of the U.S. balance on freight shivping account
are explored in this memorandum: (a) the volumes of the U.S. water-berne
exoort and import trade (Section 4): (b) the provertions of the volumes
of the U.§5 water-borne exnrrt and imvort trade carried in U.S. flag
vessels (Section 5); and (c¢) the everage freizht rstes per ton of U.S.

1/ B=RP=axb-alyhd
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water-borne exports and imvorts (Section €). Since the supply of merchant
shioping plays a significant role in determining all of these factors, it
is dealt with in the section immedietely following.

3. The 2upply of Merchant Shipnping

As of September 1639, the sunvly of merchant vessels in the world
emounted to roughly 13 thousand shins totaling sbout 81 million deadweight
tons.l/ At the close of the war, there were roughly 10 thousand vessels,
about 92 million deadweight tons. By the end of 1946--the most recent date
for which data are available st the time of writing--the number of merchent
vessels increased to avproximately 12 thousand, or to about 98 million dead-
welght tons. (See Chart JI). vhile the total existing surnly of merchant
shinping compares fcvorably with nrewar, there has been, nevertheless.s world wid
shortage of tonnage, as might be judeed by the hejght or freicht shivping
rates, as discussed in Section & of this memorandum,

Part of the supvly of U.S. merchent shivoing has not been available
to meet the ertraordinary mostwar shioning demands. As of Seotember 30,
1946--at the time of writing the only vostwar date for which the U.S. Mari-
time Commission has released comnlete deta~—2,332 U.S. merchant vessels,
totaling about 25 million desdweight tons, or only 4B vper cent of the total
number of U.S. merchent vessels, were actively engaged in what might be
considered peacetime trade, narticularly from a balesnce of rayments view-
point. (See Table 2). This excludes 519 VsS:zships under foreign registry
end lend-lease, "foreign" shins for balance of peyments purvoses, and
shivs in reserve, temporerily inactive, or in Army and Navy status. Of
the "U.S." shins excluded, there were, first, 1,548 merchent vessels owned
by the U.S Mearitime Commission in the reserve fleet, i.e., leid up at per-
manent anchorage by decision of the U.S. Maritime Commission. In addition,
thererwere 12 privately owned merchant vessels in the reserve fleet, which
were yet to be returned to their vrivete owners by the U,S. Maritime Com~
mission. It will be noted from Chart II that es of December 31, 1946, vrac-
tically all of the incresse in the number of vesscls over the amount aveil-
able at the end of the war was accounted for by the U.S. reserve fleet,
while in terms of tonnave the total of-ocean+going vesscls was less on
December 31, 1946, then on Sevtember 1, 1945, if the reserve fleet is
deducted. Throush its ability to operate or to charter merchant vessels,
which is discussed subseoucntly in some detail, the U.S. Maritime Commission
wes able to reduce the reserve fleet to a total of 1,257 merchent vessels
totaling 11 million deedweight tons as of Hovember 1, 1947.

Secondly, there were, as of Seotember 30, 1S46, 533 merchant vessels
in the temnorarily inactive fleet. Some of these 533 were intended for
scrapping, or were awaitine transfer to the reserve fleet, or charter, or
sale, or return to originel owners by the U.S. Maritime Gommission, while
others were out of servigce for a meriod of 30 days or more, for rcasons of

2] Merchaent vessels include all sea~20ing steam and motor-driven steel
vessels of 1,000 ezrosw tons and over. BExcluded are vessels of a
strictly military tyvme, such as LST's. aircraft cerriers, etc.






OCEAN-GOING MERCHANT VESSELS OF THE WORLD

Number and Deadweight Tonnage, Prewar and Postwar
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revairs, overhauling, etc. Lastly, there were 435 merchent vessels requi-
sitioned by or loaned to the Army &nd Navy, suonlying Army and Navy bases
in the occuvied aress and in other parts of the world.

The effective suopnly of shipving has also been limited by the fact
that ocean-going shipping in the postar period hes not been as efficient
as in prewar. While U.S. vessels increased their efficiency-~i.e., their
carrying capacity ver deadweight ton--by a2n estimated 50 per cent, foreiszn
fleets deteriorated severely under the stress of war. 014 foreign vessels
generally were not replaced. They were not kent up nroperly and meny suf-
fered from battle demage. Hew foreign ships were more efficient than prewar
or war~constructed shins, but still formed a relatively small proportion of
existing tonnage.

The exceptional number of ballest voyases due to the dislocation of
world trade, and the increased shivn turnaround time as compared with orewar
because of inadequate port facilities, poor labor performance and & greater
number of labor disnutes made for less effective utilization of the existing
supnly of tonnage. iMany more shivs were required to werform the same amocunt
of work than was the case in the vrewar period.

The Allocetion of Shivping: Whereas in September 1539, the U.S. merchent
fleet accounted for only 15 per cent of the world ocean-going deadveight ton-~
nege total, it was responsible for 62 per cent in Sepvember 1945 and 52 per
cent at the end of 1946. As is shown in Table 3, the U.S. emerged from World
War II with about 57 million deadweight tons of ocean-going shipping, or about
5 times the 1939 level of tonnage. Foreign netions,which hed some 69 million
deadweight tons of shivppine in 1939, ceme out of the war with only about 3%
million deadweight tons, the bulk of which was British. By the end of 1946,
the situation was considerably changsed, however, as foreien fleets increased
to avproximately 47 million deadweight tons, while the U.S. deadweight ton—
nege declined to about %1 million.

At the end of the war, the U.S. hed the newest merchent fleet afloat.
According to a survey by the National Federation of American Shivping,
& private organization of American shinpers, the United States was far ahead
of all other mejor maritime nations in the vromortion of new to old vessels,
Over 90 per cent of the vessels in the U.S. merchant merine st the end of
1946 were less then 15 years old, This comnared with a world average of 70
per cent, the British averegze of 78.8 per cent, andaenrayerageandngdnajrr- con—-
tinental Allies" of 15.5 per cent. MNevertheless, the lack of larse-scale new
ship construction in the U.S. since the end of the war, together with the
large shipbuilding progrems in other countries, the transfers of U.S. ships
abroad, and U.S. building for foreign account, oreseze: a relative ageing
of the U.S. merchant fleet &s well zs & further decline in the proportion of
the U.S. merchant fleet t5 theiworld total. ‘
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TABLE 3

1
Ocean-going Merchent Vessels of the World"/
Prewar and Postwar

Number Gross Tons Deadweight Tons
September 1, 1939
Total, All Flags 12,798 58,270,374 80,600, 6C0
United States 2/ 1,379 8,125,756 11,681,700
Foreign ' 11,419 50,144,618 68,918,9C0
Seotember 1, 1945
Total, All Flags 10,175 65,859,204 91,663,500
. United States 2/ 5,529 40,080,002 56,797,700
Foreign Ly, 646 25,779,202 34,865,800
December 31, 1946
Total, All Flags 12,297 69,806,500 98,026,000
United States 2 4,888 35,235,500 50,820,000
Foreign 7,409 34,571,000 47,206,000

1/ 1Included as "foreign™ and excluded from "United States" are merchant
vessels owned by the United States but under foreign registry, (See
Table 2,)

gj Data for 1939 and 1946 cover U.S. merchant vessels of 1,000 gross tons
and over, except vessels on the Great lekes. Data for 1945 cover =all
U.S. merchant vessels of 1,600 gross tons and over.

Ship Construction Abroad: Out of the total world new shinbuilding
programs under way as of December 31, 1946, about 94 pesr cent was under
way at non~U.S. shivyards., As shown in Teble L, this percentage increased
slightly in the first two quarters of 1947. The bulk of the new ship-
building was accounted for by European shipyerds, and, for example, as of
the end of June 1947, 54 per cent of the total was underway at British
shipyards. Furthermore, an increasing vrovortion of U.S. shiobuilding
was for foreign account: 16 per cent of the number in the last quarter o?
1946, 28 vper cent in the first quarter, and 48 per cent in the second quar-
ter of 1947.

U.S. Shipbuilding for Foreign Account: During 1946, a tctal of 20
shins with & gross tonnaze of 78,342 tons built for foreign account were
leunched in the United States. Holland accowmted for 1% ships (gross ton-
nage 74,936 tons); Honduras, 2 shivs (gross tomnege 3,114 tons); and the
U.5.8.R., 2 shivs (eross tonnsge 292 tons). Deta of laanchings are not
available for 19473 however, as is shown in Tadble 5, the bulk of new U.S.
shivs under construction for forelgn account in the first half of 1947
was for Brazil.
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TABLE &

Ocean-going Merchant Tonnage of the Wbrldlj

Under Construction as of Last Quarver of 1046, First Quarter

(Steam and motor vessels of 100 gross tons and over)

Country of

Construction

Argenting
Belgium

British Dominions,
Colonies, etc.

China
Denmark
Egypt
France

Great Britain and

Ireland
Holland
Italy
Norway
Portugal
Spain
Sweden
U.s.
Uruguay
Yugoslavia

TOTAL

of 1947 and Second Quarter of 1947

Quarter Ended
Dec. 31, 1946

Gross
No. Tonnage
1 730
L] 84,298
58 167,799
3L 158,143

582/ 196,1592/
429 1,928,857

91 196,358 -
87 162,390
62 77,838
5 12,250
L7 107,760
66 248,205
4 326,753

6 2,436

Quarter Ended
Mer. 31, 1947

Quarter Ended
June 30, 1947

Gross
No. Tonnage

1 930
48 85,80k
€7 177,159

2 1,450
37 161,863

0

1 50
802/ 232,5u52/

Lby& 2,031,715

97 213,426
78 163,917
€7 87,950
5 12,250
L9 111,998
65  24h,205
37 214,923

6 2,436

Gross
No. Tonnage

1 730
L1 98,146
90 221,494
30 139,992

1 500
84 236,678

39 2,054,376
101 224,428
77 191,342
68 80,906

8 15,090
55 112,524
70 266,905
34 183,236

6 2,436

»300

kR

Returns incomplete.

Returns not available for Germany, Japan, znd U.S.5.R,

and Ireland on which work was suspended.

, . 3 9
T,0093/5,870,2783/ 1,0962/3.7u3.315i/ 1,1525/5,536., 0832

Includes 44 vessels of 89,506 tons on which work was suspended.
Includes 36 vessels of 72,521 tons on which work was suspended.

