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SHIPPING A N D  SHIPBUILDING

By D. II. R O B E R T S O N ,  assisted by M iss D .  C .  M O R I S O N .

IN order to obtain a picture of the 
position and pros})ects of the ship
ping and shipbuilding industries, 

it is necessary to take into account the 
following factors : first, the strength of 
the demand for sea-transport; secondly, 
the quantity of shij)ping available for 
coping with the demand; thirdly, the 
resultant level of freights; fourthly, 
the cost of running ships; fifthly, the 
strength of the consequent desire to 
possess ships; and sixthly, the cost of 
building them. An attempt is made in 
the following pages to treat these factors 
in order.

THE DEMAND FOR 
SEA-TRANSPORT.

It is, of course, impossible to provide 
any general index of the conditions of 
world-trade, but in considering the recent 
and probable movements of the demand 
for sea-transport, there are foui; main 
factors which must be taken into account :
(1) the political confusion in Europe;
(2) the dislocation, as a result of the war 
and its aftermath, in the worlds sources 
of s u d d I v  ofsupply 
modifies; 
Nature to

various important com- 
(3) the response made by 
the efforts of man in the 

raising of crops; (4) the course of in
dustrial revival, especially in Great 
Britain. It will be more convenient to 
watch the working out of these influences 
in detail by studying the position with 
regard to various individual commodities, 
but an attempt may be made to sum
marise at once the general reilections to 
which such a study leads.

(i) Political confusion in Europe is 
delaying trade revival and even the 
import of necessary foodstuffs, and pre

venting conditions which arc physically 
favourable from affording support to 
the shij)ping industry.

(2) On the other hand, political and 
social disorders have so warped the 
lines of trade that certain important 
commodities have in recent times required 
a greater aggregate of transport than 
they would have required in normal 
years. The restoration, if it comes, of 
international and social peace may there
fore be expected to produce, concur
rently with a growth in world trade, 
some diminution in the amount of shij> 
ping services required b y . any 
volume of trade.

given

(3) Nature has recently been favour
able to man, and especially to the 
shipowner, but we have no security 
that she will continue to be.

The trade revival in Great Britain, 
after a tentative start in the

.(4)
which, alter a tentative start in 
spring of 1922, set in more seriously in 
the autumn, naturally made its mark 
upon shipiiing, since British industry 
cannot be active without imported raw 
materials. But the relation between 
manufacturing and imjiorting activity 
is not entirely regular, even when 
allowance is made for the inlluence of 
the seasons. In some months, as in 
May 1922 and March 1923, importation 
seems to outrun manufacture, while in 
others, such as February 1923 and April 
1923, a temporary break in confidence 
checks import, and manufacturers draw 
upon their stocks. At the present lime 
most of the trades making for immediate 
consumption apjiear to have a certain 
amount of fat to live upon, while those 
making constructional goods seem likely 
to continue to make large demands on 
the services of shipping.
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WHEAT.
The importance of the wheat trade 

to shipping is illustrated by the facts 
that in 1913 10 per cent., and in 1920 
12 per cent, of the whole weight of 
British imports consisted of wheat and 
wheat-ilour, and that the probable ship
ments of wheat across the sea in the 
current cereal year (ending July 31, 
1923) have been estimated at about 
373 mn. cwt., or enough to employ 2,500 
ordinary tramp steamers (or i5-5mn. gross 
tons of shipping) for a voyage apiece.

While the world's total wheat-crop 
harvested in 1922 was but little greater 
than that harvested in 1921, the de
creases were recorded mainly in the 
importing countries, while the chief ex
porting countries, with the exception 
of Australia, showed considerable in
creases. Thus, the Canadian crop in
creased (in million cwt.) from 151 to 
the record figure of 214, the Argentine 
from 97 to 104, and that of the United 
States from 437 to 459. The Indian 
crop rose from 134 to 19711111. cwt., with 
the result that the long embargo on 
wheat exports was removed in Septem
ber 1922; while the record Indian crop 
lately harvested (March 1923) has been 
estimated at no less than 21511111. cwt. 
The large world surpluses thus becoming 
available for export, estimated at 476 mn. 
cwt. for the year ending July 31, 1923, 
have naturally been a source of encour
agement to the shipping trade in the 
past nine months. Nor is their inlluence 
by any means exhausted, for owing to 
political and economic dislocation in 
Europe the programme of shipment is 
somewhat in arrear, and even if it had 
been caught up in the last few weeks of the 
current year some 103 mn. cwt. of old crop 
(including the new Indian wheat crop) 
would probably have remained in the 
growing countries on August ist. Stocks 
in producing countries, that is to say, 
are notably above the average of recent 
years, while in consuming countries they 
are considerably below. In the United 
Kingdom the stocks of wheat and Hour 
in the ports were at the beginning of

