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SUMMARY

Correct decislions with respect te the international commercial
activities of the totally maritime nations of the Caribbean recuire an
understanding of the fundamental role short-sea transport plays in
those activities. To provide a2 basis for a better understanding of
such role, this document presents an analysis of Caribbean short-sea
transport services, related trade flows and ports as well as the
problems faced by short-sea operators and the countries they serve and
suggests possible solutions to their problems.

Short-sea transport encompasses those services between Caribbean
countries and their counterparts on the east and Gulf coasts of North
America, the east coast of Central America, the north and east coasts
of South America, and the east coast of Mexico. The importance of
these gervices can be seen from tables 6-10 in Annex II, which
highlight that approximately 50 percent of all Caribbean imports and
exports are transported by short-sea vessels. Further, the Caribbean
countries have a fundamental reliance on maritime transport, as Cheir
ratios of exports and imports to their total gross domestic product
are 72.4 percent and 68.2 percent, respectively, while those for all
Latin American countries are 11.6 percent and 11.1 percent.

Hhile 50 percent of all Caribbean imports and exports are
concentrated in short-sea trade, B0 to BS percent of those cargoes are

transported between Caribbean countries and North America. Even
though the North American end of Caribbean short-sea trade fliows is
concentrated, the Caribbean end is guite dispersed. This

concentration-dispersion dichotomy has an important impact on
short-sea vessel operators. Due to the impact this dichotomy has on
Caribbean trade and transport, as well as the unbalanced and sezsonal
nature of trade flows, further study should be dirzscted towards
developing a greater understanding of the interaction of these factors
on the demand for short-sea services. For instance, such studies
might determine that the dichotomy could be utilised by Caribbean
countries which have similar trade origins and destinations, and are
not too geographically dispersed, to establish trading units. These
trading units could form the basis of joint short-sea services, either
with existing carriers or independently.

From a survey of 76 Caribbean short-sea vessels, which are
considered to be about 95 percent of all transport capacity, it was
determined that such vessels are quite similar; that is, they all
transport unitised cargoes, are either roll/on-roll/off or cellular
container vessels, and have a deadweight of approximately 2 000 tons.
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0f these vessels, about 80 percent offer services which range from
~daily to every 10 days, while over 50 percent offer a weekly

frequency.

Due to thelr reliance on maritime transport services, and
especially those of a short-sea nature, Caribbean countries during the
early 1970s began constructing port facilities for the handling and
storage of containers. These countries usually have only one port
providing services for container vessels. As a result, any
interruption of work flows, whether due to a labour dispute or for the
repair of necessary equipment, has an immediate and important impact
on the economy of the country it serves.

0Of the many challenges facing Caribbean short-sea vessel
operators and the countries they serve, some of the more pressing are
related to the excess of short-sea transport capacity, cargo flow
imbalances, the efficiency and cost of port services, and becoming
operators of modern short-sea transport technologies. Traditionally,
outside the Caribbean two means have Dbeen utilised to resolve an
excess of transport capacity, i.e., conferences and domestic
legislation. The Conference of Inter-island Shipowners and Operators
(CIS0) of the Philippines and the Japan Federation of Coastal Shipping
Associations (JFCSA) both have measures which are effective in
controlling the number of vessels placed in service. Even though both
CIS0 and the JFCSA function in national settings, the methods by which
tonnage projections are prepared, excess vessels are laid up, sold and
scrapped, and violations of operating agreements are controlled appear
aplicable to the Caribbean short-sea transport environment.

Almost all Caribbean short-sea vessel operators highlighted what
they consider to be excessive port charges. From a comparison of port
charges at union and nonunion facilities in Florida, USA, with those
of certain Caribbean countries, it was found that the costs of
services at union facilities are quite similar to those in the
Caribbean. Nonetheless, Caribbean countries might wish to consider
the formulation of other bases for such comparisons. For instance, a
comparison might be made of Caribbean port workers compensation with
that for workers performing similar tasks outside the port. Other
areas Caribbean countries might wish to evaluate would be the
organisational structure of ports, and the cost of and need for pilots
when vessels enter and leave ports.

The short-sea trade flows of Caribbean countries are not only
unbalanced but also subject to wide seasonal variations. The
relocation of empty containers to North American ports was estimated
to cost the Caribbean countries approximately USs 14 milliion per year.
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In response to seasonal demand variations, short-sea vessel operators
either lay up or charter out excess vessels, or return those which are
on charter. For Caribbean importers and exporters that reguire a
frequent short-sea service throughout the year, the seasonal reduction
in transport capacity creates numerous problems.

To assist Caribbean countries identify, evaluate and utilise new
short-sea transport technologies, five tug-and-barge systems, two
sail-assisted systems and one self-propelled vessel were presented and
evaluated. HWith the high cost of petroleum energy products for
short-sea vessels, sail-assisted systems have distinct advantages.
However, as tugs and barges are an energy efficient system with
inherent flexibility as regards cargoes carried, port facilities and
water depths required, and methods of acquisition and operation, they
would appear suited to Caribbean short-sea needs.

Whether the short-sea transport systems selected by Caribbean
countries is self-propelled, towed, pushed or sail-assistaed, it should
(1) have roll/on-roll/off or cellular container capacity, (2) be
appropriately dimensiocned to operate profitably throughout the year,
taking into account the nature of ¢trade flows, (3) be energy
efficient, and (4) be able to 1load and discharge containers
independent of existing port facilities, and to operate in water
depths of no more than 4.3 metres (14 feet). The towed tug-and-barge
system appears to satisfy all of the above requirements and might
merit further investigation by Caribbean countries. For example,
those countries might jointly purchase or charter tugs, with needed
barges acgquired individually by each. There are computer programmes
which might be used to determine the relative merits of tug-and-barge
as well as other short-sea transport systems in relation to trade- flow
volumes, port facilities and required service fregquencies.

For those Caribbean countries with minimal trade volumes and
locational disadvantages, there is a very real risk of being caught in
a trade-transport vacuum:; that is, without sufficient cargoes to
induce operators to make more than occasional calls at their ports,
this may, in the absence of government initiatives, lead to a
reduction in the level of economic activity. To avoid this situation
governments might give consideration to the establishment of
appropriately dimensioned inter-island feeder services between their
countries and major Caribbean ports, possibly through the employment
of sail-assisted vessels such as the Na Mataisau found at part III.
D. of this document.