Includes 7 vessels of 4,136 tons under construction in Great Britain
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Ships Under Construction 1n the Unlted States for Foreign Arcount

For the qucrters “Tnced Deceaber 31, 1946,
March 31, 1947, and June 30, 1947

(Steam and Motor Vessels of 100 Tons and Over)

Quarter Fnded Quarter Inded Quarter Znded

Dec. 31, 1946 Mar. 31, 1947 June 30, 1947
Country of Gross Gross Gross
Registration No. Tonnage Yoo, Tonnage Tio. Tonnage
Argentina - - - - 2 506
Brazil 6 42,000 7 L2 ,700 10 61,000
British Dominions - - 1 150 - -
France - - - - 2 800
Heolland 2 15,842 - - - -
Mexico - - - - 1 k50
Panama 2 14,000 2 14,000 - -
Sweden - - - - A 1,300

TOTAL 10 71,842 10 56,850 16 6k, 056

Foreign Purchases of U.S. Surplus Ships: The aunthority for the transfer
to countries abroad of surplus vwar-built merchant vessels was granted to the
U.S. Maritime Commission by Congress in the U.S. ilerchant Ship Sales Act of
1946. Through the operation of this Act, there occurred a significant redis-
trivution in the world's ocean-going fleet. Transfers of surplus ships from
the U.S. Government fleet to foreign flag onerators begen in August l9u6 and
are due to end on February 29, 1948, unless Congress extends the U.S, Maritime
Commission's authority. On December 1, 1947, the President of the United
States recommended %0 the U.S, Congress that it extend the lLieritime Commission's
authority to sell surplus ships until June 30, 1949. In his message of
December 19, 1947, on the Suropean Recovery Program, President Truman stated:

"The interest of the United States will be served best by permitting
the sale or temporary transfer of some of our war~built merchant ships to
the Turopean countries. 3ecause of werld steel shortages, the sale or
temporary transfer of shins should be linked with a reduction or deferment
of the projected shinbuilding schedules of the particlpsting countries. These
arrangemeints should be consistent with their long-range merchant marine
requirements. They should also be consistent with our long-range objectives
of maintaining an adequate merchant marine and shipdbuilding induvstry for the
United States.”

Since the war, U.S.-flag onerators have been able to purchase or chorter
survlus ships, but foreign-flag operators have been a b%e,to acqulre surnlus
ships from the U.S. Government fleet by purchase only.=They have been eli-
gible to buy such ships from the U.S. Maritime Commission for cash or on
credit i

St

~

See, however, the previous paragraph. The Bill submitted by the President
would permit the charter to countries participating in the Zurcpean Recovery
Program of merchant vessels Yowned by the United Stabtes which the United
States Maritime Commission certifies as excess to its current requirements.”

==
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1) Subject to a prior claim by U.S.~flag operators against any or all
ships,

2) Provided any ship in cuestion is not essential to the long-run needs
of the U.S. merchant marine,

3) Apart from certain craft barred from foreign transfer because of
national defense considerations.

In accord with its policy of encouraging a U.S. merchant marine, the U,S.
MHaritime Commission's policy permits U.S. operators to have a prior claim to
the war surnlus fleet, which includes Liberties, Victories, coastal freighters,
and other relatively desirable cargo vessels. As a consequence, the less
desirable ships have bulked large among the foreign purchases.

Forelgn shipovmers have pald the some sales price for a given vessel as
an American vurchaser would have had to pay if he had exercised his priority.
The sales price formula has varied by class of vessel, particularly as betveen
freighters and tankers, vhile maizing special allowances, on individual ships,
for wear-and-tear, depreciation, and conversion expenses. In practice, the
U.S. Government is getting back in general only about a third of what it
spent to build the freighters, and only half of what it spent to build the
tanlzers. On the basis of the building cost differential discussed below,
it may be surmised that the foreign purchaser bought his ship at a price
which approximates the pre-war cost of constructing a comparable vessel in
the shipyards of the "most favorable'" country abroad.

Progress in selling the surplus fleet has been relatively slow. The
Maritime Commission confronted a series of problems in administering the
Ship Sales Act. Consideradle time was required to evolve the standards by
which the Commission would be guided in carrying out the sales program.
Sales to foreign purchasers were delayed as the result of disagreements over
payment for repairs, and for a variety of other reasons. There was also
reportedly some opposition from private U.S. operators to the sale of any
considerable number of shins to foreign interests.

Tne sale of U.S. ships to foreign flag operators to the end of 1947, was
expected to aporoximate 1,000 merchant vessels agoregating 10 million dead-
welght tons, or about. a tenth of the total world ccean-going shipping currently
afloats As is shown in Teble 6, up to July 31, 1947, deliveries to foreign—
flag operators amounted to almost 85 per cent of the total--i.e., 348 vessels
aggregating about 5.5 million deadweight tons, or close to 9 ver cent of the
vorld ocean—going fleet. OFf the total of 848 shins, 191 were transferred
during August~December 1946 and 657 during Janvary-July 1947.

These figures, hovever, are somewhat misleading. They include 109 shins
going to the Panama-Honduras fleets. Since the bulk of the Panama-Honduras
transfers renresented purchases by U.S, nationals operating shins under a
foreign flag, it is cuestionable how far they should be regarded as having
increased the supply of the rest of the world at the expense of the U.S. supply
of shioping. Iloreover, part of the transferred vessels vere U.S. Lend-Lease
ships already operating undex Zuropean flags, peyment for which was now settled.
In mid-1946, apart from a Soviet and Polish cuota of 100 shivs, British, Belgian,
French, Greek, Dutch, and forvegian shivovners were operating 404 U.S. Lend—
Lease craft, part of wvhich, in the case of the British, may not_ he purchased
and, therefore, may be returned to the U.S. around larch 1948.

1/ Statistics are not available as to the vart of transferred vessels repre-

senting U.S. TLend-Lease ships, or as to the projected return of U.S, Lend-
Lease ships by foreign ccuntries to the U.S. Government.




Merchant Vessels Sold by United States Meritime Commission
Under Terms of Merchant Ship Sales Act of 1946,
August Ist, 1946 to July 31st, 1947

TABLE 6

Type, Number, and Tonnage, by Registry
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Type and1Fiég4 Ko, Gross‘Tons Deédweight Tons
United States
Tenker 60 . 611,073 972,726
Cergo 252 1,758,300 2,5°0,1°9
Totals 312 2,3690373 3’5571355
Argentina
Tanker 1 L3740 3,925
Corgo 19 143,681 201,507
Totols 20 146,841 205,432
Belgium
Tenker 1 10,296 16,297
Cargo 14 104,306 149,269 "
Totals 15 115,102 165,556
Brazil ,
Cergo 12 45,676 63,534
Cenada
Tanker 4 11,205 65,250
Chile
Cargo L 24,856 34,923
China
Cargo 18 R6,521 177,818
Colombia
Cergo 8 20,434 L3,188




Merchant Vessels Sold by United States Meritime Commission
Under Terms of Merchant Ship Sales Act of 1946,

Table 6 continued

August lst, l?hé to July 3lst, 1947

Type, Number, and Tonnage, by Registry

-13 =

Denmark
Ca.rgo 19 129 932“4' 177 )601
Egypt
Transport 2 1h,354 b,732
Finland
Cargo 2 14,352 21,000
France
Tanker 7 71,328 115,256
Cargo 76 543,012 801,992
Totals 83 €14,340 917,248
Great Britain
Tonker 20 4?04;9? :3?6;935
Cargo 151 927,273 1,384,343
Totels 171 1,132,008 1,711,278
Greece
Cargo 100 712,457 1,044,595
Honduras
Cargo 23 165,473 244,517
India
Cergo 11 81,600 116,337
Italy -
Tonker L 40,757 65,682
Cargo 87 25,186 917,773
Totels 91 665,94 983,455




Table 6 continued
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Merchant Vessels Sold by United Stotes Maritime Commission

Under Terms of Merchent Ship Seles Act of 1946,

August 1st, 1946 to July

31st, 1947

Type, Number, and Tonnage, by

Registry

Type and Flag No. Gross Tons Deadweight Tons
Netherlends
Tenker 3 16,766 ?k,139
Cargo 67 460, 504 657,614
'~ Totels 70 477,270 631,753
New Zealand
Cargo 1 5,158 7,312
Norway
Tenker 8 81,872 130,946
Cargo 72 Loo hol €06,934
Totals 80 504,346 737,820
Panama
Tanker 20 197,565 315,463
Cargo 66 452,731 665,386
Totals R6 651,296 920,549
Peru
Cargo 8 34,187 49,792
Philippines
Cargo ? 13,422 17,841
Poland
Cergo 1 7,612 10,719
Sweden
Cargo 5 25,836 36,156




Table 6 concluded - 15 =

Herchent Vessels Sold by United States Maritime Commission
Under Terms of Merchant Ship Seles Act of 1946,
Avsust 1st, 1945 to July 3lst, 1947

Type, Number, end Tonnage, by Registry

Tyﬁe and Flag No. Gross Tons Desdweight Tons

Turkey

Cargo 6 18,960 25,627
Union of South Africas

Cargo 3 22,818 31,752
Uruguay

Tanker ? 20,592 32,536
Venezuels

Tanker 1 3,160 3,925

GRAYD TOTALS 1,160 R,175,026 12,095,011
Totals ~ Americen Flag 317 2,369,273 3,552,355

Foreign Flag ans 5,205,653 8,542,656
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In view of President's Truman!s statements on transfers of shins to
countries obtaining U.S. aidynoted above, the vresent tendency for the U.S.
proportion in the world supply of shipping to decline may continue, even if
the rate of new construction abroad is slackened. A greater use than might
otherwise be expected of the U.S. reserve fleet might mord t¥an-affset ai..
decline in new -shipbuilding adroad.

It is against this supply picture that the determinants of the U.S.
freisht shipping balance, discussed below, are to be considered. The first
set of determinants is the volume of U.S. exports and imports,

L, Volume of U.S. Zxport and Imsort Trade l/

The volume of water-borne trode is determined by a complex of factors,
such as the level of economic activity both in the United States and abroad,
the comiodity composition of foreign trade, etc. 3efore the var, the volumes
of U.S. water—~borne export and import trade tended close to equilibrium. The
volume of U.S. exports veried between 51 and 56 per cent of the totel volume
of U.S. foreign trade during the period of 1929~193¥Z As a conseguence of
post-war demands for relief and rehabilitation goods, particularly for grain
and coal, the volume of U.S. water-borne exports rose sharply relative to
the volume of U.S. water-borne imports. This tended, along with other fac-
tors, to increase freight shipning receipts sharply relative to freight shin-
ving expenditures,

As shovm in appended Table 13, U.S. water-borne exports to all countries
amounted to 77 million long tons in 1946 as compared with about 55 million
long tons in 1937. 3Before the war, the United States had expcried a pro-
portionately small amount of grain and coal. In 1946, exports of grain and
coal—the mrincipal tramp shipments—amounted to about 28 million long tons,
or about one-half of the total volume of water-borne exports to all countries,
excent Canada and Mexicae. Z/ In the first half of 1947, the shipning weight
of U.5. water-borne exports to a2ll countries rose furtiner, reaching the annual
rate of 104 million long tons, including Canada and Mexico. During the same
period, U.S. exports of grain and cosl attained the annual rate of 46 million
long tons, or over 50 per cent of the total to all countries, excent Canada
and liexico. Data on value of exmorts for subseguent months indicate a »nro-
bable slight decline in thne volume of water-borne exports during the second
half of the year. (See RD-398.)

vieanvhile, the volume of U.S., water-borne imports remszined much closer to
nre-var levels. During 1946, U.S. water-borne imports amounted to about 44
million long tons as compared with 42 million tons in the pre-war periocd. In

1/ TFor purposes of this analysis, volume of trade refers to unweighted tomnage
figures. '

2/ Canzda and liexico vere excluded since there were no statistics available
for grain and coal exports by mode of transportation, and the bulk of
total exports to both countries was shinped via rail.
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the first half of 1947 the shipping veight of U.S. water-borne imports rose
further, reaching the annual rate of 51 million long tons. Such imports
probably have remained at about this level during the second half of the year.