July about two-thirds as great as a year 
]>reviously; and sujiplies on the Continent 
are likely to be even more dejileted. In 
the immediate future, therefore, there
seems to be plenty of wheat-work for 
shipping to do, if only merchants have 
the conlidence to put it in hand.

If we look further ahead, however, 
the prospect is not so encouraging. The 
crop reports from the European countries 
arc mostly very good. In the United 
States the acreage under wheat has been 
reduced by about 5 per cent., and the 
crop is expected to be rather smaller than 
last year. An enormous increase over 
pre-war years in Canada’s wheat supply 
may indeed be assumed to be a lasting
change in the features of international
trade; but we may nevertheless be on 
the threshold of a partial reversal of the 
tendency shown by Europe in the war 
and post-war years to become more and 
more dependent on the oversea countries 
for her food supplies. W'ith a growing 
diversification of American and Argen
tine agriculture, with the gradual re
storation of Russia as a grain exporter 
by land and relatively short sea routes, 
with perhaps a permanently lowered 
standard of consumption in industrial 
Europe, there may in future be a smaller 
aggregate of wheat-work for the world’s 
mercantile marine than in the recent
years of abnormal dearths and abnormal 
plenties.

OTHER FOODSTUFFS.

If the wheat position is for the present 
])hysically favourable to shipping, so 
on the whole is that in other foodstuffs.
The Argentine maize crop, it is true, 
is smaller by about 13 per cent, than 
even last year’s poor crop, and is not 
affording much support. On the other 
hand, the removal of the Ihitish embargo 
has inaugurated a procession of Canadian 
cattle across the Atlantic. The excellent
monsoon of 1922 has definitely restored 
India’s j)osition as an exporter of food 
grains. The balance of trade, heavily 
adverse to India in the year ending 
j\larch 1921, and slightly adverse in the
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ensuing year, has now for over a year 
been favourable. Rice export has been 
unrestricted for more than a year, and 
the crop last harvested, which at 51 mn. 
tons (rough rice) is practically as large 
as its predecessor, is providing a useful 
surplus for overseas. The East Indian 
tea crop was 12 per cent, greater in
1922 than in 1921; stocks seem to be 
greater than a year ago in exporting 
and less in importing countries, while 
a growth in the normal demand of other 
consumers has already made up for the 
defection of Russia. The transport of 
sugar from Cuba has been fairly helpful 
to shipping in recent months, but stocks 
in the U.K. are larger than a year ago, 
and owing to the shortage in the United 
States it is not certain how much more 
of the Cuban crop will find its way 
across the Atlantic. If, as happened 
last year, Europe has to make up its 
consumption during the latter part of
1923 from even more distant sources, 
such as Java, Brazil and Mauritius, the 
shipping trade may gain from the con
sumers’ inconvenience. In this trade, 
indeed, as in the wheat trade, the 
mercantile marine has benefited from 
the post-war dislocation of the sources 
of supply; and the gradual recovery of 
beet production in Europe may lead to 
a shrinkage of a long-distance^ trade 
which has been something of a godsend 
to shipping in the lean years.

RAW MATERIALS.
From the point of view of the ship

ping trade the most important British 
raw material imports are timber (which 
in 1920 constituted 16 per cent, of the 
total weight of imports), iron ore (15 per 
cent.), oil seeds and nuts (4 per cent.), 
wood-pulp (3 per cent.) and cotton (2 j)er 
cent.). The timber trade depends upon 
so many different sources of demand 
that it is difficult to generalise about its 
prospects. The new housing scheme and 
the settlement of the wages and hours 
dispute have tended to re-establish con
fidence in the building trade; while tlie 
inauguration of the reconstruction pro

gramme of the new railway groups is a 
welcome offset to the uncertainty in ship
building. On the other hand, the pack
ing-case trade, with its large demands 
upon European and Canadian spruce, 
waits upon a more ju'onounced revival of 
general trade, while tlie furnishing trade, 
as is to be expected, lags behind building. 
Stocks are fairly large, but Baltic ship
ments were delayed by weather, and 
importing merchants have been cautious; 
and there are arrears to be made up. 
In the first half of 1923 our imports of 
hard and soft woods (hewn and sawn) 
were greater respectively by two-thirds 
and by nearly a cpiarter than in the first 
half of 1922, and there seems a good hope 
that this lead will be maintained through
out the favourable importing months now 
in ])rogress.

