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Argent ina 's  foreign trade, so that the country will 
be able to draw leve l  with economic progress as 
achieved by the leading industrialised countries. 

The Political Problem 

Though there  is hardly any justif ication for a massive  
rise of local prices, in v iew of the new export  duty 
and the reduction of import duties, eve rybody  in 
the Argent ine  seems to expect  a new inflat ionary 
wave, for price increases are judged to be inevitable.  
The Government  hopes to keep them within reason- 
able bounds, so that the wages freeze can be held. 
If the Government  be forced to grant new wage  
increases,  this would endanger  the entire economic 
programme that has just  got under  way. 

The "Great  Transformation" of the Argent ine,  which 
is the aim of the Government ' s  reforming zeal, has 
as its background the fundamental  polit ical problem 
of the country,  with its three roots: 

the tradit ional  middle-class parties of old-style 
l iberalism have  become ossified in their  structure, 
their polit ical principles, and their methods;  they  
have out l ived their  usefulness; 

the broad lower stratum of Society, which gravi- 
tated from the northern rural areas to the cities, 
being attracted by industrialisation, has been eman- 
cipated and its polit ical weight  has grown; 

[3 the "old" economic system of the Argent ine 's  
historical  tradition, which was based on a complete ly  
free economy, open to all the influences of the wide 
world, when farming and catt le  raising dominated 
the local scene, export ing unlimited quantit ies of 
farm produce and importing an equal ly  unl imited 
volume of industrial  products,  all of them being 
handled, as were  even  public utilities, by  big foreign 
concerr~s, now appears to be dead and gone. 

The economic and polit ical future of the Argentine,  
in line with continued nationalist  emancipat ion efforts, 
will  ve ry  probably exclude a revival  of a complete ly  
free economy without  planned direction, it will  see  
a severe ly  l imited influence of foreign enterprise,  
and pr ivate  enterprise will  not  be permitted to be 
the dominant  factor, because all these factors would 
appear to the Argent ine  citizen as symbolic of foreign 
rule. 

However ,  the Ongania  Government  does not proclaim 
an ideological  struggle against "international monop- 

o l ies ' ,  but the change in the local economy which 

this Government  has init iated affords progress ive  

Argent in ian  entrepreneurs  and the skilled and docile 

masses of the Argent in ian  working classes a big 
d~ance to assist at a well-balanced reorganisat ion of 
the country 's  economy and at a gradual, but deter- 

mined, political consolidation. 

M A R I T I M E  P R O B L E M S  

Shipping Policies of Young Nations 
By Dr Bruno Arnold, Bonn 

R aw materials  are  distributed in different densi ty 
from one country  to another,  and similiar differ- 

ences exist  in the  spread of other  product ion re- 
sources. It is a truism that the cl imate is different in 
different longitudes and latitudes, and that men differ 
in their  inborn gifts and faculties. All these  differ- 
ences are basic requirements  for the development  of 
internat ional  trade. However ,  the worldwide exchange 
of goods and services  can take place  only with the 
aid of an immense and highly elaborate  ocean ship- 
ping network.  

About  seven  tenths of the world 's  surface are covered  
by the sea. This huge share of the oceans and the 
wide spreading of the islands and the continents  
make  abundant ly  clear  the decis ive  importance of 
seaborne traffic. 

Of all the  goods and commodit ies  moved  by world 
trade, 7 0 %  travel  by sea. Wi thout  ocean shipping, 

an expansion and intensification of world trade would 
simply not be possible; lacking the merchant fleets of 
the world 's  shipowners,  mankind could not trade 

worldwide.  Viewing our problem from this side, we 
might  be surprised that the problems of internat ional  
shipping, compared with the monetary  side of world 
trade, the problems of balance of payments  equilibri- 
um, or those of tariff burdens hampering worldwide 
trade relations (GATT, and the Kennedy Round), 
have  rare ly  figured on the agenda of internat ional  
negot iat ions and conferences.  This might lead us to 
the conclusion that the shipping system has been 
operat ing smoothly, and without  a hitch. However ,  
bit ter complaints of newcomers  to the mari t ime scene 
and of young nations against the prevai l ing system 
tell  a different tale. 