PREFACE

As part of a continuing activity of the United Nations Economic
Commission for [Latin America and the Caribbean (ECLAC) to assist
countries of this region in their efforts to identify, evaluate and
utilise new transport technologies, in 1979 a survey was conducted of
inter-island transport systems employed in Hawaii, United States of
America, USA, and the results were presented in a document entitled
Survey of Hawaiian inter-island maritime transport systems in the
light of their significance for Caribbean inter-island transport
(E/CEPAL/1085). Since that time not only have there been numerous
technological and institutional developments with short-sea and
inter-island transport systems but also the world has Dbeen plunged
into a prolonged economic recession which has significantly reduced
the demand for maritime transport services. In response to these
changes and with the kind assistance of the Maritime International
Co-operation Center (MICC) of Japan, information was gathered from
short-sea and inter-island carriers, shipowner associations, financial
institutions and others in Japan, the Philippines, Trinidad and Tobago
and the USA to bring the aforementioned document up-to-date and to
include other transport technologies as well as relevant institutional
experiences. ‘

During the gathering of information for this document, a large
number of persons and organisations made important contributions. 1In
recognition and grateful acknowledgement of that support, the names of
those organisations are found at Annex I.



I. Introduction

Since exports, imports and economic growth are clearly
interrelated, transport plays an important role in the development
processes of all countries. However, when those countries are islands
or are isolated and can be reached only by sea, maritime transport
assumes functions of such importance that it becomes the fundamental
lifeline for not only economic but also social wellbeing of the
communities served. Many Caribbean countries seek to take advantage
of favourable market access agreements, diversify their limited export
bases and carry out economic integration initiatives. In this
context, the need for efficient, regular and technologically
appropriate short-sea transport cannot be overstated. Hhile there are
many factors which should be taken into consideration when evaluating
the Caribbean short-sea transport environment, some of the more
important are: (a) the scope of short-sea operations, (b) .trade
patterns and (¢) the reliance of Caribbean economies on maritime
transport.

A. Scope of Caribbean short-sea maritime transport operations

Due to the geographical spread of Caribbean countries over an
ocean area which encompasses 1 870 000 square kilometres (see map at
page 6), 1.e., with the Bahamas east and southeast of Florida, USA,
Belize as part of Central America, an archipelago of 1islands
stretching in a semicircle from Cuba in the north to Trinidad and
Tobago in the south and Guyana and Suriname on the northeast coast of
South America, one would think that with such diversity there should
be very little in common. Indeed, to those familiar with
trans-Atlantic and trans-Pacific maritime transport services, the
overlapping and variable deep-sea, short-sea, inter-island, coastal
and river services of the Caribbean appear guite complex.
Nonetheless, with the exception of Haitian coastal fleet and the river
and coastal services of Guyana and Suriname, Caribbean maritime
transport involves three systems; that is, deep-sea, short-sea and
inter-island. Even though each of these transport systems is directed
towards different market segments, they do not operate in isolation.
For example, deep-sea and short-sea lines which call at two or more
Caribbean 1islands offer inter-island transport services, and deep-sea
operators offer direct and indirect or transshipment services between
the Caribbean, North America and other continents. Finally, vessels
engaged in inter-island transport offer short-sea services between
various Caribbean islands, and Guyana and Suriname on the Northeast
coast of South America.

As a result of the overlap of deep-sea, short-sea and
inter-island transport services, the relation between such services is
best wvisualised with the following diagram:
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As can be 3seen from the above diagram, short-sea operations involve
elements of both deep~sea and inter-island transport services. It 1is
necessary, therefore, to carefully define those maritime transport
operations which are included within the scope of this study.

For purposes of this study short-sea transport is considered to
encompass the ocean carriage of goods and passengers between one or
more Caribbean countries 1/ and the east and Gulf coasts of North
America, east coast of Central America and Mexico, and the north and
east coasts of South America. It should be understood from the outset
that this analysis does not encompass domestic cargo movements between
continental countries and their island dependencies, e.g., Colombia
and San Andrés/Providencia, Honduras and Roatan Island, USA and Puerto
Rico, Venezuela and Margarita Island, etc. However, where such
domestic cargo movements have an impact on short-sea transport
operations, an evaluation of that impact 1is presented. As most
short-sea 1lines also carry inter-island cargoes between the Caribbean
countries served, this definition includes such transport operations.
Even though there is also an overlap between the deep-sea and
short-sea services, those transport operations which Iinvolve cargo
movements between the Caribbean and other continents as well as the
west coast of North, Central and South America are excluded from this
analysis. :

B. Trade patterns

1. Historical trade patterns. The foreign trade of Caribbean
countries began with the exportation of agricultural products and raw
materials to European metropolitan centres. As each country had
colonial trade committments with and relied upon the deep-sea
transport services of such centres, there was less need for and
consequently 1less development of short-sea and inter-island transport
services. Nonetheless, small amounts of trade were carried Dbetween

1/ Included are all Caribbean island nations as well as the
continental countries of Belize, Guyana and Suriname.



those countries in sailing schooners. With the outbreak of the Second
HWorld War, Caribbean countries found themselves not only cut off from
traditional European markets and the means of transport to such
markets but also largely without the means to transport their products
to available neighbour island markets. In response to the need for
greater inter-island maritime transport services, action was taken by
colonial governments to organise the schooner owner/operators into the
wartime Schooner Owners Assocation. Under this Association transport
services were rationalised, additional vessels were placed in service,
and the volume of inter-~island trade grew rapidly.

2, Trade patterns since the Second Horld Har. In the decade
following the Second World War, Caribbean prewar export trade patterns
were largely reestablished. As European productive capacity was
largely in ruins at the end of the Second World War, Caribbean
countries turned to North America as a source of manufactured goods
and services. At the same time Caribbean countries began to trade
more actively with Mexico and those of Central and South America.
While this trend was lessened somewhat once European countries had
reastablished their industries, it should be wunderstood that the
important position of short-sea trades in the economic activities of
Caribbean countries remains. Concurrently with the growth in trade
flows between Caribbean countries and North, Central and South
America, the establishment of regional economic organisations such as
the Caribbean Community (CARICOM) and the Organisation of Eastern
Caribbean States (OECS) created bases for continued development of
inter-island trade. 1In response to this situation, numerous short-sea
shipping lines have been established to service the trade flows
between Caribbean countries and North, Central and South America. To
enhance load factors and earnings, these lines have come to offer not
only short-sea services between various Caribbean islands and North,
Central and South America but also inter-island services between the

islands served.

Since 1980 the Caribbean countries have increasingly begun to
view North America as a market for their exports and Europe as a
source of manufactured goods. The reason for this 1is that the
increasing strength of the US dollar in relation to European
currencies has made US manufactured goods expensive in comparison with
those of Europe. In other words, at present Caribbean countries seek
to earn US dollars by exporting their products to that country and are
comparing prices of European and North American manufactured goods in
order to purchase the least expensive. For instance, the Government
of Barbados is encouraging importers to purchase their goods in Europe

to take advantage of the weaker currencies 2/. The effect of this
policy has been to shift the relative shares of Caribbean imports from

2/ The Economist Intelligence Unit, Quarterly Economic Review of




North America to Europe, rather than the introduction of a new source.