In the first half of 1923 our im
ports of iron ore were greater by three- 
(piarters than in the previous half-year, 
and more than twice as great as in 
the first half of 1922, and there was 
naturally a strong demand for tonnage 
from the gulf ports. This demand, of 
course, arose partly from the crisis in 
the Ruhr, and was therefore accom- 
]:>anied by a diminished demand for the 
transport of ore to Germany from Spain 
and Sweden. Further, now that Central 
Europe seems to have settled down for 
the time being to the uncomfortable 
equilibrium of strangulation, it is only 
natural that the pressure should have 
somewhat relaxed. Nevertheless there 
seems no reason to doubt that, apart 
altogether from the infiuence of the 
Ruhr, a genuine, if intermittent, revival 
is in progress in the British iron and steel 
trade; and, since scrap iron is still 
scarce, the carriage of iron ore may be 
expected to give employment for some 
months to come.

Stocks of American cotton in this 
country are abnormally low and little 
more than half as great as a year ago; 
but unfortunately in this case that does 
not indicate a favourable position for 
shipping, since stocks in the United 
States arc also notoriously very short.
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and the American mills very voracious. 
One cannot feel confident that the share 
which will fall to luirope cither of the 
remains of the current crop or of that 
which is now in the ground will be large 
enough to afford much strength to 
shipping.

The recent Argentine linseed crop, 
at 1,324 mn. tons, was greater by nearly 
two-thirds than its predecessor, and the 
exportable surplus for 1923 is estimated 
at about 1,200 mn. tons, or greater by 
one-third than the actual exports in 
T922. Of this nearly three-quarters had 
been shipped by the beginning of July, 
and a good deal of the remainder is pro
bably required by the United States for

so there is not much to come to
Europe. It is true that at that date about 
one-third of the estimated Indian surplus 
of 300 mn. tons still awaited shipment; 
but British imports of oil seeds, nuts and 
kernels were 35 per cent, greater in the 
first six months of iQ2a than a1923 man a year 
previously, and the British crushing in
dustry, which is now rubbing its shins 
after an outburst of high spirits, seems 
likely, when it begins to take notice 
again, to have plenty of raw material 
to hand to work upon.

Our imports of wood pulp were more 
than half as great again in the first half 
of IQ22 as in the first half of

few other 
mention.special 

nitrates arc very

1923 as in tne iirst nan 01 1922, 
and the seasonal position is, of course, 
favourable; but em])loyment in the paper- 
making trades is only fairly good, and 
no spectacular revival seems to be in 
prospect.

commodities deserve 
Europe's stocks of 

low, and though the 
stocks in Chile are also small compared 
with recent years, production can pre
sumably be expanded, and full shipments 
might be expected in the second half 
of the year if the luiropean situation 
were to improve. Of wool there is prac
tically no surplus left in the hands of 
exporters, though B.A.W.R.A. still holds 
most of its much reduced stock (about -1- 
mn. bales) overseas; importing countries 
are believed to have enough for several

be smaller 
Dundee IS

months’ consumption in hand, and im
ports into Europe during 1923 must 
be expected to be much less than in 
1922, when the post-war accumulations 
in the growing countries were still being 
brought across the sea. Australia has 
suffered from drought, and though recent 
rains have afforded relief, the fortli- 
coming clip is expected to 
than the last. With jute 
still well supplied, while the Indian crop 
of 1922 cannot have been more than 
two-thirds of the pre-war average, and 
the consumption of the Calcutta mills 
is growing. With abundance of grain 
restored in India, the acreage put under 
jute has this year been largely increased, 
but for the present tlie exports to Europe 
may be expected to be relatively small. 
As regards rubber, a ro\igh analysis of 
the figures printed in Special Memor
andum No. I ,  p. 14, gives the following 
results :

T h ou san d  tea's.
I n  th e  E ast and In  coa su m in g  centres 

(U .K . andafloat, e tc .