Differing Interest= 

What  has happened in world shipping during the last 
twenty years  or so has been determined by four sets 
of complex problems, listed as: 

[ ]  Flag discriminations, 
[ ]  the Shipping Conferences,  
[ ]  Sta te-owned shipping in authori tar ian states and 
[ ]  the Wor ld  Trade Conferences.  
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All these  p rob lems  are  addi t ional ly ,  and  in v a r y i n g  
measure ,  in f luenced  b y  the  ques t ion  of the  F reedom 
of the  High  Seas. There  had  been  a time, long ago, 
w h e n  the  h i s to ry  and  deve lopmen t s  of even t s  on  the  
h igh  seas  had  been  c lear  and  re l a t ive ly  t r anspa ren t ;  
today, wha t  happens  on  the  sea ' s  sur face  but  ref lects  
in t e rna t iona l  pol i t ica l  en tang lement s ,  and  is full of 
i r r egu la r  deve lopments .  Oppos ing  na t iona l  in te res t s  
p roduce  an  inc reas ing  n u m b e r  of new conflicts,  which 
f requen t ly  form the  subjec t  of b i la te ra l  and  mul t i la te -  
ral  ta lks  and, if so des i red  and  necessary ,  of agree-  
ments  and  t rea t ies  be t w een  two or more States.  The  
sub jec t  of such nego t ia t ions  and/or  compacts  is less 
the f reedom of the  h igh  seas in the  abs t r ac t  bu t  more  
so the  c la im of sh ipp ing  companies  to be  pe rmi t t ed  to 
compete  f ree ly  in the  pa s senge r  and  ocean  f re ight  
markets ,  which is f r equen t ly  be ing  coun te red  by  t he  
accusa t ion  tha t  the  sh ipp ing  l ines  are  us ing  economic  
power  unfair ly .  The  two camps in which oppos ing  in- 
te res ts  a re  g a t h e r e d  represent ,  on  the  one  hand,  the  
v iew of the  t r ad i t iona l ly  mar i t ime  nat ions ,  and  On 
the  other,  the  newcomers  in the  sh ipp ing  marke t s  
and /or  young  na t ions  genera l ly .  The points  of v iew 
and  in ten t ions  of t rad i t iona l  mar i t ime  na t ions  h a v e  
had  wide  scope for be ing  pub l i shed  in those  na t ions '  
dai ly  and  t rade  press,  whi l s t  the  younge r  nat ions ,  
unti l  recent ly ,  had  l i t t le  oppor tun i ty  to g ive  the i r  
quer ies  and  r equ i r emen t s  suff icient  we igh t  in inter-  
na t iona l  discussions.  They  the re fore  prof i ted  from the  
fo rmat ion  of UNCTAD (the Uni ted  Nat ions '  W o r l d  
Trade  Organisa t ion) ,  b y  us ing  it as a m e g a p h o n e  to 
make  it a b u n d a n t l y  c lear  wha t  they  wan t  and  w h a t  
worr ies  them. It is due  to the i r  ac t iv i t ies  tha t  UNC- 
TAD, whose  t a sk  it is to faci l i ta te  and  p romote  wor ld  
trade,  has  se t  up  specia l  commit tee  on sh ipping  
abou t  whose  ac t iv i t ies  there  has  b e e n  an  ear l ie r  
repor t  in these  columns.  