€. Caribbean economies and their reliance on maritime transport

With limited exceptions such as the Dominican Republic, Guyana.
Jamaica, Suriname and Trinidad and Tobago, with exploitable bauxite
deposits in the first four and petroleum in the latter, the majority
of Caribbean countries lack natural resources for establishment of
major industries. As can be seen from the trade structure of selected
Caribbean countries included in table 1 of Annex II, approximately 50
percent of the value of all imports represents manufactured goods, 25
percent involves energy requirements and 18 percent is related to
focod. With regard to exports of those countries (see table 2 of Annex
IT), they largely encompass agricultural products such as sugar,
coffee and cocoa, clothing and electrical appliances which are
asgsembled 1locally for North American markets, bauxite, and petroleum
and its derivatives. This narrow range of exports, the need to Import
most manufactured goods and small national markets have created a
pressing need for commercial exchanges with other countries.

The fundamental reliance of Caribbean countries on maritime
transport services can be seen not only from the nature, tonnages and
direction of their trade flows but also from the ratio of imports and
exports to gross domestic product (GDP) for those countries. For
example, as can be seen from table 3 of Annex II, during 1980 the
total Caribbean GDP was US$ 20 882 million, with imports amounting to
US$ 15 114 million or 72.4 percent and exports US$ 14 248 million or
6B8.2 percent of GDP. By way of comparison, the total GDP of all Latin
American countries during 1980 was US$ 7B4 650 million (see table 4 of
Annex II), with imports representing USSs 91 408 million or 11.6
percent and exports US$ 86 807 million or 11.1 percent. It should be
noted that the ratios for Latin American countries are substantially
less than those for the Caribbean, thereby indicating a lesser
reliance on foreign markets and, hence, on maritime transport
services. For major industrialised nations with large domestic
markets, these ratios are even more reduced. For example, during 1980
the USA had a GDP of USs 2 599 000 million 3/, with imports amounting
to US$ 256 959 million or 9.9 percent and exports US$ 220 781 million
or 8.5 percent of GDP 4/.

2/ (Cont.) Hest Indies, Belize, Bahamas, Bermuda, Guyana., No. 4 1984,
pp. 9 and 29.

3/ United Nations, Monthly Bulletin of Statistics, February 1984,
p. XXVIII.

4/ International Monetary Fund, Direction of Trade Statistics,
Yearbook 1984, p. 3.




As a result of their limited natural resources and the need to
import a wide range of manufactured goods and food, the growth of
Caribbean economies is strongly conditioned by events outside the
sub-region. Indeed, the purchasing patterns of major trade partners,
relative strengths of national currencies, levels of investment in new
plant and equipment, interest rates, market access agreements,
protection measures and many other factors determine both the volume
and direction .of Caribbean trade flows and, hence, the demand for

maritime transport services.
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ITI. Caribbean short-sea transport

While many aspects of the Caribbean maritime transport
environment should be given careful study when evaluating short-sea
transport systems, some of the more important for this analysis are
{(a) vessels -types, sizes and ownership, capacities and frequencies,
and operations; (b) cargoes -sources and volumes, seasonality and
passengers; (c) port facilities; and (d) relation hetween short-sea,
deep-sea and inter-island services.

A. Vessels

1. Types of vessgsels. Due to the openness of Caribbean economies
and the geographical proximity of those countries to markets in North,
Central and South America as well as to major trade routes utilising
the Panama Canal, their liner short-sea trades are served by at least
30 shipping lines (see table S of Amnex II). Fhile not readily
apparent, all vessels operating in non-bulk% Caribbean short-sea trades
have one aspect in common; that is, they transport unitised cargoes.
The principal cargo grouping units are chassis and IS0 standard 20 and
40 foot containers 5/. As vessel owners engaged Iin this trade
indicated, short-sea vessels transport food and department store items
to Caribbean countries, all of which are amenable to unitisation.

While most of the short-sea vessels were originally designed
either as roll-on/roll-off (RO-RO) vessels &6/ or cellular container
ships 7/, one line indicated that it was removing c¢ell guides from

5/ The International Organization for Standardization’'s Technical
Committee 104 (ISO/TC 104) published in 1970 I5C Recommendaticn R
688 and three years later that Recommendation was again published
as an International Standard for freight containsrs. flhile IS0
688 encompasses three series of containers, Series 1 includes
containers of 2 438mm x 2 438 (8 feet x 8 feet) uniform
cross-gection, of nominal lengths from 1 500mm to 12 000mm (5 feet
to 40 feet). Also included in Series 1 are 2 43Bmm x 2 5%1mm high
(B feet x 8 feet 6 inches) containers of & 000mm, 9 0COmm and
12 000mm (20, 30 and 40 feet) lengths. The vatings of the
containers from 1 500mm to 12 000mm long are from 5 to 40 tons.

6/ The roll-on/roll-off (RO-R0O) transport system consists of chassis,

~  upon which are placed containers and other unitised cargoes, that
are pulled by tractors onto vessels specially equipped with one or
more external ramps to the dock and various internal ramps or
elevators for cargo movements within such vessels.

7/ A cellular contailner ship is a vessel whose cargo holds are fitted
with guides to facilitate the loading, discharge and stowage of



cargo holds to facilitate The handling of flat-rack containers which
often carry oversize cargoes.  Approximately one-fourth of the
short-sea vessels providing 1lift-on/lift-off (LO-LO) 8/ container
services have cranes for loading and discharge of such units. The
reason for this is that as Caribbean trade patterns change rapidly,

many short-sea vessel operators prefer to have their own container
handiing cranes so that ports without such equipment can be served
without difficulty. Such equipment also permits short-sea operators
to avoid the extra expense of renting port cranes or to utilise wvessel
and port cranes simultaneously to carry out discharge and leoading
operations more rapidly. Indeed, the Shipping Corporation of Trinidad
and Tobago (SCOTT) has time chartered two vessels which are so
equipped even though Port of Spain, Trinidad and Tobago, has two
container cranes. On the other hand, short-sea carriers which operate
gearless container vessels, i.e., without cranes, are wusually well
established in a specific trade route and have either placed needed
equipment at the ports served or rent such equipment from ports.

Of the 76 short-sea vessels included in this survey (see table 5
of Annex II), 29 or 38.1 percent are cellular container ships, 37 or
48,7 percent are RO-RO vessels and the remzining 10 or 13.2 percent
are of a multipurpose design. Most short-sea operators have acguired
specific vessel types in response to characteristics and wvolumes of
goods they wish to carry as well as the facilities, possibilities of
congestion and cargo handling speeds at the ports served. For
instance, while all of the vessels surveyed transport containers, 48
or 63.2 percent of those vessels utilise the LO-LO system for loading
and discharge operations. The port facilities and gservices reguired
for LO-LO vessels are guite different from their RO-RO counterparts.
Due to the 1less than 0.30 metre (one foot) tidal range in the
Caribbean, RO-RO vessel operators require only a dock and possibly
chassis and fork-1lift trucks (FLTs). On the other hand, LO-LO vessels
may have their own cranes. For those that are so0 equipped their

7/ (Cont.) containers. At times these guides are also placed on top
of cargo hold hatch covers to eliminate the need for lashing

containers. Such vessels may have their own cranes for discharge
and locading of containers.