S t o c k s  n o r m a l l y  r c -
c ju irc< l ...........................

A c t u a l  s t o c k s ,  D e c e m 
1 1 0 0
11

5 0

b e r  3 1 , 1 9 2 2 ............... 7 0 1 7 0

the abnormal stocks ofThat IS to say, 
rubber, for whose dissipation during the 
current year the Stevenson Committee 
has prepared the way, were banked up 

the consumine’ countries and hadm tne consuming 
already paid their toll to shipping.

COAL.
British exports of coal (excluding 

bunker) were greater by w^mn. tons, 
or î ter cent., in the eleven months 
ending June 1923 than in the corre
sponding months of 1921-22. This great 
increase has, of course, been partly 
due to industrial disturbance in America 
and political disturbance in luirope, but 
can also reasonably be regarded as the 
genuine fruit of lowered production costs 
and an improvement in normal demand, 
so that it is perhaps rather the direction 
than the amount of our export that has
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middle of 1914 and 6 per cent, greater 
than in the middle of 1921. Not all 
the tonnage existing in 1921-23 has, 
however, been actually (jjxTative on the 
freight market. Apart from the wooden 
lleet of the United States, it is probable 
that in mid-r92i about 12 mn. and in 
mid-1922 more than 10 mn. gross tons of 
shii)ping were laid up in j)ort (Table lla),

TAIiLK ir.
GROSS TONNAGE OK Slfll'S LAID UI* IN CERTAIN

U.K. ROR'rs AT VARIonS J)A'rKS.
(Cljainhcr of SliijipinK ostinmtes.) Converlod into ^rosa tons—

intlliuns.

n

been swayed by abnormal events. Other 
countries than those directly entangled 
in the Ruhr problem have been kept 
short, and if the pressure originating 
in the Ruhr should really prove to have 
relaxed, that should enable a larger 
proportion of our exports to go to those 
middle-distance Baltic and Mediter
ranean markets where they give more 
employment to shi])ping; while long
distance markets, which may prove of 
more interest to shipi)ing than a mere 
statement of quantities would suggest, 
have been discovered in Canada and 
rediscovered in India and South America.
It is to be hoped, in the general interest 
of the world, that such windfalls as 
befell shipping owing to abnormal 
American exports to Europe in 1920-21, 
and again in recent months, and abnormal 
European exports to America in the 
latter part of 1922, will not become a 
habit; but the normal course of demand 
ought to give employment to a good 
deal of tonnage in the coming months; 
while the recovery of Russia, which 
remains the one big gap in our export 
markets, will in this respect at least work 
in shipping’s favour.

THE SU PPLY OF TONNAGE.
The growth in recent years in the 

world’s mercantile marine is shqwn in 
Table I, which suggests that at the

TABLE I.
GROSS t o n n a g e  o f  THE W O RLD ’S M ERCANTILE M ARINE (VESSELS OF 100

TONS AND OVER) AT VARIOUS DATES. (Millions of gross Ions.)
(Lloyd’s Register).

1921 1922 1923

.July 1 Ocl. 1 
2-8 1-9

Jan. 1 .\p. 1 .Inly 1 Oct. 1
2 0  1-3 1-7 1-2

Jan. 1 .\fi. 1 July 1 
1-1 0-8 1-1

TABLE TTa.
GROSS TONN.VOE OF SHIPS LAID UP IN TH E W ORLD

IN .lU LY 1922. (Returns incomplete.)
(Excluding U.S.A. wooden lloel).

X’ nited Kingdom
I T  a  a  a a a a a a a a a a a a

Eleven Ot her lead
ing countries 
ro]>ortii»g to
Chamher of
Shipping............

Co\intrios not re- 
l^orting ............

I.
T o t n l  i r o n  a n d  
s t e e l  s c a - g o i i i g  

l i c e t  o f  o o i m t r y  
i m i i i L M l .

19-3
12-6

IT.
T o n n i i g c  r e 

p o r t e d  l a i d  u p  
i l l  I ’ o u u t r y  

n a m e d .

1-7
4 0

P e r e e n t i i g o  o f  
f ' o l . l l . t o f i i l . l

9
32

19-2

8-7

GROSS

Total tonnage ............................
Deduct: Sailing ships...........

Great Lak<‘ ships... 
Wooden ships

Total ...........
Total of “ effective”  i.e. steam 

and motor iron ami steel
sea-going tonnage ...............
Deduct: Oil-tankers ...........