Our  bas ic  task  is to f ind a way  out  from the  maze  of 
ex t r eme  l ibera l i sm and  of equa l ly  ex t reme  "dir igisme ", 
and  not  to  be l i eve  tha t  p r agma t i sm is a cure-a l l  for 
e v e r y  u n h e a l e d  woe. The u l t imate  dec is ion  t ha t  has  
to be  t a k e n  ~is w h e t h e r  sh ipping  gene ra l ly  is to b e  

used  as a "na t iona l  carr ier" ,  to which pu rpose  all  

o the r  measu re s  are  to be  subjected.  At  the  opposi te  
end  of the  sca le  s tands  the  v iew that  sh ipp ing  is a 

branch  of bus iness  which, t h r ough  its en t r ep reneu r i a l  

ac t iv i ty ,  wil l  con t r ibu te  to the p rospe r i ty  of its coun-  

try.  This  a t t i tude  equa tes  ocean  sh ipping  se rv ices  wi th  

the  ou tpu t  of o the r  sectors  of the  economy.  Services  

a re  p laced  on  offer because  the  bus iness  offering them 

finds t h e m  ope ra t iona l ly  profi table .  This  w ay  of th ink-  

ing places  sh ipp ing  se rv ices  into l ine wi th  all  the  

o the r  i n t e rna t iona l  se rv ice  t rades.  The  Bri t ish express  

this  qui te  c lea r ly  b y  say ing:  sh ipp ing  i s  t rade.  A n d  

this  po in t  of v i e w  has  no th ing  of the  e x t r a o r d i n a r y  

in it. In the  field of wor ld  trade,  it is a ma t t e r  of course  
tha t  coun t r i es  wi thou t  a n y  fuel r e se rves  will  impor t  

from the  fuel p roduc t ion  of o ther  count r ies  any  fuel 

t ha t  they  require .  O the r  count r ies  h a v e  acknowledged  

that ,  for example ,  it would  b e  uneconomic  for them 
to mel t  the i r  own  steel.  The re  are  m a n y  o the r  ex- 

amples  avai lable ,  which show tha t  l a rge  i n v e s t m e n t  
dec is ions  to be  made  by  a g o v e r n m e n t  will  be  ruled, 
a t  leas t  in part ,  by  economic  cons idera t ions .  

The  newcomers  to wor ld  sh ipp ing  are  not  complete-  
ly f ree  of resen tment ,  which is more  or less under-  
s tandable .  The connec t ion  b e t w e e n  colonia l i sm and  
some of the g rea t  mar i t ime  na t ions  seems to close 
for the i r  l inking.  True, the re  are  no  longer  any  colo- 
nial  over lo rds  in the i r  countr ies ,  bu t  the i r  ships are  
ca r ry ing  la rger  or smal ler  s l ices of the i r  fore ign trade.  
The y o u n g e r  na t ions  feel t h e m s e l v e s  to be  dependen t .  
Both facts and  emot ions  push  them in the  same direc- 
tion, in f luenc ing  the  a t t i tude  of the  y o u n g e r  na t ions  
towards  in t e rna t iona l  sh ipp ing  quest ions .  

More  recent ly ,  d iscuss ion  has  cen te red  round  the  
ques t ion  w h e t h e r  h igh f re ight  ra tes  may  form an  
obs tac le  to the  young  na t ions '  fore ign  t r ade  or  may  
be  e v e n  p roh ib i t ive  for it, whi l s t  formerly,  ma t t e r s  of 
p res t ige  and  the  pauc i ty  of cu r r ency  r e se rves  s tood 
in the  l imelight .  W h e n  former  colonia l  powers  o w n  
and  opera te  impor t an t  sh ipp ing  services ,  t he i r  fo rmer  

colonial  sub jec t s  of ten r e sen t  this  as an  a rb i t r a ry  de- 

mons t r a t i on  of s t r eng th  and  power,  which hur t s  the  

former  subjec t s  and  stirs up t he i r  na t iona l i sm.  Con- 

s ide ra t ions  of economy are  re lega ted  to second  rank  

dur ing  this  phase  of deve lopment .  People  are wil l ing 

and  eager  to pay  a h igh  pr ice  for the i r  f reedom and 
independence .  