8/ The lift-on/lift-off (LO-L0) transport system consists of
individual cargo units, whether IS0 standard containers or
break-bulk, which are loaded on and discharged from vessels by
cranes that employ vertical (lifting and lowering) and horizontal
(between dockside and vessel) movements. The LO-LO system may be
utilised individually, a&s in the case of cellular container ships
and break-bulk cargo vessels, or in combination with the RO-RO

transport system.



requirements eare similar to RQO-R0O vessels, i.e., chassis and FLTs.
Where the LO-LC vessel does not have its own cranes, either port
authorities or operators or both must place needed cransage at the
ports servad.

2. Sizes and ownership of vesgelg. Vessels encaged inm Caribbean
short-sea trades (see table 5 of Amnex II} range from three vessels of
1 172 TEUs 2/ each belonging to Navieras de Puerto Rico to the 24 TEU
Tropic Cale of Tropical Shipping Company (TSC). Within Chis range, it
1g interesting to note that of the 76 short-sea wvessels surveyed, 40
or 52.6 percent are between 24 and 240 TEUs and that of these vessels
34 or 44.7 percent are from from 76 to 240 TEUs. On the other hand,
12 vesselg or 15.B percent are 1in the 29%-400 TREUs category, 15
vessels or 19.7 percent are between 500 and 564 TEUs, and the
remaining 9 vessels or 11.8 percent have capacilties from 670 to I 172
TEUs . With regard to ownership of short-sea wvessels, it We.s
~determined that of the 76 vessels 25 or 32.9 percent were chartered.

With reference to appropriate vessel sizes for the trade between
the East coast of the USA and Trinided and Tcbago, one operator
indicated that the 450 TEU vessels it currently has on charter are
three to four times larger than needed by the trade. If such smaller
vessels are chartered, they should have capacities between 112 and 150
TEUs which falls within the range of most populsr vessel sizes for
Caribbean short-sea transport. Honetheless, another operator of
vessels in this range indicated that such extra capacity permits the
carriage of additional cargoes, should they be presented, andéd avoids
"restowes", 1i.e., temporarily placing containers on the dock so that
others may be removed from the holds for final discharge. As charges,
dues and terminal expenses at Caribbean ports are considered -
excessive, this operator belleves it less costly to uwhilise vessels
with a certain amount of extra capacity than to pay for "restowes".

3. Capacities and freguencies of vessels. It should be
understcod that nelther the number of vessels In a trade nor the size
of each in TEUs provides sufficient information to calculate the total
Caribbean short-sea transport capacity. The factor missing is
frequency or the number of round voyages a vessel makes in a given
period. Further, transport capacity 1in the abstract means little
unless related to outbound and Dbackhaul cargo vVolumes. As cargo
volumes &and the seasonality of trade flows will be treated in greater
depth at parts II. B. and III. 3., respectively, it is sufficient

9/ The acronym TEU or twenty-foot equivalent unit refers to & Series
1 IS0 container (see f{footnote 7) and is commonly utllised as a

base measure for, inter alia, vessel carrying capacity and port
productivity.
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at this point to indicate that the 76 short-sea vessels surveyed (see
table 5 of Annezx IX) have a total of 26 233 TEUs of cargo carrying
space. The average size of short-sea vessel engaged in Caribbean
trades is approximately 345 TEUs.

To place this overall short-sea transport capacity in
perspective, 1t 1is necessary to look at the domestic commercial
exchanges between the USA and Puerto Rico. Such ezxchanges are not
typical of those hetween MNorth, Central and South America and the
Caribbean nations inciluded i1in this study. Nonetheless, they are
inmportant for two reasons: filrst, shipping lines dedicated to this
service seek to enhance load factors by transporting cargoes to Puerto
Rico which a&are bound for other Caribbean islands, thereby utilising
San Juan and Ponce as transshipment centreg with feeder services to
final destinations; and second, the size of ships In this trade
greatly exceeds those for vessels dedicated to short-sea routes under
study. For example, American Caribe Line, MNavieras de Puerto Rico and
TMT are dedicated almost exclusively to the USA/Puerto Rico trade and
utilise 21 vessels with a combined capacity of 14 410 TEUs or 54.9
percent of all Caribbean short-sea transport capacity. By way of
comparison, the other Caribbean short-sea trades are served by 55
vessels with a total capacity of 11 8223 TEUs or 45.1 percent of the
total Caribbean short-sea transport capacity. With regards to average
vessel sizes in these two distinct Caribbean short-sea trades, those
engaged 1in the USA/Puerto Rico service would be approximately 686
TEUs, while in the other trades 215 TEUs.

HWith the exception of Alcoa Steamship Company and Saguenay
Shipping Ltd., which offer services every month and 21 days between
North America and the Caribbean, regpectively, all other short-sea
lines provide services which are divided into the folliowing
catagories: {(a) more than weekly -five, four, three and two times per
week- five 1lines or 17.2 percent, (b) weekly, 15 lines or 51.7
percent, {(c) every 10 days, three lines or 10.3 percent, and (d) every
two weeks, four 1lines or 13.8 percent. Thus, weekly service
predominate in Caribbean short-sea trades.

4, Vessel operations. Due to the current economic vrecession
many Caribbean short-sea vessel operators are reluctant to enlarge the
range of ports served, as reduced cargo volumes at most ports do not
justify the charter of an additional vessel. It was considered that
an increase in the number of ports served, without an additional
vessel, could only be achieved through a reduction 1in service
frequency which would result in a loss of extremely hard-won customer
satisfaction and, probably, their cargoes. Moreover, as a 125 TEU
vessel during November 1984 could be time chartered for US$ 1 900 per
day and used containers rented at US$ 1 per day, the entry barriers
are very low for participation in Caribbean short-sea transport and
competition could easily appear.
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To avoid this situation and, at the same time, extend the scope
of its services, Tropical Shipping Corporation (TSC) has executed
joint operating agreements with certain deep-sea carriers and utilises
three load centres -West Pelm Beach (Florida, USA), St. Thomas and
St. Lucia 10/. Each of these centres 1is a distribution point for
cargoes -glither distribution to final consiognees or for on carriage to
another port. The joint operating agreements TSC has executed with
deep-sea carriers permits it to market thelr services within the
Caribbean. For example, the agreement with Geest Line permits that
line to drop coff cargoes, which are bound for islands it does not
serve directly, at 5St. Lucia with T5C wvessels transporting such
cargoes to any of the other destilnations it serves. On the other
hand, Geest Line picks up TSC’'s cargoes ofif loaded at 8St. Lucla and
carries them on to Dominica, Grenada and St. Vincent and Che
Grenadines. It should be hichlighted that T8C has gimilar
arrangements with other shipping 1lines which give it access to
Canadian (Torontc and Montreal) and European (Felixkxstowe, Le Havre and
Rotterdam) ports.