Effective fleet for purposes of 
general commerce ...............

. T u n e  3 0 ,  I D M . J u n e  3 0 ,  l ‘) 2 1

49-1
3-7
2-4

•5

6-6

62-0
31
2-3
2-3

7-7

42-5 54-2
15 4-5

410 49-7

June 30, 1 9 2 2 .

64-4
3 0
2-32-2
7-5

56-8
51

1 51-7

J u n e  . 3 0 ,  1 9 2 3 ,  
( p r o v i s i o n a l )

65-2
2-8
2-5
20

7-3

57-9
5-2

52-7

1 9 2 3  p e r  c i M i t .
iuerease on 

1911.

* Net tons for sailing-ships.

present time the supply of effective 
tonnage available for ordinary transport 
is about 29 per cent, greater than in the

During the twelve months ending June 
1923 the tonnage laid up in 1 3 ritisli ports 
diminished on balance by about one-third
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(Table TI), but the diminiition is very 
unlikely to have been so rapid in the 
rest of the world, and it seems probable 
that at least 8 mn. gross tons, or more 
than one-eightli of the world’s sea-going 
iron and steel lleet, are still laid up.

future of the freight market 
depends a good deal on how far these 
ships are likely to be tempted out of 
retirement by a recovery in world trade. 
It is often pointed out : (i) that a
large proportion of the United States 
war-built tonnage— say 30111. gross tons,

The

excluding wooden ships, or more than 
5 per cent, of the world’s effective ” 
fleet— is unfit for permanent sea-service;
(2) that, owing first to the exigencies of 
war and later to the high costs of ship- 
breaking, the world’s fleets contain an 
unusually large proportion of old and 
obsolete ships, (i) It is difficult to predict 
the policy of the American Government, 
but if Mr. Lasker’s recent proposals 
are adopted, out of the Shipping Board 
Fleet of about 1,450 vessels (say lonin. 
tons dead weight), only 450 ships (3J mn. 
tons d.w.) will be permanently retained—
250 (2nin. tons d.w.) in active operation, 
and 200 (if  mn. tons d.w.) as a “ fighting 
reserve.” Of the remaining 1,000 ships 
about a quarter will be scrapped forth
with, and the remainder later, if it fails 
to find a market at home or abroad.
This elimination of say bfiiin. tons d.w., 
or about 4mn. tons gross, of shipping 
tonnage would make a perceptible differ
ence to the situation; but the influence 
on the freight market of the small but 
effective fighting reserve ” miglit be 
even more dejiressing than that of a 
larger body of tonnage known to be 
more or less immobile. (2) Of the world’s 
56*8mn. gross tons of “ effective” ton
nage (Table I) in 1922, some 5*5 mn. tons, 
or 10 per cent, was from 20 to 24 years 
old. and some 6-g mn. tons, or 12 per cent., 
was 25 years and over. On the other 
hand, the volume of laid up tonnage is 
very sensitive to changes in the demand 
for transport, and it is evident from the 
figures that even in the worst times of 
1922 a good proportion of this so-called

obsolete ” tonnage must have been 
seeking its living on the seas. Many 
even of the “ useless” American ships 
took their share in coping with the 
American coal famine in mid-1922, and 
nearly a quarter of the sea-going ships 
laid aside in Ih'itish ports on January i, 
1923, crept forth in tlie following months 
to participate in the boom in coal 
exports, while the decrease in the cost 
of ])utting a laid up ship through her 
survey is said to be operating on the 
side of inducing owners to retain their 
tonnage. Less than J per cent, of the 
world’s tonnage was broken up annually 
before the war, and if this rate had been 
maintained in the war and post-war 
years, the world’s fleet would only have 
been some 2 mn. gross tons smaller than 
it is to-day. It does not seem reason
able, therefore, to expect that more 
than a quarter of the world’s tonnage 
should disa]q:»ear permanently from the 
market in the twinkling of an eye. 
Moreover, it must be remembered that 
at the end of June 1923 there were 
some 2*5 mn. gross tons of shipping under 
construction in the world. Even if we 
exclude the -iSinn. tons of oil tankers
and the *26 mn. tons upon which work 
had been suspended, this leaves some 
2 mn. tons of new shipping to be thrown 
upon the general market in the near 
future.

p:]\i p l o y m e n t  a n d  f r e i g h t s .
The coal export boom is reflected 

in the figures (published in the Monthly 
Bulletin) of shipping clearances from 
British ports; while the corresponding 
figures of shipping entrances seem to 
reflect fairly accurately the fluctuations 
in importing activity (they show, for 
instance, the peak of May 1922 and the 
drop of February 1923). It is note
worthy that the employment of seamen 
has not shown by any means the same 
increase on a year ago as the employ
ment of ships.