The effect of changes in the volumes of U.S. water-borne ekvorts and
imports on the’U.S. freight shi»ping balance is shovn in Table 7 on the assump-
tion of (a) constant proportions of the volumes of exports and imports cocrried
in U.S. flag vessels, and (b) constant average freight shipning rates per cargo
ton, both based on data for Janvary-June 1947. l] It is estimated that with
the January-June 1947 volumes of water-borne exports and imports (annual
rate), i.e., ezports of 104 million tons and imports of 51 million tons, the
U.S. freight shinping balance equalled $1,154 million. If the volume of
exports, hovever, had amounted to the 1937 level of 55 million long tons, and
the volume of imports to 42 million long tons, the U.S. freight shipping
balance would have ecualled $544 million.

In using the table, for forecasting »urposes, however, it should be noted
that, other things being equal, large percentage variations in the levels of
U.S. exports and imports probably would induce significant changes in the pro-
nortions of the volumes of exports and imperts carried in U.S, flag vessels,
and in the average freight shipping rates per cargo ton, hence substantially
affecting the results. Vith the relative scarcity of foreign shinping in the
nost—~war period, a greater percentage reduction in the levels of U.S. exports
and imports probably could talte place than before the war without inducing
significant changes in the other variables. E/ Assuming that a change in the
volume of total U.S. foreign trade of 10-15 wer cent would not significantly
affect the other factors, if the volume of U.S. exports declined from the
January—June 1947 level (annual rate) of 103.6 million long tons to 90 million
long tons, while imports remained at 51 million long tons, the U.S. freight
shipping balance would deciine to about 5990 million. (See Table 7.) Hence,
a 13 per cent decline in the volume of U.S. exports would be accompanied by
a 17 per cent decline in the freight shipping balonce. In other words, the
U«S. freight shipping balance would fall at a faster rate than the decline in
the volume of U.S. water—-borne exports. If both the volume of U.S. exports:
and imports declined by the same percentage, the freight shivping balance would
decline proportionately.

In brief, the importance of changes in the volume of foreign trade on the
shipning balance is seen in the fact that about 38 per cent of the rise in the
balance between 1937 and 1947 has been calculated to be attributable to the
changes vhich toolz place in the volumes of exports and imports. Furthermore,
the other factors accounting for the increase, namely the changes in the pro-
portions of trade carried in U.S. bottoms and the changes in freight shinping
rates vere in large measure brought about by the changes in the volumes eof ..
exports and imperts.

1/ See footnote 1, page 27,
g/ Sharp changes in the eomposition or direction of U.S. trade, of course,
may alter this situatione
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U.S. Exports (millions of long tons)

TABLE 7
1/
Betimated Range of the Balance on U.S. Freight Account as Determined
by Varving the Volume of Foreien Trade 2f
(millions of dollars)

U.S. Lmports

Per (millions of long tons)

Lent 10 20 30 35 Lo 45 50 55 60 65 70
30 370 313 . 257 . 228 200 172 . 1bk 115 . 87 .5 - 30
35 Lyl 385 328 300 271 213 215 186 158 130 101
ho } 512 Ls6 399 371 342 314 286 257 229 201 172
45 | 583 527 470 Lh2 413 385 357 329 300 272 2Ly
50 654 598 541 513 1485 L56 n28 400 371 343 315
50 : 797 740 683 © 655 627 598 570 sh2 51k L85 L57
70 W 939 882 826 797 769 741 712 68l 656 627 599
80 1,081 1,024 968 akn 911 883 855 826 7a8 770 741
90 | 1,223 1,167 1,110 1,082 1,053 1,025 997 969 glo gl12 884

100 | 1,366 1,309 1,252 1,224 1,196 1,167 1,139 1,111 1,082 1,054 1,026

110 1,508 1,451 1,395 1,366 1,338 1,310 1,281 1,253 1,225 1,196 1,168

120 1,650 1,593 1,537 1,508 1,480 1,852 1,423 1,395 1,367 1,339 1,310

1/ In favor of foreign countries (=)
2/ Held constant in the computation of the balances are the following factors based on data for January—June I9W7:

Provortion of U.S. exports carried in U.S5, bottoms - 52
Proportion of U.S. imports carried in foreign bottoms - 35
Estimated average freight rate per long ton of U.S. exports - $27.35

'

nstimated average freight rate per long ton of U.S. imports $16.18
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5. The Proportion of U.S. Foreign Trade Cerried in U.S. Bottoms

The U.S. freight balance in 1ts international sccounts is also greatly
influenced by the proportion of U.S. shipnine weight carried in U.S. vessels,
which 1is, of:course, a function of military and institutional as well as
economic circumstances. It is determined by tacit egreements in International
Shipping Conferences, and by Governmental shipping policies as well as by the
free market forces of demand for and supvly of shipping. International Ship- -
ping Conferences, in effect, have alloceted the trade to be carried in the
vessels of the various member nations by agreeing to the routes to be served
by, and the sailing dates for, ships of particular countries. Before anal-
yzing the deta with regard to the proportion of U.S. foreign trade carried
in U.S. bottoms, the U.S. Governmental shipning policies which influence
these proportions are discussed.

In order to maintain an effective U.S. merchant marine, the U.S.
Government had pursued shipping policies which were aimed at securing a
"substantial portion" of U.S. foreign commerce for U.S. flag vessels.

During World War II, this situation changed drastically. With the develop-
ing relative shortage of non-U.S. tonnage, the relative strength of the
United States increased greatly and many of the U.S. shipping ‘protectionist”
policies were suspended or relaxed.

U.5. Government shipping policy is based largely on the Merchant Marine
Act of 1936. This Act vrescribes a fleet sufficient to carry all of U.S.
wator-borne domestic commerce and a "substantial portion" of U.S. foreign
commerce. The Act also prescribes a merchant marine capable of serving as a
naval and military auxiliary in time of war or national emergency". The
Maritime Commission has ample lezal authority, under the 1936 Act, to get
additional tonnage put into any trade where, in its opinion, U.S. needs are
not being adequately served. During the postwar period many ship operators,
particularly U.S. operators of tramp vessels, forewent the benefits they
might have received under the provisions of the Act in order to be free to
operate on trade routes of their own choosing.

In fulfillment of its objectives, the U.S. Government provides for sub-
sidization of the U.S. merchant marine and "tied loans", i.e., governmental
loans requiring the use of U.S. flag vessels for the transport of goods pur-
chased under the terms of the loan in the United States. Both of these meth-
ods, when applied, tend to bolster the provortion of U.S. foreign trade carried
in U.S. vessels.

To aclieve these alms, the Maritime Commission has been granted the
following powers:

(a) To aid citizens to construct vessels through the grants of
construction-differential subsidies,

(b) To grant operating-differential subsidies.

(c) To charter vessels with ootion to purchase.

(d) To operate vessels itself.

The Commission is authorized to use the above methods whenever they -are neces-
sary to accomplish the purposes of the Merchant Marine Act. However, to
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safeguard the rights of privately owned and operated American-flag steeam-
ship lines and "to preclude unnecessary competition between American-flag
services", the Commission may establish services on essential routes through
the sale, charter, or operation of its own vessels only when trade and
national defense needs are not being adequately served by existing services.
Fssentially the same safecuard is set up in connection with grants of oper-
ating differential subsiuies.

The construction differential subsidy is paild by having the Maritime
Commission absorb the difference between what it costs to build new vessels,
or additions to existing ships in the United States, and what it would cost
(es nearly as this can be determined) to build similar vessels or additions
to existing ships in the "most favorable" foreign shipyard. During the war,
as high as 50 per cent of the total ¢osh of construction was paid in the form
of subsidies. No subsidies on new ship construction have been paid in the
postwar period.

With a view to future policy, the President's Advisory (ommittee on the
Merchant Marine recently recommended amendments to the construction differ~
ential subsidy provisions of the 1936 Act to foster the progressive replace-
ment of war-built tonnage. Among the recommendations of the Committee in
this regard were: (1) during the next three years, at least, the maximum
construction differential subsidy of 50 per cent permitted by the 1936 Act
should be granted: end (2) the minimum age limit at which vessels may be
classed as "obsolete vessels" by the U.S. Maritime Commission for purposes
of exchange or for an allowance of credit on the construction of new tonnage
should be reduced from 17 years, as now provided in the 1936 Act, to 12
years until July 1, 1957.

Operating differential subsidies, which were suspended in 1942 and are
expected to recommence at the beginning of 1948, are bzsed on five items:
the wages of seagoing personnel, subsistence, maintenance, repairs, and insur-
ance. In the past, wages have been by far the largest item, accounting for
more than a third of the teotal operating differential subsidy payments. The
wages of American seamen tend to be hicher than those paid foreign seamen.
(See Table 8). Hence, the practice of hiring American seagoing pe=rsonnel
only, as specified by the 1936 Act, had caused greater overating differen-
tial subsidy payments to be made than otherwise would have been incurred.
After deducting tankers, which were not subsidized, vessels receiving oper-
ating differential subsidies as of September 30, 1939, were 59 ver cent of
the existing U.S. foreign~going fleet of 319 merchant vessels,

In addition to the foregoingz benefits, the 1936 Act also provides for
Government zssistance to facilitate the privete financing of new construe-
tion, for trade-in allowances on old vessels, snd for a system of tax exXemp~
tions and tax deferments designed to channel profits into the acquisition of
new tonnage. In these regerds, the President's Advisory Committee on the
Merchant Marine recommended the following: (1) the restoration of the U.S.
Maritime Commission's construction revolving fund, which Congress in the
Supplemental Appropriation Act for 1948 withdrew and put into the Treasury
as "Miscellaneous receints", excevt for moneys required for limited 1948
expenditures and obligations; and (2) the liberalization of trade-in allow-
ances, depreciation and reserve funds allowances,



TABIE 8

Monthly Wages of Able Seamen
(Expressed in U.S. dollars)

1938 1946 1947

Country Basic Bagic ZEstimated Basic Estimated
Wage Wage Total Pay Wage Total Pay
United States 73 173 286 192 290
Great Britain L8 — en 96 103
Denmark L2 - e 85 90
France 35 - - 79 92
Germany 50 - —_— — —
Italy 27 —_— — — —
Japan 1 —— - — —
Netherlands 50 7 100 74 80
Norway 42 51,60 113 101 108
Sweden Lh -— . 86 118
Canada — - — 150 170
Greece — — —— 112 117
Yugoslavia — - — 8 a7
Belgium — 50 102 — -

s

The Maritime Commission's authority to operate, or to charter to
private U.S. shipping companies, merchant vessels from the government-owned
temperarily inactive or reserve fleets makes for a substantial degree of
elasticity in the size of the active U.S. mershant fleet. . As of May 31,
1947, there were 9 dry cargo vessels and 260 tanker vessels actively engaged
in foreign trade which were operated by private shipping agents for the U.S.
Maritime Cormission. There were 1,000 chartered vessels engaged in foreign
trade as of November 15, 1947, a decline of about one-third from the number
in July, 1947, reflecting the pesk level of trade in the second quarter of
the yeer. Since charters need run only 60 days before cancellation notice
to the Maritime Commission may be given by the shipping company involved,
changes in the volume of trade may be rather quickly reflected in the number
of vessels chartered by private U.S. shipping operators.