Why National Shipping Companies? 

In p lumping  for the i r  own  na t iona l  sh ipp ing  com- 
panies ,  new  na t ions  a re  m o t i v a t e d  m a i n l y  b y  the  
fol lowing cons idera t ions :  

[ ]  T h e  T a s k s  o f  T r a n s p o r t  
To own and  opera te  one ' s  own  ocean-go ing  sh ipp ing  
is cons idered  essent ia l  for the  new  na t ions '  fore ign  
trade,  as this  shou ld  be carr ied,  so t hey  argue,  in 
the i r  own  t r anspor t  vessels .  It does  not  seem im- 
po r t an t  to t hem wha t  such se rv ices  cost, bu t  t hey  
prefer  tha t  they  should  suppor t  t he i r  own  impor ts  and  
exports .  

[ ]  E c o n o m i s i n g  F o r e i g n  C u r r e n c y  
Merchan t  sh ipp ing  is be l i eved  to he  able  to ea rn  
fore ign  cu r r ency  or, a l t e rna t ive ly ,  to s a v e  the  ex- 
pend i tu r e  of such fore ign cur rency .  

[ ]  E m e r g e n c y  S u p p l i e s  
In a wor ld  t ha t  is br imful  of pol i t ica l  tens ion ,  i t  is 
be l i eved  tha t  a m in imum v o l u m e  of s e a b o r n e  t rans-  
por t  shou ld  be  car r ied  by  n a t i o n a l l y - o w n e d  vesse ls  
so as to hedge  aga ins t  the  i n t e r rup t ion  of communica-  
t ions  and  in t e rna t iona l  t rade.  

[ ]  E a r n i n g  G o o d  W i l l  
Ships of a na t iona l  merchan t  f leet  wil l  e a rn  good will  
for the i r  coun t ry  of or ig in  in al l  the  fore ign por ts  
whe re  t hey  call. 

Mo t iva t i on  genera l ly  has  no th ing  to do  p r imar i ly  wi th  

ope ra t iona l  prof i tab i l i ty  of ind iv idua l  sh ipowners '  

f leets;  the  d e t e r m i n i n g  ques t ion  is w h e t h e r  na t iona l  

sh ipp ing  is na t iona l ly  useful  or will  benef i t  the  over-  
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all economy. Incidentally,  economic arguments are 
freely used both by the tradit ional mari t ime nations 
an~i by the younger  peoples,  in order to state one's 
case for creat ing and operat ing a merchant f leet  of 
one's own. It is not our intention .to pass judgment  
on them but only to state that people seem to con- 
sider it fully legi t imate to adduce nat ionalis t  or over- 
,all-economic reasons for sett ing up their own merchant 
marine. Not  infrequently,  criticism is level led at the 
younger  mari t ime nations, starting by cavil l ing at ex- 
isting shipping services  and terminat ing by the forming 
of national merchant fleets. Preferential  t reatment  of 
one's  own shipping and discr iminat ion against any 
foreign fleet seem to be used as polit ical tools. A rich 
gamut  of a~imi~nistrative obstacles is used against  the 
tradit ional  mari t ime nations, though such administra- 
t ive  i l l iberalism is total ly opposed to the general  
endeavour  to l iberalise world trade. 

When essess ing the meaning of young  marit ime 
nations'  policies, we should never  forget that pro- 
tectionist  and educat ional  tariffs have,  in the past, 
been .acknowledged 'as fully legi t imate knstruments of 
economic liberalism and are still so recognised. After  
all, the  history of the British merchant navy  is highly 
i l lustrat ive of such practices. The British Navigat ion 
Act  excluded foreign shipping from British ports for 
nea r ly  200 years. The leading part  p layed in inter- 
natiom31 shipping by the British has been built up, 
to a ve ry  important  extent,  by  the British hampering, 
with dour determinin~tion, the ent ry  of foreign ships 
in their own ports. There  were, of course, also other  
favourable  factors operat ing in the interest  of the 
British, including their  insular position, the i r  colonial  
possessions, ear ly  imlustrialisation, and the natural  
talent  of the insular nat ion for ocean trading and 
shippiug. 