Such improvement as has occurred 
in world trade has not so far made
much impression on the level of freights,

eipi5
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which remains about 70 per cent, below 
that prevailing in 1920, and only about 
30 per cent, above that prevailing in 
1913. Every advance— the general im
provement in the lirst few months of

the coal export spurt in August 
the ‘ 'R uh r boom ” in outward 

coal and inward ore in February-March 
1923, the improvement in the long
distance ocean routes in the autumn of 
1922 and again in April 1923— has been 
more or less speedily and more or less 
completely neutralised by the abundance 
of tonnage seeking employment. It 
looks as though for some time to come 
the shipping trade would have to be 
content to take its share of increased 
prosperity in the form of increased gross 
receipts rather than of an increase in 
the price per unit of service rendered.

It must be remembered, too, that, 
especially on the Eastern routes, the 
liner tonnage is sufficient to cope with

the reduced volume of
which

TAma: 111.—running corts.

a large share of 
cargo-traffic at 
relatively stable, 
affect such an

rates remain
and in any case do not 
index as that of the 

Chamber of Shipping.

RUNNING COSTS.

If shipowners have benefited little 
from rising freights, they have benefited 
a good deal during the past two and a 
half years from the decline in running 
costs. It is tempting to try to prepare 
an index number of running costs for 
comparison with the Chamber of Ship
ping’s index-number of freights; but 
the task seems almost hopeless, since 
the items of expenditure are so various, 
and their relative importance varies so 
greatly with the character of the ship, 
the length of the voyage, etc. The 
course of prices of certain important 
elements in the shipowner’s exjienditure 
is, however, indicated in Table III, 
expressed as a pecentage of the level 
prevailing in December 1920. In addi
tion, it may be mentioned that not only 
have insurance rates declined, but the 
insurable value of ships has been materi-

Port dupH It

1
coul •

1

A.n.Seiinmti’a\vag(w .

1 Dwk- Luboiircr'H ' dally wage X
.

lUy.owned. Olher. Avcnigf

I*ro-war (miy) 16-0
.

36'2 ,
1
, 34 4 i 40 40 40

15)20 .Dec. (Hay)lOO'Ot lOO'O 100-0 100 100 100U)22 Jan. 320 82*8 ;; 81-5 90 100 95„ Fol). 32'3 82-8 81-5 90 100 95,, I\Iai’cli 32-8 724 754 90 100 95» April 52-8 724 754 80 80 80„ May 32-8 69-0 75-4 80 80 80,, June 304 690 754 80 80 80M July 29-1 69-0 754 80 70 75» Aug. 33-6 69-0 754 80 70 75,, Sept. 32-3 69-0 754 80 70 75M Oft. 32-0 69-0 69-3 80 70 75,, Nov. 32-9 690 69-3 80 70 75Dec. 33-2 69-0 . 69-3 80 70 75H)2;i Jan. 33-3 69-0 69-3 70 67 68-5Fob. 38-1 69 0 69-3 70 67 68-5,, March 46-2 69-0 69-3 70 67 68-5„ April 46-7 62-1 69-3 70 67 68-5,, May 45-9 62-1 69-3 70 67 68-5„ June 38T 62*1 69*3j 70 67 68-5

* Average of highest and lowest prices of live varieties (from 
Coinjjeiulium).

t “ Voluntary” control figure {75«. per ton),
X Average of two figures given in Labour (jazette,
§ Ton-hours day.II A rough indicator only, since the reductions were made 

at various times at various ports. The figures refer to the first 
day of each month.

ally reduced. It will be noticed that 
the fall in costs from the peak prices 
of 1920 has been less pronounced than 
the fall in freights; also that the rise 
in bunker coal prices occasioned by 
the “ Ruhr ” export boom was con
siderably greater than the rise in out
ward coal freights.

THE PRICE OE SHIPS.