The Maritime Commission's authority to operate and charter, as well as
to sell, Government—owned war-built vessels expires February 29, 1948. As
indicated earlier, the President of the United States has recommended to ~
Congress that the Maritime Commission!s suthority in these regards be con-
tinued until June 30, 1949. Without an extension of the cut-off date of
February 29, 1948, the Maritime Commission would have to place chartered
war-built merchant vessels in the Government~owned reserve fleet, thus
significantly reducing the»world supply of merchant shipping.
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Tied Loanst Before the war, all of the goods purchased in the
United States with the proceeds of loans made by the Export-Import Bank
had to be carried in American~flag vessels. Exceptions occurred only when
the Shipping Board certified that U.S. ships were not available in suffi~
cient number, on time, or at reasonable rates. In the spring of 1947, the
Export-Import Bank ruled that only & "substantial pronortion" or "50 per
cent" of the goods purchased in the United States with the proceeds of
loans made by the Exvort-Import Bank had to be carried in American-flag
vessels. This rling represented a compromise in a controversy betlwsen
Norway ard the Export-Import Bank as to the shipping stipulations attached
to the Norwegian loan made many months earlier. The Norwegians argued
that Norwegian ships were available at lower rates, and, hence, that the
doller expenditures would be excessive in relation to the shipping services
received from the United States.

The Y"50 per cent" tonnage clause hes not been of great significance in
the immediate postwar period. Since V-J Day, distressed countries gener-
ally have been unable, except in svecial cases, to provide the necessary
shipping to carry as much as 50 per cent of their imports from the Unlted
States in their own bottoms. Moreover, disbursements by the Export-Import
Bank in the period of July, 1945-June, 1947, accounted for only about 10
per cent of the value of U.S. merchandise exvorts in that peried. In 2ddi-
tion, much of the disbursements were in the form of recomstruction loans,
involving the purchase of machinery and other industrial materials in the
United States. Shipping frelght costs for such manufactures formed a rela-
tively small proportion of the total value of such shivments. Hence, the
20 ver cent" tonnasge clause affected lees than 10 per cent of the total
freight revenues of the United States in thet period.

The Nroportions Carried in U.S. Bottoms: The shipping policies of the
U.S Govermnment can thus be largely understood as an attempt to influence the
proportion of U.S. foreign trade carried in Americen bottoms. Part of the
explanation for these policies may probably be found in the outstanding im-
portance in the prewar years of the proportions of U.S. foreign trade carried
in U.S. bottoms in determining the freight balances of the United States.
As has been shown in the preceding section, the volumes of U.S. water-borne
exports and imports had been close to equilibrium before the war. As shown
below (Section 6), the average freight rates per long ton of U.S. exports
and imports mlso were roughly equal. Under these circumstances, the
excess of the proportion of U.S. imports carried in foreign bottoms over
the proportion of U.S. exports carried in U.S. bottoms caused, in the main,
the deficit on U.S. freight shipping account.gj The proportion of U.S.

;j In other words, the U.S. freight shipping balance was, assuming export
volume & import volume and export and import freight rates at the same
level, directly proportional to the difference between the proportion
of U.S. exports carried in U.S. flag vessels and the proportion of U.S.
imports carried in foreign flag vessels. Symbolicelly, B = ab/x -(1-x!)/,

where!
B = the freight shipping balance
a = volume of U.S. exports = volume of U.S. imports
b = average freight shippinz rate per long ‘ton of U.S. exports

carried in U.S. bottoms = average freight shipning rate
per long ton of U.S. imports carried in foreign bottoms.
X = the proportion of U.S. exports carried in U.S. flag vessels.
x'= the proportion of U.S. imports carried in U.S. flag vessels.
On the basis of the formula, the percentage deviation of the calculated
value from the actual value of the freight shivping balance for 1937
amounted to 19.8 per cent.
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exports carried in U.S. bottoms equaled 20 per cent in 1937; the proportion
of U.S. imports carried in foreign bottoms, 68 per cent. These proportions
wvere roughly in accord, as shown in Section 3, with the prewar distribution
of ocean~going tonnage between the United States and the rest of the world.

The importance of the proportion of foreign trade carried in U.S.
bottoms in determinine the U.S. freight balance cen be seen from an examina-
tion of Chart I1I. Assuming the 1937 average of the volumes of water-
borne exports and imports multiplied by the existing average freight rate,
and the relationship of the proportion of U.S. exports carried in U.S.
bottoms to the proportion of U.S. imports carried in U.S. bottoms which
existed during 1929-1938, the hypothetical values of the U.S. freight suip-
ping balance corresponding to various levels of the proportion of the wolume
of U.S. exvorts carried in U.S. flag vessels are shown.l/ From Chart III, it
may be observed that the proportion of the volume of U.S. exports carried in
U.S. flag vessels would have had to equal 39 per cent (i.e., the point of
intersection of the line and the X axis) in order to have made the U.S.
freight shipping account balance. If the pronortion of the volume of U.S.
exoorts carried in U.S. flag vessels had equaled more than 39 mer cent there
would have occurred a surolus on U.S. freight shipping account. If, in 1937,
the U.S. had carried in its own shivs the same proportion of its foreien trade
as at present, and assuming other factors had remained the seme, it would have
had & freight shivping surplus of close to $100 million instead of a deficit
of about the same amount.

In the postwar, however, the provortion of foreign trade carried in
U.5. bottoms has been much less important in determining the actual freight
balance. Only about 15 per cent in the rise in the freight shipping balance
between 1937 and 1947 may be attributed, on the basis of computations, to
the chance in proportions carried in U.S. bottoms during that period. As
developed in other sections, the explanation for this is that the percent-
age changes in the volume of foreign trade and freight rates were much
greater than the chansges in provortions carried in U,S5. bottoms coupled with
the fact that export volumes and export freight rates have irereased much
more than import volumes and import rates.

The lack of foreign tonnage in relation to the postwar shipping demands
caused considerable rises as compared to prewar in the proportions of U.S.
foreign trade carried in American bottoms. As is shown in appended Table
13, the proportion of exports carried in U.S. flag vessels in 1946 amounted
to 57 per cent; the proportion of imports carried in U.S. flag vessels to 66
per cent.

Between 1946 and the first half of 1947, desnite the rise in the volume
of U.S. vater-borne exports, the provortion of exports carried in U.S. flag
vessels declined from 57 per cent to 52 per cent. In the prewar vperiod,
on the other hand, a rise in the volume of water-borne trade and freizht
rates tended t0 cause an increase in the proportions carried in U.S. bottoms.
U.5. shipping overztors would find it oprofitable to put marginal U.S. ships
into active foreign serwice. These ships could be drawn from the U.S. reserve
fleet. Under boom conditions, therefore, the active U.S. merchant fleet was
eble to expand rather quickly. TForeign fleets exnanded far more slowly, of
course, since there were no reserve fleets at their disvosal. Some time

1/ B = 694 56 X = 270.56, which was derived by substituting X' = 1,34 x 4 .09,
as shown in Chart 1V, into the formula given in footnote on the preced-
ing page, where a = 48 5 million long tons and b = $6.12 per long ton.
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elsnsed before foreigners decided the boom was going to continue for a
sufficient period s to justify the construction of new merchant vessels.
Then, it took considersbly more time to vmlen, build, and lavnch these
vessels. Hence, substential edditions to foreign merchant fleets did not
materialize until the too of the boom actually had been reached or vassed.

The decline between 1946 and the first half of 1647 resulted from the
relative increase in ocesn-going shivning of foreign countries in the first
two yeers after the war, as previously described in Section 3 dealing with the
suoply of shinping. With the increszse of European merchant shipping, a lerger
and larger proportion of the volume of U.S. exports —- particularly grain znd
cogl -~ to Burone wes carried in Furovpeen merchant vessels. TFor examvle, the
provortion of the volume of U.S. exnorts to the United Kingdom end Eire
declined from 44 percent in 1946 to 40 percent in the first half of 1947;
the pronortion to0 the Basyonne-Hamburg range, i.e., to France and the Low
Countries, from 73 ver cent to 62 per cent, and, the nroportion to the
Mediterrenean ares from 88 per cent to 61 mer cent. (See appended Table 9.)

Another factor in exnlaining the relative smaller importance in the
post-war of the »rovortions carried in U.S. bottoms in determining the U,S.
freight balance is to be found in the changed relerticonshin between the
proportion of U.S. imports and erports carried in 7U.S. bottoms. On the
basis of data for 1929-38, the provortion of U.S. imports carried in U.S.
bottoms characteristically was found to erreed the pronortion of U.S. exports
carried in U.S. bottoms. (See Chsrt IV.) As may be seen from eppended
Tzvle 9, the bulk of the volume of U.S. exports in 1937 flowed to Eurove,
i.e., to countries, such s the United Kingdom, which were well eble to
carry in their own ships most of their imports from this country. A sub-
stentiel nrovortion of the volume of U.S. immorts in 1937 ceme, however, from
Ietin America. (See apmended Table 10.) The imwortant nlace of U.S. business
end the lack of ocean-going shinning on a lerge scale in this region, and
the nearness to U.S, pvorts mzde Letin America largely devendent upon U.S.
shipning services. ’

From Chert 1V, it mey be observed thet the promortion of the volume of
U.S. imports cerried in U.S., bottoms which might heve heen expected from
the vre-wer erverience, in 1946 wegs 85 per cent as compared with the actual
6¢ vercent. The difference between the exvected pronortion znd the zctual
nroportion, i.e. 8% and 66 mer cent, is mrobably due to a multivlicity of
fectors, including the abnormal charscter of the U.S. export movement,
particularly the higher pronortion of fuels and grains to Europe and the more
normal cheracter of the U.S. import movement.

As is shown in Chert IV, the nroportion of imports carried in US bottoms
declined slightly to 65 ver cent in the first six months of 1947, bringing
it closer to the ore-war relstionshin. While the volume of U.S. imports
from the United Kingdom znd Eire, France, the Low Countries. end the Beltic
and Scandinavian countries roughly doubled their 1946 level, the volume of
total U.S. water<borne imperts in the first half of 1947 (annusl rate)
increased only about 15 ver cent above 1946. Between 1946 and the first half
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of 1947, therefore, an increased share of the volume of U.S. weter-borne
imports was zccounted for by Western Euronean countries, vhich carried the
bulk of their exmorts to the United States in their ovn vessels. The
nronortions carried in U.S. flse vessels in the first helf of 1947 were only
32 oer cent in the cese of the United Kingdom and Eire; only 39 ner cent in
the cese of France and the Low ountries; and only 32 per. cent'in thel.case. of
the Baltic and Scandinavian countries. ?See appended Tatle 10). _

In the nre-war yeazrs changes in the nrovortion of foreien trade carried
in U.S. bottoms wes usually the most important factor in determining the
freiesht bslance. The significance of vossible changes in the pnronortions of
the volume of U.S. exports gnd imports carried in U.S. bottoms on the T.S.
freight balance in the vost~war meriod is shown in Tzble 11 on the zssumntion
of (a) constant volumes of U.S. waterborne exports and imnorts, snd (v)
constant average freight shipning rates mer careso ton, both based on data
for Jemuary-June 1947. 1/

If the provortion of exports carried in U.S. bottoms decreased from
the recent level of 52 per cent to 40 per cent, vhile the proportion of
imports cerried in foreign bottoms increased from the recent level of 35
per cent to 40 per cent, the U.S. freisht shinpning balsnce would contract
to $803 million, or by 30 mer cent. Given equel percentage declines in the
provortions of U.S. exports end imports carried in U.S. fleg vessels, there
would occur a greater percentage decline in the U.S. freight shiovning
balance.