Other short-sea carriers have sought to Increase the scops of
their operations throuch different means. For example, CCT increased
the number of ports served when it began calling at the ports wacated
by the bankrupt short-sea carriey Pan Atlantic Line. To maintain the
service frequency on 1ts former routes, CCT chartered additional
tonnage. The enlarged catchment area for cargoes has resulted in
outbound load factors from US east and Gulf coast ports of from S0 to
100 percent.

B. Cargoes

L. Sources and volumes of cargoes. The four princi pml sources
of cargoes for Caribbean short-sea lines are: (1) exports of North,
Central and South American countries to Caribbean nations, {(2) exzports
of Caribbean countries to those of North, Central and South America
and to Asia/Europe via transshipment at North American ports, (3)
trans-Atlantic and trans-Pacific cargoes which are transshipped at
North American ports for con carriage to Caribbean destinatlons and {(4)
inter-island cargo flows.

10/ The poris served and frequencies provided from such centres are as
follows: (1) West Palm Beach -Freeport and Nassau five times per
weelk and St. Thomas four times per week; (2) St. Thomas -Antigua,
Barbados, St. Barthelemy, St. Christopher, St. Lucia, St. Martin,
Tortola and Trinidad all once a weelr, and St. Croix twice weekly:
and {3) 8t. Lucia -a weekly service with Geest Line to Dominica,
Grenada and St. Vincent.
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The data presented in tables 6-10 of Annex II relate to the years
1977-1980 and do not reflect the impact of the economic recession
since the latter date. Nonetheless, as can be seen from table 6, the
lack of a resource base in most Caribbean countries, from which a
programme of import substitution could be undertaken, has all but
precluded a reduction in imports of manufactured goods and food from
the peak volumes of 1978-1979. On the other hand, table 8 indicates
that between 1978 and 1980 general cargo exports of Caribbean
countries decreased 5 284 109 metric tons or 58.7 percent. From table
10 1t can be seen that the this decrease was caused by a reduction in
the exports of non-energy petroleum products and chemicals.

HWith reference to Caribbean general cargo and refrigerated food
exports, tables 8 and 9 clearly indicate the pivotal role played by
short-sea operators in carrying those goods to markets in North,
Central and South America. Specifically, all Caribbean general cargo
exports in 1980 amounted to 3 713 612 metric tons, of which 1 839 862
metric tons or 49.5 percent were carried by short-sea vessels to those
markets. On the other hand, Caribbean exports of refrigerated foods
in that same period amounted to 616 884 metric tons, of which 487 557
metric tons or 79.0 percent were bound for European destinations and
62 526 metric tons or 10.1 percent were carried by short-sea vessels
to markets in North, Central and South America.

Just as short-sea transport services play a fundamental role in
Caribbean general cargo exports, so also is the case with general
cargo and refrigerated food imports. As can be seen from table 6,
during 1980 there were 5 775 931 metric tons of general cargo imports,
of which 2 802 112 metric tons or 48.6 percent were carried by
short-sea vessels from sources in North, Central and South America to
Caribbean countries. Table 7 indicates that during 1980 Caribbean
countries imported 495 493 metric tons of refrigerated foods, of which
215 188 metric tons or 43.5 percent were carried by short-sea vessels.
The Caribbean countries also imported refrigerated foods irom European
sources amounting to 237 947 metric tons or 48.0 percent of all

imports for that year.

While data are unfortunately lacking for cargo volumes imported
and exported by Caribbean countries since 1980, an indication of
changes in such volumes can be obtained from the tonnages handled by
the Port of Miami. The principal North American ports which provide
services to short-sea vessels engaged in Caribbean trades are Houston,
Miami, New Orleans, Port Everglades and West Palm Beach. At the Port
of Miami, for example, 80 percent of all outbound cargoes are destined
to Latin BAmerican and Caribbean countries. The total tonnages handled
at that port since 1980 are as follows:
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CARGO TONNAGES */ HANDLED
AT THE PORT OF MIAMI, FLORIDA (USA), 1980-1983

A i s i ks il S B i b ot b B bt S TP W T W T — ————— . i S . 1} Sl i A . L e o o e ek e e T A = e Lk o o o y =

TONNAGE PERCENT CHANCE
YEAR IN/OUTBOUND FROM PREVIOUS YEAR
1980 2 499 170 + 11.¢
1981 2 757 374 + 10.3
1982 2 665 921 - 3.3
1983 2 305 646 - 13.5

e A R e o i B WD ke hb L AL Y UNE Sy Y Ty e e e R MR SR T WY TR TN M At T ey e me T ER W M TES M TS M e M W TE G e e A A NES M T M W TR MR MR TER e M e e

Scurce: Based upon information provided by the Port of Miawmi, Florida
(USA}.
*/ Short tons of 2 000 pounds.

From the information provided in the above table it would appear that
there was an increase in trade volumes during the 1980-1981 period.
Beginning in 1982 such volumes seem to have fallen off appreciably.
As the tonnages handled at the Port of Miami are aggregates which
include both dinbound and outbound cargoes, 1t d4is impossible to
determine the exact impact on Import and export cargo volumes of
Caribbean countries, Nonethelegs, from what was indicated earlier
regarding tables 6, 8 and 9, the greatest reduction in ftrade volume
was probably borne by Caribbean exports.

2. BSeasonality of cargoes. Caribbeazn short-sea cargo volunes
increase during the second half of each year. This ig largely the
result of purchases by Caribbean importers to build-up inventories in
anticipation of the tourist (Octeber ta March) season, and for
Christmazs and New Year holidays. As an indication of the Impact such
purchases have on the short-sea lines operating out of Miami, Fleorida,
USA, all 1lines interviewed during November 1984 indicated their
vessels were departing that port for various Caribbean countries with
load factors ranging from 85 to 100 percent. By way of comparison,
Caribbean exports bound for that port on the same date ranged from
empty containers to approximately 15 percent 1load factors and were
composed principally of coffee, cocoa, clothing and vegetables.

The export of coffee from Caribbean countries to the USA 1is
governed by guotas. The amounts authorised for sach country are
granted gquarterly beginning 1 January each year. As Caripbean
exporters try to take immediate advantage of their individual rights
upon receiving an authorisation, the demand for short-sea Cransport
services normally terminates a few days after such dates. Sugar
exports from Caribbean countries to the USA not only face a similar
quota regime but also the lowest prices in over 15 years 11/ and a
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declining. demand due to the growing use of high fructose corn syrup as
a sweetener 12/. While the Caribbean trade in bananas is not as
seasonal as other tropical fruits, about 30 percent of the total trade
is transported in the months of April, May and June with the remainder
spread equally over the other months 13/. With regard to sea-food
exports, those from Roatan Island off the coast of Honduras amount to
1 364-2 273 metrie tons (3-S5 million pounds) of refrigerated cargo
between the months of July and February each year. In response to
these seasonal changes in traditional Caribbean exports, short-sea
lines seek to place thelr vessels at appropriate loading ports during
those periods.