The attractiveness of ship-acquisi
tion is the resultant of the levels of 
freights and running costs, and is re- 
llected in the price at which shipping 
changes hands. According to the charts 
of quarterly prices published by Faiyplay, 
the price per ton of a new ready 7,500- 
ton cargo steamer fell from its maximum 
of £54.', in 19201, to a minimum of 
£8 in “19213 and 1921 4. In 19221
with the improved outlook it rose to 
£8-8, relapsed to £8-25 iu the following 
quarter with the fall in freights and the 
emergence of laid iqi tonnage, rose to 
£875 at the end of 1922, remained 
stationary for a quarter, and fell again 
to £8’33 in the middle of 1923.
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S H I P B U I L D I N G .
The desire to possess ships is also 

rellectcd in the activity of shipbuilding; 
but without accurate knowledge of the 
mental processes of every shipowner it 
is impossible to be certain how far a 
given change in shi])building activity 
is due to a change in the clfective desire 
to possess ships, and how far to a change 
in the cost or difficulty of shipbuilding. 
Further, the shipbuilding industry has 
been racked in recent years by disputes 
and other abnormal difficulties (joiners’ 
strike, December IQ20-August 1921, ship
yard workers’ strike, March-May 1922, 
hold-up of materials in the Ruhr, March 
1923, boilermakers’ lock-out still in pro
gress), so that it is not easy to tell how 
far a revival in activity is due to the 
removal of physical difficulties, and how 
far to the psychological effect of lowered 
costs in stimulating orders. The epi
tome of recent shipbuilding activity 
given in Table IV must therefore be 
interpreted with caution; but taken

TAHI.E V.
SHIPBUILDING COSTS.

1921 Jun. 1 
,, Fob. 1
,, Mtireh I 
,, April 1 
„ May 1 
„ Juno 1 
„ July 1
M Aiij?. 1
,, Sopt. 1 
,, Oct. 1 
„ Nov. 1 
,, Doc. 1

1922 Jan. 1 
„ Fob. 1
,, March I 
,, April 1 
„ Jlay 1 
,, .luiic 1 
„ July I 
„ Aug. 1 
„ Sopt. 1 
,, Oct. 1 
„ Nov. 1 
,, Doc. 1

1923 Jail. 1 
Fob. I 
lUarch 1 
April I 
-May 1 
June 1 
July 1

i ̂

9 9

9 f

9 f

Price of steel 
sliip-])luios 
(Cleveland) 

per ton.

P rirc  of Haltlc 
piU-li-pine 
per load.

Slili)-platerfi’ 
weekly wage- 
rate (a]ipro.x.)

£
24k22k
21
19
19
19 1
15
15
14 ,
14lOi
10k
104
104
l O i
104 i104 ^
lOA 
10"

10
9

9 to 94 
9 to 94 i
9 to 9 i  •
9 to 94

9 k
10 
104 
104
lOA
10 "

(liconoiiiist
correspondent),

TABLE IV.
(JUAHTEHLY SHIPBUILDING RETURNS

(Lloyd’s Register.)
(Thousands of gross tons.)

1921. 1922. 192.1.
Quarter 1 •1 1

Tonnage U . K .

Comtnenood............
Under elTectivc

construction.......
Suspended ............
Launched ................
Unemployment 

percentage * .......

Commenced J ........
Under effective con

struction ............
Suspended ............
Launched ................

393 69 51 55 51 39 82
1

231 355 241

3302 ' 2795 2552 1918 1619 1439
1

1198 1120 1311 1208
497 735 731 722 617 481 419 348 181 130
433 1 322

i
308 467 334 149 , 307 1 261 228 239

19-34
\
1 34-36 ] 28-27 36-1 36-3 38-6 ii 37-1 35 6 30-0 33-2

■\VOJlLI)

118 151 188 * 345 531 314

6590 5464 4437 3335 2737 2465 2027 2390 2531 2282
1106 1122 942 771 675 564 '' 329 262

1
1
11

\
1 1

1 1

523t ( 390t 476t 538 445 570

* J»orcentagc of tho.se in the industry rogi.slcred at omployment exchanges on a date in the last month of the quarter 
t  Excluding Germany and Dan/.ig—abovit 180 mn. tons in the three qiiarters. 
t  Excluding Germany and Danzig.

in conjunction with tlie figures of re
presentative costs (Table V) and with 
other evidence it suggests the following 
reflections.

material(i) The decline m material prices 
took place mainly in 1921, while that 
in wages has been spread over 1921-22.