In using tihe table for forecasting purnoses, however, it should be noted
that & large percentage decline in the provortions of the volume of trade
carried in U.S. bottoms -— szy by more than 10 per cent —- »robebly would
induce & significent chanse in everage freioht shipning retes ner cargo ton,
vhich would affect the velidity of the comoutations in the foregoing table.

6. Aversge Freisht Shinpine Retes

Hevineg revieved the imvortance of chenses in the volume of foreiecn trade
end in the owrovortions carried in U.S. bottoms in determining the U.S.
frei~ht balance, there remeins the other set of fectors - the e¥nort znd
imvory shipning retes.

The average freisht shipnine rate per long ton depends on freicht ship-
pinz rates proner for "eguivalent voyeges," i.e., irresvective of vhether
considered "ermorts" or "immorts," end other factors associsted with the
movement of =zoods, such es the commodity commosition, the distances trevelled,
etc. Freizht shinpine rstes nro-er for "equivelent voyages" were roughly
150 per cent hisher in 1946 snd 175 per cent higher in the first helf of
1947 then in 1937, chiefly in resvonse to the extreordinary shipning demznds
and the increasing costs of shin overation. Not only was the volume of U.S.
water-borne trade 2t an unusuzlly hieh level, but tonnege wes in short sunnly.
In addition, increased costs in the form of higher wages, and higher fuel,
maintenance and revzir costs ceused freisht shipnine rates to move cenerslly
unwerd.

1/ See footnote 1,.page 27.



Table 11

Estimated Range of the Balance on U.S. Freight Account 1/ as Determined
by Varying the proportion of Cargoes Carried in U.S. or Foreign Vessels m\

(millions of dollars)

in U.S. Bottoms

ied

Erovortion of Exvorts Carr

Proportion of Imports Carried in Foreign Bottoms

mew 0 10 20 30 40 50 60 70 80 90 100
0 m - 83 - 165 ~ 248 - 330 - 413 - 495 -~ 578 - 660 - 743 - 825
10 283 201 118 3% - 47 —-129 - 212 - 294 - 377 -~ 459 - 542
20 567 L84 402 319 237 154 72 - 1 - 92 - 176 - 258
30 850 768 685 602 520 437 355 272 190 107 25
4o 1,133 1,051 968 886 803 721 638 556 473 391 308
50 1,417 1,33% 1,252 1,169 1,087 1,004 922 839 757 E74 592
60 1,700 1,618 1,535 1,453 1,370 1,287 1,205 1,122 1,040 957 875
70 1,983 1,901 1,818 1,736 1,653 1,571 1,488 1,806 1,323 1,241 1,158
80 2,267 2,184 2,102 2,019 1,937 1,854 1,772 1,669 1,607 1,524 1,442
90 2,550 2,468 2,385 2,303 2,220 m.pum 2,055 1,972 1,890 1,807 1,725
100 2,833 | 2,751 2,668 2,586 2,503 2,k21 2,238 2,256 2,173 2,091 2,008
1/ In favor of foreign countries (-) ,
m\ Held constant in the computation of the balance are the following factors based on data for January-June

1947 (annual rate): :
U.S. exports (in millions of long tons)

= 103.6 ©Der long ton
U.S. imports (in millions of long tons) - 1.0 = $16.18
Estimated average freight rate per long ton of US exports = %mv.um

Estimated average freight rate

of U.S. imports
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Aversge freight rates on U.S., exports have risen much more than rates

on U.S. imports. As is shown in appended Table 13, the average freight per
cargo ton on U.S. exports carried in U.S. bottoms was $724.55 in 1946 as com-
pared vith $5.91 in 1937. In the first half of 1947 it rose to an estimated
$27.43, a2 percentage incresse of 364 per cent over 1937. Meanvhile, the
average freight per cargo ton on U.S. imports carried in foreign vessels was
$16.27 in 1946 as compared with $6 41 before the var. In the first half of
1947 it rose to $16 67, a percenta o increase of 160 per cent over 1937. 1/
~ (See appended Table 13.) This situation tended, slong with other previously
mentioned fectors, to increase freight shipving receipts sharply relative to
freight shipping psyments. About 47 per cent of the rise in the freight ship-
ping balance between 1937 snd 1947 was attributabdle, on the basis of computa~
tions, to the changes in average freight shipolng rates,

The incresses in average freight shipping rates on exports over and
obove the incresses in freight shipping rates proper for "equivalent voyages"
or in import rates, may be attributed to a number of factors, including the
much larger volume of exports as compared vith imports, as well as the unusual
and emergency character of the exports. More particularly, the rates applic—
able to, as well as the shipping weight of exports carried in, U.S.dry carge
vessels have increased relative to exports carried in U.S. tanker vessels.
This reflected, in the main, the relative increase in water-borne export
shipments of grain and coal abroad in U.S. tramp vessels. On the other hand,
U.S. dry cargo vessels have been hauling for shorter distances, while U.S.
tenker vessels have been hauling for longer distsnces than before the war.
The increases in average freight shipping rates on imports were only
about half as much as the increases applicable to U.S. exports, primerily
because imports carried in foreign tankers have increased relative to imports
carried in foreign dry cargo vessels, and foreign dry cargo vessels have been
hauling for shorter distances, vhile foreign tanker vessels have been hauling
for longer distances than before the war,

Tramp Freight Rates: Tramp freight rates have- risen sharply.
Tramp operators cerry sny bulk cargo, such as grainand coal, anywhere at a
mutually agreed charter rate. Becsuse of the nature of their activities, the
supply of trnmp vessels tends at any one time to be inflexible, vhile the
demand veries considerably. As a result of these conditions, tremp freight
rates tend to fluctuate widely. Tramp freight rates proper for 'equivalent
voyages", —— spplicable principslly to graln snd coal shipments —— were
roughly 250 per cent higher in 1946 than in prewar., The increase in tramp
freight rates reflected the greatly incressed costs of operation resulting
from an exceptional number of ballast voyages and increased ship turnaround
time, in addition to the cost and other factors enumerated previously. If
demand from abroad for U.S. grzin and coal shlpments wvere to slacken, and U.S.
foreign trade were to resume s more normal pattern, tramp freight rates might
tend to fall fairly sharply. As noted below, some decline (vhich may, of
course, be temporary) has already occurred,

The rates established on the Government-controlled dry carge vessels have
served to set the level of freight rates for much of U.S. export commerce.

~/ A slight discrepancy exists between rates given here and in footnote 2 of
Tables 7 and 10. The rates given in the text were based on the period
ending June, 1947 data for wwkel were not available at the time the

tables were computed, Y Gt
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Maritime Commission vessels have been furnished to meet spot requirements for
ships to haul coal or grain to Europe and occasionally to other areas.

Buropean ourchasers have requested more Maritime Commission vessels when they
have been.unable -to charter ships in the opeh market at rates equal or below
those officially set by the Commission for the Govermment-controlled fleet.

Thus, in effect, the freight rates established on the Maritime Commission

boats have represented a ceillng beyond which charter rates for bulk cargoes have
not normally gone so long =5 Government-controlled vessels have been available,

In this connection, the tremd in coal rates to Burope is indicative.
During most of 1946 and the early months of 1947, private charter rates on
coal vere within $1.00 per ton of the official U.S. Var Shipping Administra-
tion or U.S. Maritime Commission rates of, e.g., $13.97 a ton to Germany and
$14.25 a ton to Italy. At the time of the coal strike in the spring of 1947,
a temporary surplus of ships caused a sharp break in charter rates, with some
charters being concluded at $3.00 or $4.00 per ton below the official scale.
As soon as the coal strike ended, the demand for tonnage resumed and private
charter rates again approached the official U.S. Maritime Commission rates.
During the first months of 1947, because of the withdrawal of most of the
Government-controlled ships, rates on both grain and coal actually exceeded
in some cases the original rate scale fixed by the Commission, although rates
as of May 31 were again slightly below the official scale and have reportedly
declined further in the last quarter, e.g., to $9.20 per ton to Itely in
October. Because of the substantial size of the U.S. reserve fleet, it may
- be assumed that the U.S. Maritime Commission could still greatly influence
the rates charged by private U.S. shippers, although, of course, there may
be some lag in time between the demand for more shipping at the Commission's
retes and the forthcoming of additional ships from the reserve fleet,

Gonference Freight Rctes! Conference freight rates usually are more
stable than tramp freight rates, Decisions as to changes in conference
freight rates must await the calling of special or regular conference meet—
ings. Moreover, the demand for conference vessels has been relatively small.
As a result of the higher level of utilization of shipping smace on confer-
ence vessels as compared with orewar, the pressure of rising costs has dbeen
somgwhat less than otherwise would be the case. As shown by avpended Table
14, conference freight rates, which are applicable to dry cargo shivments
except grain and coal, and other bulk cergoes of a similar character, were
roughly 100 per cent higher in 1946 than in prewar.

Tanker Freight Rates: Tanker freight rates have seemingly been rela-
tively stable. Tanker freicht rates proper for "equivalent voyazges" were in
1946 only about 30 per cent higher than in prewar. This was attributable to
(1) Government operztion of about 260 tankers at rates determined by the
Maritime Commission through means of whiech a ceiling was set on the upward
surze of privately determined tank retes; and (2) oil company operation of
the bulk of the vast privately owned tanker fleet, the cost of which is not
always sevarated out from the price of the product, except for export account-
ing ourmoses.

Effects of Changes in Rates; The importance of changes in average
import and export freight shipping rates per cargo ton on the U.S. freight
balance assuming (a) constant volume of exports and imports, and (b) constant
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vroportions of the volumes of exports and imports carried in U.S. flag
vessels, based on data for January-June 1947, is shown in Table 12. If

the average freight shipning rate per long ton of U.S. exports decreased
from the level of $27:i35.t0 $23a00; 6r by 15 per, cént,-and if the’

rate on U.S imports decreased from $16.18 to $15.00, or by 7 per cent,

the balasnce would shrink to $971 million, or by 16 per cent. Given equal
percentege declines in the averags export and impert freight shipping rates,
there would result a proportionate decline in the frelight shipping balance;
a percentage decline in the exvort rate greater than the percentage decline
in the import rate would cause a percentage decline in the balance even
sreater than that in the export rate. in using the table for forecasting
purposes it should be noted, however, that large rate declines -- say more
than 20 per cent -- probably would reflect, in the short run at least, sig-
nificant changes in demand for and supply of shipving space, hence affecting
the validity of the underlying assumptions upop which the calculations in
Teble 12 were based.

It was noted above that 47 per cent of the rise in the freight shipping
balance between 1937 and 1947 may be attributed to the changes in shipping
retes, as compared with 38 per cent attributed to changes in the volumes of
exports and imports, and 15 per cent attributed to changes in proportions
carried in U.S. bottoms. However, it is to be stressed that the changes in
the freight rates are largely the result of changes in the volumes of trade
and in the proportions carried in U.S. ships.