The seasonal nature of Caribbean exports has been somewhat
lessened by market access agreements. As examples, section 807 of the
US Customs Code permits Caribbean countries to establish assembly
industries and export finished products duty free to the USA. Also
the Caribbean Basin Initiative (CBI) of that country permits the
duty-free entry of many Caribbean products for 12 years, thereby
creating an incentive for manufacturers to establish factories in any
of 20 designated Caribbean and Central American countries l4/. During
the first 6 months of 1584, a total of USs 298 million of goods
entered the USA under the duty-free provision of the CBI, of which
US$ 125 million were from the Dominican Republic 15/. In an effort to
participate in the trade flows to and from Caribbean countries, the
port of New Orleans, Louisiana, USA, has reduced wharfage rates 25
percent for most goods eligible for duty-free entry under the CBI 16/.
The Lomé Convention is a renewable five year contract Dbetween the
Eurcpean Community and 65 African, Caribbean and Pacific nations which

The Economist Intelligence Unit, Quarterly Economic Review of
Jamaica, Belize, Bahamas, Bermuda, No. 1, 1985, p. 10.

The Economist Intelligence Unit, Quarterly Economic Review of

Trinidad and Tobago, Guyana, Barbados, Windward and Leeward Is-
lands, No. 1, 1985, p- 11; Fairplay International Shipping
Heekly, 6 December 1984, p. 23; and Seatrade, August 1983, pp. 49

and 51.
Fairplay International Shipping Weekly, 17 January 1985, p. 27.
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Port of Houston, November 1984, pp. 16-18; and Business America,
20 August 1983, p. 31.

/ The Economist Intelligence Unit, Quarterly Economic Review of

Cuba, Dominican Republic, Haiti Puerto Rico, No. 4, 1584, p. Z21.
Port Record, February 1985, p. Z1.
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provides such countries with not only almost totally free access °to
Community markets for their exports 17/ but alsoc a wide range of
development assistance programmes., Finally, the United Xingdom under
its Commonwealth arrangements permits former Caribbean coleonies access
to its internal market under favourable terms.

3. Pasgsengers and carcgo. The West Indies Shipping Corporation
(WISCC) iz a multinational subregional carrier 18/ which began
operations in 13861 with a donation from the Government of Canada of
two general cargo/passenger vessels ~the Federal Maple and Federal

Palm. These vessgels assisted WISCO to initiate a cargo/passenger
service between owner countries. After their disposal, ®WISCO ceased
transpeorting passengers. Today, WISCO's operations are dedicated to

the transpert of general cargo and containers with four cellular
vessels (see table 5 of Annex II) which have their own cargo handling
cranes. Two of these vessels have gpace for 3 600 tons of general
cargo. Evenrr though the commercial focus of WISCO is limited to
general cargo and containers, interest has been expressed in
evaluating cargo/passenger operations, possibly with an appropriately
dimensioned RO-RQO vessel.

Numerous persons bave Indicated that the Scandinavian RO-RO
passenger ferry concept should be applicable to the Caribbean 18/.
Nonetheless, generalisations with regard to the applicability of such
ferries tc Caribbean passenger movements can be misieading. The
fundamental reagson for this 1is the enormous difference in types of
vessels and facilities needed for passenger movements between the
American Continent and Caribbean islands, which principally involve
tourists on cruises or round-trip voyages, and those for Caribbean
nationals wishing to move from one island to another. These two
Caribbean ccean passenger sectors have their own perticular supply and
demand factors, as well as service requirements, which must be
carefully distincguished in any evaluvation that seeks to determine the

17/ The Courier, January-February 1985, #HNo. 8%, published dy ACP -
EEC: see . also The Economist Intelligence Unit,
Quarterly Economic Review of HWest Indies, Belize, Bahawas, Ber-
muda, Guyana, No. 4 19B4, pp. 15-16.

18/ Ownership of WISCO 31is as follows: Trinidad and Tobago -40
percent, Jamaica -30 percent, Barbados -10 percent, GCuyana -10
percent, and 10 percent divided equally among Antigua and Barbuda,
Belize, Dominica, Grenada, Montserrat, St. Christopher and Newvis,
St. Lucia and St. Vincent and the Grenadines.

19/ Fairplay International Shipping Heekly, 13 September 1984, pp. 4
and 34.
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feasibility of establishing an inter-island RO-RO cargo/passenger
operation. For example, in the 1last five years the number of
passenger vessels which offer cruise or round-trip voyvages between

Florida (USA) ports and various Caribbean islands has increased
enormously 20/, while a formal sector for inter-island passenger

movements remains notably absent.

The operation of a RO-RO ferry entails the mixing of cargoes,
such as those in containers or on chassis, with passengers. It should
be highlichted that the latter are considered a delicate cargo by
passengey ship operators and can tolerate little or no delay. On the
other hand, containers and trailers normally tolerate delays of 24-48
hours and even Ilonger without difficulty. This difference in delay
tolerance creates a basis for never-ending conflicts between the
"cargoes". As most RO-RO terminals 1lack Customs and immigration
facilities for rapid processing of passengers and their baggage,
delays would be unavoidable.

RO-RO vessel which Thave a limited number of economy
accommodations, e.g., up to 13, for inter-island passenger movements
can provide carriers with another source of revenue and Caribbean
nationals with a less expensive means for moving between islands. In
certain jurisdictions if this number of passengers 1s exceeded a
medical doctor must be aboard the vessel. Due to the convenience
which results from the rapidity of air travel in comparison with an
ocean passage, RO-RO vessel operators would probably have to offer
certaln incentives for persons to utilise thelr vessels. In this
sense, inter-island RO-RO vessel operators might offer an itinerary
that is unavailable to the air traveler, a low passage cost which
includes food or permit a large amount of Dbaggage or cargo to

accompany passengers.

C. Port facilities

For Caribbean countries which rely so completely on maritime
transport services for commercial exchanges, their ports assume a
position of equal if not greater importance. The reason for this is
that there are alternative means to transport goods to a Caribbean
island, i.e., utilise the services of any one of numerous short-sea
shipping 1lines, charter a vessel or purchase needed goods in Asia oOr
Europe and have them transported to the Caribbean by an appropriate
deep-sea carrier. On the other hand, if the only port of an island
nation has 2 labour dispute or excessive charges, the shippers,
carriers and consignees have no alternative but to wait until the

20/ Fairplay Interpational Shipping Heekly, 18 April 1985, p. 14;
Seatrade, April 1985, pp. 17 and 53, and February 1985, pp. 29%9-33.
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dispute {8 resolved and pay the charges.