In spite of pronounced cuts in steel 
lirices in June and October 1921, and in 
wages after the strike ending l\lay 1922, 
the reductions have in the main been 
made gradually and piecemeal. This 
l)lan, wliatever its other advantages, is 
unfortunate from the point of view of
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Stimulating activity; for if it is ex
pected, and still more if (as in the case 
of agreements for gradual wage reduc
tion) it is known for certain that further 
cuts will follow, work is postponed. 
Hence the effect of the fall in costs was 
long delayed, and had never made itself 
fully felt before giving place to a renewed 
rise.

(2) A decline in the volume of ton
nage on which work was suspended took 
place considerably earlier than an ad
vance in the volume of new tonnage 
commenced. There has been a double 
buffer between improved shipping pros
pects and orders for new ships— not only 
the laid up tonnage in port, but also 
the uncompleted tonnage on the stocks.

(3) The first wave of the revival 
of contracts at the end of 1922 was due 
rather to lowered costs than to improved 
shipping prospects, and derived its main 
strength from the liner companies. It 
is true that a line which has to replace 
tonnage to maintain its regular sailings 
may on occasion place orders almost 
regardless of cost; but its programmes 
of development are planned far ahead, 
and capable of postponement or accelera
tion in accordance with the cost of 
building. Tramp owners seem to be 
much more swayed by the immediate 
prospects of the freight market; '  and 
it was not till November 1922 that the 
expansion in imports, reinforcing, no 
doubt, the effect of lowered building

costs, brought the tramp owners to 
the side of the liner companies. Further, 
it must be remembered that perhaps 
one-seventh of the tonnage commenced 
in 1923*1 consisted of small boats de
signed for the Canadian Lake trade, 
which have been rapidly completed, and 
do not at best constitute much evidence 
of desire to own tonnage in general. 
From February 1923 tramp owners, dis
couraged by the stagnation of freights, 
began to draw in their horns, while 
some of the liner companies, notably the 
P. & ()., continued for a time to push on 
with their programmes.

(4) Wages are not likely to fall 
further, steel prices have been raised 
by the Ruhr situation, and with any 
general expansion of trade the com
petitive demands of other steel-using 
industries are likely to increase. The 
belief that costs have passed the lowest 
point might under some conditions lead 
to a flood of orders; but in the present 
state of demand that is hardly likely. 
Further, a good deal of the new ship
building work has been undertaken at 
prices which are really unremunerative, 
and shipbuilders are likely to be shy 
of continuing this process indefinitely. 
For these reasons it would be rash to 
attach too much weight to the statistical 
evidence of recent revival in the ship
building industry, or to attribute the 
present stagnation wholly to industrial 
conflict.
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PROVISIONAL PROGRAMME FOR 1923.

MONTHLY BDLLETIN.-To be issued 20th and 25th of each month, with a Supplement issued about 7th • 
of the following month.

The Bulletin will contain charts, tables and comments dealing with the current trade position in the 
United Kingdom and in America (by cable from the current Harvard Service).

The Supplement will contain charts, tables and comments dealing with European countries and the 
latest available British figures.

The statistics in the Bulletin will embrace finance (stock prices, exchanges, bank activities, etc.), 
prices and wages, inland and sea transport, output, trade and employment.

QUARTERLY SUMMARY AND REVIEW.— To be issued with the Bulletin in the first month of each 
quarter, from April, 1923, onwards, containing a review of the preceding quarter, brief articles on such 
matters as capital issues, movement of exchanges, movements of foreign trade, and public finance during 
that quarter, and charts and tables covering longer periods,

SPECIAL MEMORANDA:

Tariff Changes in Relation to British Trade.—By T. E. Gregory 
Stocks of Staple Commodities.—By J. M. Keynes and R. B. Lewis.
Harvest Results and Prospects.—By Sir William Beveridge and R. B. Forrester.

Each of the foregoing will, it is hoped, appear every six months.

Seasonal Movements in Finance, Trade and Production.
The Time-Relation between British and American Trade Movements.

The Iron and Steel Trade.
Shipping.
The Cotton Trade.

Special memoranda on these and other subjects are being arranged for, and will appear from 
time to time. They will not necessarily all appear during 1923.

«

The Executive Committee cannot guarantee the fulfilment of this programme, and reserves the right to vary, 
reduce or add to it as circumstances require
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