Table 12

Estimated Range of the Balance en U.S. Freight Accountl/ as Determined
by Varying the Average Freirht Rates Per Long Ton2/

(millions of dollars)

Average Freight Rate per Long Ton of U.S. Imports
(dollars) '

5 ? 9 11 13 15 17 19 21 23 25

m 5 180 144 109 73 37 16 - 34 - 70 -105 @ -142  -177
E oo 288 252 216 181 145 109 7 7 23 - 33 - 69
m 9 396 360 324 288 253 217 181 146 110 74 39
T 11 503 468 432 396 361 325 289 253 218 182 146
g B15 719 683 647 - 612 576 540 505 469 433 398 362
W m 19 934 899 863 827 792 756 720 684 649 613 577
mmmu 1,150 1,114 1,078 1,043 1,007 971 936 900 861 829 793
m 27 1 1,365 1,330 1,294 1,258 1,222 1,187 1,151 1,115 1,080 1,044 1,008
M 31| 1,581 1,545 1,509  1,47% 1,438 fsom, 1,367 1,331 1,295 1,259 1,224
m 351 1,796 1,761 1,725 1,689 1,653 1,618 1,582 1,546 1,511 1,475 1,439
39| 2,012 .1,976 1,90 1,905 1,869 1,833 1,798 1,762 1,726 1,690 1,655

1/ Ia favor of foreign countries (=)
2/ Held constant in the computation of the balance are the following factors based on data for
January-June 1947 (annual rate):

Proportion of U.S. exports carried in U.S. bottoms = .52
Froportion of U.S. imports carried in foreign bottoms = «35
U.S. exnorts (millions of long tons) = 103.6

U.S. imvorts {millions of lonz tons) 51.0



Shipoing Weieht of U.S. Exports of Domestic and Foreisn Merchandige

TABLE 9

on Dry Careo and Tanker Vessels by Trade Area and Flaz of Vessel, 1937, 1046 & 1947 1/

' (in millions of 1bs.)
R 1/
\ 1937 1946 | 1947
Trade Area Percent Carried Percent Carried
Shipping Weight in U.S. Ships Shipping Weirnt in U.S. Ships
Shipping Iry Dry Dry . Dry
Weight Total Cargo emaam. Total Cargo Tanker Total Cargo Tanker Total Cargo Tanker
TRATE ARFAS GRABD TOTAL 122,209.3 173,8%.5 143,b74,1 30,3604 57.2  60.9  39.9 231,969.6 203,073.8 28,895.8 51.7  53.2 bl,5
Foreign Trade Areas |

except Canadian 89,977.8 129,547.5 107,097.8 22,449.7 65.2 70,9  38.2 193,380.4 171,405.2 21,925.2 55.8 58,2  37.4
fariboean Hw_wwo.ﬂm\ 8,136.4  6.929.7 1,206,7 67.8 72,3 42,1 12,728,2 11,1824 1,545.8 67.2  70.8 Ml
Tast Coast South America 3,936.4 8,681.1  8,067.4 613.7 61.7 63,7 45,0 13,426,2 12,893,2 533.0 52,4 52,7  Lk.5
West Coast South America 1,973.0 1,784.5  1,717.2 67.3 73,1 759 Gl 2,639.6  2,bA0.4  179.2 65.7 704 -
West Coast Central America and Mexico 642,0 319.5 322,5 69.6 86,6  52.8 1,480.6 559.6 921.0 50.5 79.3 329
Gulf Coast Mexico 814.3 812,2 2,1 28.8 28,9 0.0 1,138.6  1,132,8 5.6 32,1 32,2 -
United Kingdom and Bire- 13,026,1  15,556,4  6,274.4 9,282,0 44,0 40,1 L6.5  19,109.8 11,2208 7,889.0 40.2  39.2 416
Baltic, Scandinavia, Iceland, and ,

Greenland 4,549.6  13,446.8 11,218,0 2,228,8 38.0 43,6 108  21,392.0 19,2818 2,110.2 44,2 48,3 7.0
Bayonne~Hamburg Range 18,127.8  33,553.3 28,982.6 4,570.7 73.3  79.0 368 = 55,503.8 51,824.0 3,679.8 6l.9 63.7 37.4
Portugal and Spanish Atlantic 908.5 2,147,5  1,821,5 326.0 b4.5 52,4 - 3,739.8  3,332.0 407.8 L8.5  54.5 —
Agores, Mediterranean, and Black Sea 6,199.2  26,977.2 25,83%.4 1,140,8 87.8 89.9 415  39,124.0 37,646.0 " 1,478,0 6l.1 62,0 37,2
West Coast Africa 438.6 1,515.6  1,116.6 399.0 55.5 61,0 40,0 2,558.4  1,894,2 4.2 30,2 27,5  69.2
South and East Africa 1,821.9 1,813.0  1,475.6 337.4 61,1 61,3 60.2 2,304,6  2,34,6 - 68.8 68,8 -
Australasia 2,169.0 2,397.7  1,440.7 957,0 30.5  19.3 - 47.3 3,520.6  2,094,0 1,426.6 37,5 28,7  50.5
India, Persian Gulf, and Red Sea 71947 2,801,3  2,800.9 0.4 58.8 58,8 100.0 5,160,0  5,094,6 65.4 53.6 54,2 3
Straits Settlements and Netherlands

East Indies 700.6 507.3 505.4 1.9 32,3 32,3 h7.b 1,645.2  1,643.2 2.0 333 333 -
South China, Formosa, and Philipnines ( 2,748.8  2,705.5 §3.3 76,3 76,8 b3 L1734 3,620,8  552.6 6L.8  63.0  53.5
North China, including Shanghai and - - (23,443.5 cr ! e ’ . o ” v g

Japan , ( 4,024,0  3,07M3  949.7 95.2 727 k6 3.995.0  3,180,8  Bl2 68,3 728 50,7

(Table 9 continued on next page)



Table 9 continued

Shippine Weight of U.S. Exports of Domestic and Foreign Merchandise

on Dry Cargo and Tanker Vessels by Trade Area and Flag of Vessel, 1937, 1046 & 1947 1f
(in millions of 1bs.)

}
® by
) 1977 1046 1947
Percent Carried , Percent Carried
Trade Area Shinping Weight in U,S. Ships Shipping Weiszht in U,S. Ships
"Shipping Dry Dry Dry Dry
Weight Total Cargo Tanker Total Cargo Tanker  Total Cargo Tanker Total Cargo Tanker
Canadian Trade Areas 12,231,5  Uh,286.9 36,376.3 7,910.6 3W.0  31.7 W46 38,590.4  31,669.4 6,921.0 31.0 25.8  sh.6
Pacific Canada 2,489,8  3,135.8  187.5 2,948.3 73.9 20,5 773 3,973.0 3764 3,596.6 58,6 30,6 6l.6
Great Lakes Canada 25,0748  34,655.5 30,k60.8 4,194.7 34,2 368 152 7,417.2  25,323.2  2,094,0 28,5 29.5 17.5
Atlantic Canada and Newfoundland 4,666.8 6,495,3  5,727.7 767.6 13.6 48 9.2  7,200,0  5,969.8 1,230.2 25,1 10,2 97.6

Note: eow.&m represents the sums of unrounded figures, hence may vary slightly from the sums of the rounded amounts,

.H.\ Annual rate based on January-June 1947, .
.m\ Includes West Coast Central America and Mexico and Gulf Coast Mexico,



TARLE 10

1/
Shipping imwmg of U.S. Hauoaﬂm on Dry Carzo and Tanker Vessels, By Trade Area and Flag of Vessel, 1937, S:m and 1947
! . (in millions of 1bs,)
A by
| 1oy 1946 1947
Percent Carried Percent Carried
Trade Area o Shipping Weight in U.S, Ships Shipping Weight in U,S. Ships
Shipping Dry Dry Dry Dry
Weight Total Cargo Panker Total Cargo Tarker Total -  .Cargzo Tanker Total Cargo Tanker
TRADE ARFAS GRAND TOTAL 94,220.7  98,282,6 50,7034 L7,679.2 65.8 56,3  75.8  114,253.8 57,302,8 56,951.0 65.0 56,5 735
Foreign Trade Areas |
" Exeept Canadian 80,020.7 85.012.7 37,390.2 b7,622.5 71,2 IR 75.8 105,142,8 48,386.6 56,796.2 68.7 ~ 63.0 73.5
Caribbean ,_w:.mmo,mm\ 56,2344  11,605.7 h4,538.7 744 67,1 76,3 71,022,4  17,606.4 53,416,0 72.9  67.3 4.8
East Coast South America 2,088,1 4,492,  4,137,1 55,8 611 60.5 9.4 3,346.6 3,265 81,2 55,9  57.0  55.k
West Coast South America 5,690.9 5,861,2  5,810.1 51,1 90.1 90,0 100,0 7,051,0  7,019,6 31.4 88,3  88.7 —
West Coast Central America and Mexico 2/ 790.4 7804.7 9.7 50,0 50,6 —_ 1,142,4  1,124,0 18,4 74,8 76,0
Gulf Coast Mexico 2/ 2,906.9 670,1  2,239.8 50,1 15,0 6046 3,712,8 7784 2,934k 52,8 35,0  57.5
United Kingdom and Eire 2,158, 724,6 707.3 17.3 510  52.3 0.0 1,525.2  1,241,4 283,8 32,1 36,1 14,7
Baltic, Scandinavia, Iceland, and
Greenland L,825,3 2,156,5 2,15645 * 26,6 26.6 - 4,156,8 L, 184,6 12,2 31.9 32,0 -
Bayonne-Hamburg Range 7,039.5 278.1 277.9 0.2 58,0  58.0 0,0 423.0 423,0 * 38,9 38.9 —
Portugal and Spanish Atlantic 1,447,2 559.8 559.8 - 37.0 37,0 - 483,2 482,8 Wz 28,3 28,3 -
Azores, Mediterranean, and Black Sea 3,30043 1,598,5  1,598.5 * o231 73,1 100,0 1,593.4  1,593.4 — 7.6 47,6 -
West Coast Africa 1,156.5  1,590,3 1,503 — 50,0 50,0 - 1,420,0  1,420,0 - 2.0 95,2 =
South and Fast Africa 810.1 1,689,1 1,676,6 12,5 90.5 90,4 100.0 1,672.8 1,672,8 — 95.2 515 —
Australasia 712.9 781,3 781.3 * 58,5 58,5 100,0 6104 6104 - 51.5 24,0 -
India, Persian Gulf, and Red Sea 2,395¢37  3,471:07  2,807.2 663.8 63.8 55,2 100.0 3,121,0  3,105.6 15.4 644 64,2  100,0
Straits Settlements and Netherlands
Fast Indies 2,75342 $1L.8 581.4 334 59.7 57.1 100,0 1,35044 1,350.4 - 61.1 61,1 -—
South China, Formosa, and Philippines  5,662.1 1,107.8 1,107.8 — 84,5 84,5 - 2,263.2  2,263,2 - 59.3 59,3 —
North China, including Shanghai and
Japan 1495 149,1 04 87,1  87.3 - 47,6 45,2 24 593 99 0 -

(Table 10 contimued on next page)



Table 10 continued

1
l Shipping Weight of U.S. Imports on Dry Cargo and Tanker Vessels, By Trade Area and Flas of Vessel, 1937, 1946, and 1947
Y (in millions of 1lbs, )
o\ 1/
, 19%7 1946 1947 )
Trade Area Percent Carried Percent Carried
. o Shipping Weight in U.S, Ships Shipping Welght in U.S, Ships
Shipping Dry Dry Dry Dry
Weight Total Cargo Tanker Potal Careo Tanker Total Cargo Tanker Total Cargo  Tanker
Canadian Trade Areas 14,200.0  13,370,1 13,313.3 56,8 30.9 30.8  £0.7 9,111,4  8,956.4 155.0 23.0 2l.6  100.0
Pacific Canada - 1,970.2 1,256.9 1,256.9 * Lo.1 Lo.,1  100,0 1,477.4 1,477.4 * 31.8 318 —
Great Lakes Canada 8,079.k 7,278.8  7,254.9 23,9 27.7 27,5 1000 3,985,4  3,918,2 67,2 11,7 10,2  100.0°
Atlantic Canads and Newfoundland 4,150.4 L,83u,4  4,601.6 32,8 333 334 68,0 3,649,0  3,561,.2 87,8 31,7 30,0  100.0