For Caribbean countries the predominance of markets for and
sources of goods in North America and Europe as well a&s the almost
total reliance on the shipping services of those reglons, have had &
fundamental impact on their investments in port infrastructures and on
the tvypes of services offered. &As wlll be recalled, the trensport of
containers began 1in 1956 when Malcolm McLean modifled a T-2 fanker
named the "S.8. Maxton" to transport 58 truck trailers (without
chassis}) 1in a coastwise service Dbetween Kewark, New Jersey, and
Houston, Texas, USA 21/. This new transport technology demonstrated
many benefits such as a vreduction in port labour reguirements, an
increase in vessel productivity and a reduction in cargo damage and
pilferage, thereby benefiting not only carriersg bul slsc shippers and
consignees. As a consequence of these benefits, in 1958 the coastwise
transport of containers was extended to the Caribkbbean, elght years
before containers were teo be carried on the North Atlantic between
Europe and the USA 22/.

Until the first trans-Atlantic voyage of a container ship in
1966, growth in the use of those units for Caribbean short-sea trades
was slow. However, after 1966 many deep-sea and short-sea carriers
serving the Caribbean began to transport containers as deck cargo on
their breakbulk vessels and, finally, in cellular ships. During the
early 1970s many ports of Caribbean countries had begun to make
investments . in new port infrastructures for loading, discharge,
handling and storage of containers. As pert of its lendling activities
to those countries, the Caribbean Development Bank (CDB) between 1970
and 1983 made loans for its category "water transport"”, which largely
involves port infrastructures, amounting to US$ 50.6 million or 10.9
percent of all loamns 23/.

Based wupon the 1initiative of the CDB, sther fimancial
institutions such as the Interamerican Development Banlk {(IDB) 24/ and
donors, the infrastructures and container handling equipment available
at ports of Caribbean countries arve generally considered adequate for
current traffic demands. With regard to the principal ports of
Caribbean countries, all have sufficient water depth for short-sea
vessels. For example, as short-sea wessels which operate out of

21/ Seatrade, August 1983, p. 89.

22/ Transport 2000, December 1984, p. 33 and 78.
3/ Caribbean Development Bank; Annual Report 1583, p- 95.
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4/ Interamerican Development Bank, Annual Report 1983, p. 100,
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terminals on the Miaml River, Miami, Florilda, USA, are restricted to a
water depth of 4.3 metres (14 feet), such vessels have no difficulty
operating in Caribbean ports. Container handling equipment ranges
from specialised gantry cranes in the Dominican Republic, Haiti,
Jamaica, and Trinidad and Tobago to heavy-1ift cranes, FLTs, chassis
and RO-RO ramps at the majority of ports. Caribbean ports which do
not have specialised container gantry or heavy-lift cranes utilise the
ship’'s own gear to discharge and 1load units. At those ports
containers are wusually discharged with vessel cranes directly onto
chassis, thereby permitting their movement within the port area and to
consignees as well as stuffing and stripping operations.

In order to respond to specific service requirements, certain
short-sea carriers have placed their own equipment at ports served.
For instance, to support 1its short-sea service between WRWest Palm
Beach, Florida, USA, and numerous Caribbean countries, TSC has
purchased and placed 45-ton-capacity container cranes at Barbados,
Nassau, the Bahamas, 8t. Thomas and 5St. Lucia. Cther short-sea
carriers have placed FLTs, chassis, truck tractors, etc., at wvarious
Caribbean ports to satisfy their own individual needs.

D. Relation between short-sea, deep-sea and inter-island ser-
vices

1. BShort-sea and deep-sea services. The trend towards the use
of larger and more capital-intensive cellular container ships and
RO-RO vessels in deep-sea transport restricts the possibility of such
vessels calling at ports for limited amounts of cargo. As these
modern vessels are in useful production only when moving goods toward
their destinations, all time spent 1in port due to, for example,
congestion, weather delays, waiting for cargo and the resolution of
shore labour problems is non-productive and must be reduced to a
minimum. The tendency today is for such ships to call at fewer ports
during their voyages 25/. For example, the round-the-world service of
Evergreen Line, which commenced in July 1984, calls at 18 ports on the
eastbound leg and 17 on the westbound leg 26/. HWithin the Latin
American and Caribbean region Evergreen round-the-world vessels call

25/ Ports and Harbors, September 1984, p. 24; and Fairplay
International Shipping Weekly, 22 September 1983, p. 14.

26/ Transport 2000, July/August 1984, p. 9. Eastbound ports of «call
are Port Kelang, Singapore, Hong Kong, Kaohsiung, Keelung, Pusan,
Osaka, Tokyvo, Kingston, Charleston, New York, Baltimore, Hamburg,
Felixstowe, Rotterdam, Antwerp, Le Havre and Valencia. Hestbound
ports are the same with the exception that Baltimore and Port
Kelang are omitted and Norfolk is added.
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only at Kingston, Jamaica. From Kingston, Jamaica, Evergreen operates
a weekly short-sea feeder service to Aruba, Costa Rica, Curacao, the
Dominican Republic, Panama, Puerto Rico and the USA (Houston) with
three 510 TEU B-series vessels -the Evers Better, Breeze and Bridge
27/. Ingreasing Importance must therefore be pleced on short-sea and
inter-island feeder transport services, not only to supply main-line
vessels with cargo but also to deliver carge to consignees Z28/.

In response to the above trend and in recognition of the
advantageous geographical proximity of numercus Caribbean countries to
important markets In North, Central and South America and to trade
flows which wutilise the Panama Canal, many of those countries have
established or seek to establish container transshipment centres. The
establishment of container transshipment centres is viewed as a means
to utilise a country‘s port not only for domestic and transshipment
cargoes and, hence, a scurce of employvyment and income, but also as a
means to ensure the availabliity of direct deep-sea liner services to
overseas trade partners. hether the availaebllity of direct liner
services is an advantage must be evaluated in the 1light of the
economies of scale and possible lower transport costs of large
main-line vessels with a limited number of ports of call, the cost of
transshipping cargoes at intermediate ports, and &the cost and
frequency of feeder services. While an appropriate geographical
location 1s a prerequisite for establishment of a transshipment
centre, it should be understood that the long-term ecconcmic wiability
of such centres 1s based upon a dynamic flow of domestic import and
export cargoes which attract main-line and round-the-world wvessels to
a particular port, as transshipment services are subordinate to such
flows, and adegquate short-sea and Iinter-island feeder services to the
out ports sought to be served 29/.