Note: Totals represent the sums of unrounded figures, hence may vary slightly from the sums of the rounded amounts,. -

W Less than 100,000 pounds.
1/ - Anmual rate based on Jamuary-June 1947,
m\ Includes West Coast Central America and Mexico and Gulf Coast Mexico,
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TABLE 13
Cargo Tonnage, Receipts, and Approximate Average Freight Rates on

Ui S.: Exports and Imports, 1937, 1946, and 1947
Approximate Average

d;ésé 6f'2§aff¥£, A Receipts Cargo Freight Rates per -
{millions of dollars% (mlllion of long tons% Cargo Ton
1537 10k6  1oug2/ . 1o37h] 1ou6 - 10472/ 1937 1o4E 1947—/
Exporte: 274 1,630 55 77 1o $4.98 $21.17
U. S« ships 65 1,080 1,45 11 Ly 53 5.91 2L.55 $27.43
Foreign ships 209 550 Ly 33 B.75 16.66 T
%'x Cargo. 184 1,554 36 64 5,11 24.28
+ S. ships s 1,050 1,421 9 39 ug 6.00 26.92 29.61
Forelgn ships 130 504 27 25 L.,81 21.60 ;
anker 90 77 19 13 L.73 5,92
U. Se ships 11 30 33 2 5 5 5.50 6400 6.60
_ Foreign ships 79 Ly 17 8 ' k.65 5.87
Imports: 268 582 42 Ly 51 6,38 13.22
. U. S. ships .82 = 338 13 29 ©6.31 11.66
Foreign ships 186 24l 300 29 15 18 6.41  16.27 16.67
Dry Cargo 2Ll 515 32 23 7.63 22,39 ‘
U. S. ships 68 286 9 13 7.56 22.00
Foreign ships 176 229 277 23 10 11 . 7.65 22,90 25.19
- Tankexr - . 24 &7 10 T 21 - 2.0 3,19
U. S. ships 14 52 o 16 ;3.50 3.25
Foreign ships = 10 15 23 6 5 7 1.67 [ 3.00. 3.30
; N .

;/ Includes trade in transit through United States, which amounted to roughlj 5
million tons. 3Beginning in 1942, the U.S. Department of Commerce assumed
responsibility for the collection of data and redefined exports and imports sQ
as to exclude transit shipments. -

ZJ Annual ‘rates estimated on dbasis of data for January—June 1947.
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Table 14

A. Outbound Freight Rates for Selected Commodities

from the United States to Verious World Trade Areas 1/

North Atlantic to
United ¥Xingdom

- 36 -

North Atlantic to
Antierp & Rotterdam

March 1939 March 1947 March 1939 aarcg/;ggz
One cue ft./100 1lbs. £/ One cu. ££./100 1bs.=

General Carso, Ne.OeSe 50/90 85/1.50 50/90 85/1.50
Machinery: i

Flectrical, nebe.se Ls/80 ' 75/1.35 50/90 85/1.50
Heavy industrial, N-0.sSe Ls/80 *75/1.35 50/90 85/1.50
Metal working, NeO«Se Ls5/80 75/1.35 - -
Automobiles:

Boxed, not over 6720 1hs.3/ < 7.20 18.00  .205/41 45/80
Boxed, 6721-8000 1bs.3. 9.20 20.00 «255/51 50/90
Unboxed, not over 6720 1b 9.60 4f 26.00 265 L/ 70/1.25
Unboxed, 6721-8000 lbs. - 11.60 &/ 28.00 «315 L/ 75/1.35
Accessories 50/90 85/1.50 45/80 1,05/1.90
Iron or Stecel: ’

Billets, blooms, ingots, )

loose or bundles E.00 ~1i— 10.80 8.00 ~-W— 11.50
Sheets and plates 9.00 ~VW— 10.80 9.00 ~W- 13.75
Castings or forgings,

rough, loose, packed 12,00 19.00 12.00 21.75

Chemicals:

Sulphuric acid 1.50 =100 1bs.- 2,560 - -
Nitric acid 1.50 =100 1lbs.— 2.60 - -
Acetates - - «75 ~100 1bse~ 1.75
Dyes & dyestuffs, N.0eSe 50/90 85/1.50 s50/90 85/1.50
Paints 50/90 85/1.50 50/90 85/1.50
Cotton Manufactures:

Duck, bales or rolls «50 4/ 85/1.50 50/90 85/1,50
Piece goods, bales, rolls 50 L/ 85/1.50 50/90 85/1.50

Tobacco:

Unmanufactured, cases
Vegetable Oils:

Linseed, bblse.
Cottonseed, pkgse., bblse.

«665 —~100 1lbse— 1.60 1.00 =100 1bs.~ 2.30

«30 ~100 ibs.- 1.55
«60 ~100 1lbga.— 1.05
%
T 9ARkamsfctanhd Gulf to
T "Rio de Janciro
March 1939 March 1947
W/M = 2240 1bs.
or 40O cue fto 5/

«80 ~100 1bs.— 1.40
«50 =100 1bse- 1.05

Atlantic and Gulf
to Chile
March 1939 March 1947

One cue. ft./100 1bs.g/

General Carso, n.o.s. 24.15 52.50 90/1.60 1.37/2.74
Machinery:
Electrical, neo.s. 19.80 40.00 65/1.15 92/1.84
. Metal working, ne.daSe 19.80 Lo, 00 60/1.10 82/1.6L
Automobiles: ;
Boxed, not over 6720 1bs. 12.45 26.25 26/52 6/ +50% cu. £y, L
" Boxed, 6721-8000 1lbs. 1345 27.50 - «56% cu. £t.8/
Unboxed, not over 6720 lbse. 15.00 . 32.50 32/6k é/ «58 cu. ft.ZK
Unboxed, 6721-8000 1bs. 16400 33.75 - W64 cu. ft.8
Accessories 19.80 Li.zs 32/64 58/1.16
Iron or Steel:
Billets, blooms, ingots, »
loose or bundles : 10635 ~W— 23.75 o5 ~100 1lbse~ «90
Sheets and plates 11.95 23«75 31 =100 1bge— + 90
Castings or forgings,
rough, loose, packed - - 35/+625 55/1.03
Chemicals:
Sulphuric acid 48.30 105,00 1,70 ~100 1bse-— 2.68
Nitric acid 48.30 105.00 1.15/2.10 1.77/3e54
Dyes & dyestuffs, neOess 2h.15 52.50 65/1.15 1.37/2.74
Paints 2k4,55 50.00 55/1.00 75/1.50
Cotton Manufacturesg:
Duck, bales or rolls 27.15 56.25 245 —cus fte— .72
Plece goods, bales, rolls 27.15 56.25 slt5 —cue fHe— - «72
Tobacco:s ‘
Manufactured 21.90 Li.25 ?5/1.35 l.12/2.24
Unmanufactured - - 65/1.15 92/1.8L
Vegetable Oils: :
Linseed, bbls. 14,20 35.00 60/1+10 82/1.64
Cottonseed, pkgs., bblse 14420 35.00

- 1«00 -100 1DsSe— 1.33



Outbound Freight Rates for Selected Commodities

from the United States to Various World Trade Areas

A/

(continued)

Pacific Coast to Australia

- 37 -

Local 9/ Overlesnd 10/
March 1939 March 1947 Merch 1939 March 1947
/I = 5000 Ibse, or 4O cus fta 3/
General CargO, NaOeSe 25.00 40.00 22450 35,00
Machinerys:
Engines and parts 1750 33.00 1750 28.00
Motors and parts 22.50 33.00 1750 28,00
n.o.ss and parts 1750 33.00 17.50 28,00
Automobiles?t
Boxed, under 6720 1bsa 13.50 20.+50 11.50 15.50
Boxed, aver &720 1bse. 16.00 24,00 14,00 19.00
Unboxed, under 6720 lbs. - 24,00 - 19.00
Unboxed, over 6720 1lbs. - 27.50 - 22.50
Accessories 1750 33.00 1750 28.00
Iron or Steel:
Billets, blooms, ingots,
loose or bundles 10.00 14450 8,00 11,50
Sheets and plates 11.50 18.50 8.00 13.50
Castings or forgings,
" rongh, loose, packed 20.00 33.00 17.50 28.00
Chemicals: ]
Acid, NsOese 3000 40400 22.50 35.00
Paints 20.00 33.00 1750 28.00
Cotton Manufactures:
Duck., vales, rolls - - : 17.50 28,00
Piece goods, bales, rolls - - 1750 28.00
Tobacco! .
Manufactured - - 22450 35,00
Leaf - - 10.00 16.50
Vegetable Oils:
Cottonseed, pPkgse; 1lbse 20.00 33.00 - 28.00
NeOeSe 22450 3300 17450 28,00
North Atlantic to North Africa
March 1939 March 1947
W/M - 2240 1bs., or 40 cu. ft> 5/
General: Cargos, neOess 25200 37.50
Machinery:
FElectrical, n.cess 18.00 30,00
Heavy industrial, ne.dese. - -
Metal working, Ne.Oese. - —
Auvtomobiles:
Boxed, not over 6720 lbs. "9.60 18.00
Boxed, 6721-8,000 1lbse 12.10 24,00
" Unboxed, not over 6720 1bs. 12.00 21.00
Unboxed, 6721-8,000 1lbs. 14450 27.00
Accessories 9.60 18.00
Iron or Steel: .
Billets, blooms, ingots,
loose or bundles 1100 — ¥ 18.00
Sheets and plates 8.00 — ¥ 18.00
Castings or forgings,
rough, loose, packed - 19.50
Chemicals:
Sulphuric Acid - 37.50
Nitric Acid - —
Acetates 2700 - W 30,00
Dyes & dyestuffs, n.o.s. - 27.00
Paints 25400 31.50
Cotton Manufactures:
Ducikx, bales or rolls - -
Piece goods, bales, rolls 20.00 33,00
Tobacco: . )
» Unmanufactured, cases 19.00 - W 35.50
Vegetable Oils:
Linseed, bLbLlse. 1790 — W 22450
Cottonseed, pkgs., bblse 17.90 - W 22.50
Pootnotes on Following Page
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Note: ne0ess means not otherwise specifiede.

1/

Bropne v & v

i

Rates from U.S. North Atlantic ports to the United Kingdom were obtained
from the North Atlantic-United Xingdon Freight Conference tariff numbers
37 and 39; U.S. North Atlantic ports to Antwerp and Rotterdam from the
North Atlantic Continental Freight Conference, tariff numbers 16 and 183
U.S. Atlantic and Gulf ports to Rio de Janeiro from the River Plate and
Brazil Conferences, tariff numbers 7 and 10; U.S. Atlantic and Gulf ports
to Chile from the Atlantic &nd Gulf-/West Coast of South American
Conference, tariff numbers 1-B and SA-3; U.S. Pacific Coast ports to
Australia from the Pacific Coast Australasian Tariff Bureau — local trafific
numbers 5 and 9, overland tariff numbers 6 and 10; from U.S. North
Atlantic ports to North Africa from the North Atlantic Morocco Algeria
Tunisia Freight Conference, tariff numbers 3 and 6.

Rates quoted in cents per cubic foot or 100 pounds. Steamship option to
compute rate on whichever basis yields the greater revenue, unless other—
wise specified.

Rates on this commodity were quoted in dollars per 2240 pounds or 40 cubic
feet, whichever yields the greater revenuee

In 1939 the rate on this commodity could be assessed on a measurement
basis onlye. .

W/M means tons rates can be comnuted on a weight or measurement basis,
whichever yields the greater revenue, unless otherwise specified.

This rate applies to automobiles weighing not over 8960 pounds.

This rate applies to automobiles weighing not over 6000 poundse

This rate applies to automobiles weighing from 6000-8960 poundse

Local rates apply on cargoes originating on the VWVest Coast.

Overland rates apply on freight originating at interior polnts and received
by ocean lines from rail carriers on through export bills of ladinge.
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"B, Inbound Freight Rates for Selected Commodities from

. Various World Trade Areas to the United States 1/

United Kingdom to North Atlantic

March 1939

March 1947

U/M = 2240 1lbs. or 40 cu. ft. 2/

Hides and Skins:

Hides, undressed, dry; loose 27.69 - N

Hides, undressed, green: bundles 13642 .« - -

Hides and skins, partly dressed 25638 -

Hide cuttings bass, bbls., boxes 9.15 -
Leather, in bags, bales, rolls,

not over 250 value per ton 18.44 -
Leather Goods, Ne0.Ss in cases '

(not boots or gloves) 22.22 -
Peesvax 16.85 -
Meal: 1linseed 10.13 -

hound 12¢69 —
Dry Goods, cotton duck, laces, tweeds, cur-

tains, dress goods, etc.; cases or bales 24.90 -
Bottles, common glass; bbls., crates, cases, 9.39 -

cut glass; packages 14,52 -
Cla;- Ball

Ciina; casks or bags 5.88 -

Fire; packed 6.56 -
Crallk:

Cases 16.11 -

Common, in bblss. or bags 7«19 -
Aluminum Alloy:

Sheets; packed 11.73 -

Bars; packed or loose 11.73 -
Chinawvaret boxes, bbls., casks 13.79
Oils: +vegetable, animal, seed, liquid '

or solidified: bblse 8.91 -

NeOeSe 18,44 o~
Wines:®

Bottled, in wooden cases; or bulk 1443 -

Bottled, in fibreboard containers 16665 -

Continent to North Atlantic

. March 1939

Wo- 37.00
1 18.00
M - 35.00
W - 11.00
W 25.00
M -~ 30.00
W o- 2200
W - 13.00
WV - 17-.00
M - 34,00
W - 12.00
M - 19.00
W - 8.00
W - 10.00
M - 22,00
W o~ 8000
W —~ 29-00

19.00
W - 11.00
W - 2500
M - 23.00
M - 2550

March 1947

W/M = 1000 kilos

or 1 cuvic meter 2/

Hides and Skins:

Tanned, in bales 14.00

Kid, sheep; raw and dry 32.00 —

Rabbit fur; cases 25.00

Silver fox fur 70.00
Leathervare, n.o.se (not gloves) 32.00
Bulbs: flower; per 40 cbf 19.00
Marble: Chips 750 —

Small pieces 8.50 -

Clocks, mantlepieces: cases 26.00

Slabs, rough 14,50 -
FPlint Stones: .

For pocket lighters 37.50

Na0.Se3 packed or bulk 850 -
Sodiums

Caustic, in casks 7+25 -

Sulphate of, in bags 5425 -
Cosmetic Goods 35.00
Cotton Goods: ‘

Made up, NeOase 15.00

Piece goods 15.Q0
Watches L/ 1% ad vale —
Photographic Apvaratus 3750
Fertilizers: .

Nitrogenous, bags 5450 -

Mitrogenous, bulk 5625 -
Cobalt: acetate of : 27.50 -
- S8ilicate concentrates, in bags 12.50 -
Wines: In casks 3750 -

In bottles; in cases 22.50

21.00

W - 41,00
' 35.00
9700

50.00

25«00

W - 12.00
W - 13000
L2.00

W o 18-00
W - 11.50
W - 10.00
W - 8.50
55.00

25.00

25.00

1-3/4%

5250

W e 9,00
W - ‘8_050
W - 35_000
W o— 1750
36.00



Inbound Freight Rates for Selected: Commodities

=« L0 -

from Various Yorld Trade Areas to thie United States 1/

(céntinued)

Rio de Janeird to Atlantic and Gulf

Cargo, NeOsSe
Rubber, crude, cases

Balls or bales
Hides and Skins:®

Fleshings, bales

Dry; loose, bales

Wet, Salted; bales

Skins, furs, nesoese.
Wines:

NoOeSes CAaSES

NeOuSey casks
Oils: .

Cottonseed

Linseed

Peanut

Neatgfoot
Coffee:

Green, bag
Leather, NeOese:
Meatss

Dried,

Canned
Cottons

High density bales

Linters, density bales

Vaste

Jjerked, beef

March 1939

WM = 1000 kilos or

arch 194
’-LO cue fte - 2

1733
16617
23,10

942k
23.10
13.86
25. 41

1ll.55
1733

1155
1733
11le55
1733

«59
17.33

11.55
11l.55

8409
€93
6.93

Chile to Atlantic and Gulf

|

i1t

- bag -

1

{

Carso, Ne0sSe 25-00
Cargo, refrige, DNaea0ese 30.00
Rubber; bags, bales,

crude and scrap 2500
Hides and Skins:?

Sheep, dry; bales 2500

Sheep, wet; Dbblse 2500

Hides, dry, necoese 2000

Skine, NeOese, bales, under

$150 a ton 25.00
Over $150.'a ton 35.00

Wines:

In Dblse 2000

In cases 20400
Wool:

Sheep, bales 2500

NoOesSe, under $150 a ton 25.00

NeOeSey OVer $150 a ton 35400
Conner, ores:?

Under $100 a 1000 kilos 8450

Bars 7«50
Soda: bags,

Nitrate of Q.00

Sulphate of 10.00
Tin:

Concentrates, ores; in bags 8. 50
Fruits

Fresh, refrige — peaches, grapes 2000

IieQe Se 22400

No refrigeration 1250

11

T 111 1 11 1

i

W

w

AG

A4

w
W

W
W

W
18
W
W

w
W

W
w
W
w

W
W

W
W

w

It

111

11 i i

i

t

{

|

5000
3750
5375

25.00
82450
3750
5625

30400
Ls,00

28.75
28.75
28.75
3375

1.69
L4375

31.25
30,00

3375
33075
27.50

35.00
50400

30.00

35.00
L0.00
30.00

36400
46,00

25400
25400

31.00
44,00
Lire 00

10.00 5/
10.50 5/

open 5/
12450

11.00 &/
264,00

28.00
18.00
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Inbound Freiszht Rates for Sclected Commodities from

Various World Trade Areas to the United Sta

tes ;j

(continued)

Australia to Pacific Coast

March 1940% March 194
W/M = 22540 1bse or 40 cue fte g}

Cargo, NeOeSe 21.26 -
Rubber, raw - . : 18,22 - M -
Scrap . 1367 - -
Tin _ingots 1944 . - Y -
Wool, carbonized 367 ~ 100 1b
Greasy, dumped 3.04 "
Scoured, dumped 3.67 "
Noils 3.67 . u
Tops, in bales 354 "
Waste 1.89 "
Hides: wet, dry 1.01 "
Skins, unprocessed:? .
Calf, bvales le27 L
Sheep, bales 1.90 n
Furred; nNeOesSe . 4.14'2 "
Wines and Liguors: cases or casks 1913 — M -
Covper, blister 7e59 - -
Ore, in bags Q.11 w W -
Scrap . 10.63 - W -
Meats, canned 1519 — M-
Beef, refrige 2053 - 100 1D
Mutton, refrige 3e 54 u
Refrigerator Cargo 36el45 -M -
Oils: cocoanut, casks 21+ 50 - W -
Cocoanut, bulk 8«75 - W -
Neatsfoot 2734 —_ W -
Tar 10463 - W -

South Africa to Atlantic and Gulf

October 1940%
W/M = 2240 1bge Or

2700
23,00
1750
24450
Se - 4.15
Sl
Le.15
Lols
4,00
2¢20
160

1.60
2+70
5450
24,00
13425
11.50
13.50
- 19450
Se = 2033
3e25
16400
27.00
23,00
35400 °
1350

March 194
LPO cue fte g

Cargo, NeOsSe T 3000
Wool, grease 1-3/4¢ = 1bs -

Scoured 2-1/24 — 1lbe =
Copper, concentrates 12.00 - W -
Fluorspar 1300 —_ W -
Gold. concentrates 1200 -W -
Asbestos, under EZ5 a ton 13,00 - -
Hides and Skins, dry 1-3/4 - 1b. ~
Wattle bark . 5450 - M -
Coffee, bags 8/ - W -
Cocoa, bags 8/ -V -
Oils, drums, bblse

Palm kernel 8/ - i -

Vegetable, neo.se : e/ - -
Rubber, crude or raw &/
Sisal ‘ 8/
Wine: in cases 8/

in casks 8/ -V -

* Rates were not available prior to March 1940 from Australia to

35,00
2e1 [ lg
3¢

16.00

14450

16400

1600
2¢

13,00

22400

30600

24450
24.50
21450
17.00
20400
25400

the

Pacific Coast Ports and prior to October 1940 from South Africa
to Atlantic and Gulf portse It can be assumed that the 1939 rates

were somewhat highere

Note: Nn. 0. se means not otherwise specifieds

Footnotes on Following Page
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Rates from the United Kingdom to United States North Atlantic ports were
obtained from the North Atlantic Westbound Freight Assoclation, tariff
number 11 and the Temporary Schedule filed effective January 14, 19463
from the Continent to United States North Atlantic ports from the Con—
tinental North Atlantie Westbhound Freight Conference, tariff numbers 7
and 1l-A; from Rio de Janeiro to United States Atlantic and Gulf ports
from the Brazil/United States Freight Conference, tariff numbers 2 and
9; from Chile to United States Atlantic and Gulf vorts from Grace Line
Tariffs, numbers 3 and 5; from Australia to United Sitates Pacific coast
ports from the Oceanic Steamship Company, tariff number 4 for 1940 rates,
and the Australia, New Zealand and South Sea Islands Pacific Coast
Conference, Australian freight tariff number 2 for 1947 rates; from
South Africa to United States Atlantic and Gulf ports from the South
Africa/U.S.Ae Conference, an un—numbered tariff received by the U.S.
lMaritime Commission on October 11, 1940 and freight tariff number &
effective January 28, 1946.

W/M means ton rates can be computed on a weight or measurement basis,
whichever yields the greater revenue, unless otherwise specifieds
There was. no rate on this commodity in the 1947 tariff.

Minimum value per shipment in 1939 was $10.00 and in 1947, $20 00
Rates on this commodity are based on 2240 poundse

The 1947 rate applies to GulLf ports only and is for a tin content of
18 percent—35 percent and a value up %o $100.00. per 1,000 kilos.

In 1940 W.= 2,000 poundse

There was .no rate on this commodity in the 1940 tariff.