2. Short-sea and inter-island services. While an overlap
between short-sea and inter-island services was shown in the diagram
on page 3, it should be understood that this overlap relates only to
unitised cargoes -normally containers. The cargoes carried on
inter-island vessels are usually different from those carried between
the sgame islands on short-sea vessels in three respects, i.e., types,
volumes and shipping units.

27/ Feirplay International Shipping Weekiy., 11 April 1985, p. 9, and
20/27 December 1984, p. 6; and Transport 2000, February 1985,
pP. 18g

28/ Fairplay International Shipping RKeekly, 30 June 1983, pp. 10-11.

29/ ECLAC, Guidelines for the evaluation of transshioment opportu-
nities: The case of St. Lucia (E/CEPARL/G.1273), & January 1984.
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Inter-island cargo movements may be characterized in general
terms by dependence on a wide range of cargoes -from live animals to
fresh fruits and vegetables and from individual consignments of
manufactured goods to processed foods. While each of these groups of
cargoes may be transported in specialized vessels, the limited volumes
involved and the seasonal changes in tonnages of such cargoes
discourage capital investments in specialized vessels and related port
facilities. Further, as each of these groups of cargoes is normally
presented in different shipping units -break-bulk, pallets, barrels,
containers, bales, 1live animals and indivisible odd-sized units- an
inter-island transport system must be sufficiently flexible to
transport all of them.

Due to the structure of inter-island cargo movements, many
short-sea carriers avoid such trade unless it i1s containerized. As
the majority of inter-island carriers operate on a tramp or Iinformal
basis with old and inadequately maintained vessels 30/, most Caribbean
shippers and consignees prefer thelr goods be moved by short-sea liner
vessels. As a result, contalnerized cargo movements between islands
are dominated by short-sea operators; that 1s, short-sea carriers
transport containerized inter-island cargoes which are compatible with
their schedules, vessels and ports of call in order to enhance load
factors and profitability. While the inter-island movement of goods
for short-sea carriers is an indirect product of their principal
service, wunless there are sufficient short-sea cargoes to ensure the
presence of such carriers the inter-island component will suffer.

The current operations of WISCO would seem to provide a working
example of an inter-island carrier’s need to have access to short-sea
cargoes. As will be recalled, WISCO was originally established ¢to
provide inter-island transport services and to generate trade between
Caribbean countries. In 1980 WISCO began to offer short-sea services
between Antigua and Barbuda, Barbados, Jamaica, St. Lucia, and
Trinidad and Tobago, and Miami, Florida, USA. As an indication of the
importance of that short-sea service for WISCO (see table 11 of Annex
1I), cargo volumes from Miami to those Caribbean destinations have
grown steadily from a 1low of 1 808 freight tons in 1980 to 65 752
freight tons or 39.4 percent of all cargoes carried during 1983. By
way of comparison, only Jamaica comes close to the importance of Miami
as a source of cargoes with 38 813 tons or 23.3 percent during 1983.

30/ UNCTAD, Small vessels (Regional Shipping Development Project
(UNSHIPRO) for the Eastern €Caribbean countries -Antigua and
Barbuda, Dominica, Grenada, Montserrat, St. Christopher and Nevis,
St. Lucia and 8t. Vincent and the Grenadines- CAR/80/004 and

RLA/79/051), revised November 1984, pp. 1-23.
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Today WISCO utilises three vessels -~the CARICOMs Venture and
Express (113 TEUs each) and the chartered M.V. EVE (153 TEUs)- in its
short-sea service between Miami and earlier mentioned five Caribbean
countries, with only the CARICOM Enterprise (96 TEUs) dedicated to the
inter-island trade. WKHith reference to other North American ports,
WISCO and SCOTT currently provide a Jjoint inter-isiand/short-sea
service between New York (USA) and Dominica; that is, cargoes from
Dominica bhound for New York are transported to Port of Spain, Trinidad
and Tobago, by WISCO and then transferred to a SCOIT wvessel for on
carriage, and vice-versa for New York cargoes destined to Dominica.
WISCO has also indicated that it plans to expand short-sea services to
other North American ports and to establish a new route to the

Netherliands Antilles 31/.

Az the inter-island services of short-sea vessels are not offered
to a wide range of ports, inter-island vessels play an important role
in the economies of the countries served. For example, there ijis a
growing trade of fresh fruits and vegetables transported by
inter-island vessels from Barbados, Grenada, St. Lucia, and
St. Vincent and the Grenadines to the CARICOM jetty at Port of S8pain,
Trinidad and Tobago, for the wholesale agriculture market held in that
country every Thursday. Thus, inter-island vessels normally are
employed to transport cargoes that are not containerized or Dbetween
those islands which do not have short-sea services and to avoid
situations in which cargo moving from Barbados to 8St. Lucia, for
instance, must be first transported to Miami, Florida, USA.

31/ The Economist Intelligence Unit, Quarterly Economic Review of
Trinidad and Tobaqo, Guvana, Barbados, Windward, and Leeward Is-
lands, No. 1, 1985, p. 1il.
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ITI. Challenges and opportunities

Of the many challenges currently facing Caribbean short-sea
vessel operators and the countries they serve, some of the more
pressing are related to (a) excess short-sea transport capacity and
methods by which such excess might be reduced -operational strategies,
liner conferences and the Japan Federation of Coastal Shipping
Associations (JFCSA); (b) cargo flow imbalances; (¢) ports -services
and costs; and (d) new short-sea transport technologies -sail
assisted and tug-and-barge systems. These challenges also present
ministries of transport, carriers, port authorities, shippers and
consignees with opportunities to make many improvements. For
instance, overtonnaging might be reduced and, at the same time, the
quality of the short-sea fleet improved.

A. Excess Caribbean short-sea transport capacity

Short-sea vessel operators consider the Mediterranean an ideal
operating environment, since behind its northern shore 1s the European
industrial hinterland, while quite close to the south and east are
mainly developing countries. This is similar to the Caribbean, in
that the Caribbean islands, the east coasts of Central America and
Mexico and the north coast of South America are all areas of
developing countries, separated by sea, which rely upon North America
not only as a principal market for many of their products but also as
a source of many capital and consumer goods. Consequently, the growth
of short-sea services in the Caribbean 1n the last decade has been
dynamic. For example, in 1981 a New Orleans port offical indicated
that

“...four years ago, not a single RO-RO vessel regularly

served the trade with Latin America, while today as many
as 35 operate in scheduled services between New Orleans

and Latin America" 32/.

The excess short-sea transport capacity or overtonnaging in the
Caribbean is the result of numerous factors such as the operational
environment highlighted above as well as reduced trade volumes caused
by the current economic recession, freedom with which new services can
be established and trade flow imbalances. Short-sea wvessel operators
estimate that cargo volumes of 1978-1979 have been reduced from a low
of 20 to a high of 50 percent 33/. If one also takes into account the

32/ Seatrade, US Gulf Study, June 1981, p. 3.
337 Transport 2000, July/August 1983, pp. 43-45.