On the other  hand, there are ample proofs supplied 
by history for the s ta tement  that a s tate-protected 
shipping monopoly,  designed to favour  the creat ion 
of a national merchant fleet, will not in the long term, 
which is dec is ive  for the  life of whole nations, be 
accomparded by  success. At  ebout  the same t ime as 
the British, the French, too, pursued a mari t ime policy 
which was largely  equiva len t  to the British Navi-  
gation Act. Its success was limited: Though France is 
.an important  seafaring n~tion todey, the British 
merchant fleet is approximate ly  four times larger than 

that  of the French. And it must not  be forgotten that 
the French State, over  the last e ighty  to one hundred 

years, has deve loped  a whole arsenal of public ship- 
ping subsidies and other  favours extended to ship- 
builders ami shipowners.  The inference is obvious: 
long-term successes can be achieved, even with 
massive  State aid, only when a certain starting po- 
sition is avail.able in mari t ime trading and in the 
structure of the entire economy. In the long run, 
political action will  not prevai l  against economic 
rationality. 

The Neglect of Economic Facts 

It is a pi ty that the international  discussion is much 
more concerned with political motivations,  about 
which disputes and quarrels break out, than with 
digging for economic facts, though there are indeed 
several  economic oddities influencing ocean ship- 
ping. 

In a German study made in the ' thirties' ,  the balance 
sheets of ten German shipping lines were  added to- 
gether, and the combined balance sheet  resulting from 
this operat ion was then  subjected to analysis. The 
result  was: 80 ~ of all assets were  found to be 
fixed assets, and seven  eights of the fixed assets, 
making 70 % of the total, consisted of ships. It is 
h ighly l ikely  that, on average,  the same relations 
prevai l  in today's  shipping, world,aide. Tramp ship 
owners  invest  an even  larger  proport ion of their  
capital in ships alone, because they own almost no 
onshore installations which are so typical  of shipping 
lines, or their  share is at least  much smaller. This 
implies a high risk for 'all free enterprise shipping. 
Fluctuating ocean freight rates and fluctuating income 
yields will lead to considerable ch.anges in the effect- 
ive va lue  of the  assets sunk in ships' bottoms. 
Fluctuating valuat ions of these ships, in their  turn, 
may  .affect deep ly  any shipping company that buys 
or sells ships. It is true that sales results may  be  far 
higher  th'an the book values of these ships, but on the 
other  hand, cases may  be .as f requent  in which not 
even  a ship's book va lue  is earned at a sale. Corres- 
ponding risks attend the purchase of ships, as first 
out lays exert  a strong influence, through depreciat ion 
provisions .and interest  payments  on capital, on 
operat ing costs and thus on compet i t ive  power.  
Fluctuating real  values  of ships' assets also affect the 
securing of loans on mortgage.  

Shipowners do not only tie up big capital sums, since a 
modern cargo l iner will  cost be tween  DM 15 to 20 mil- 
l ion but they  also have  to apply a ve ry  high capital  re- 
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tin per person employed,  which means that capital  values  
invested in shipping companies employ an exceedingly  
low number of operators.  In Germany, per person 
employed in ocean-going shipping, DM 184,000 were  
invested in 1963. Highly speciaiised ships cost much 
more, and their investment  per head of crews employed 
rises up to DM 500,000. 

Another  characteristic of shipping operat ions is the 
re la t ive ly  low rate  of capital  turnover.  Capital  sums 
inves ted  in shipping are turned over, on average,  
three to four times per annum. More rapid capital 
turnover,  naturally,  will  improve the profi tabil i ty of 
any business. 

Profit yields, especial ly  in tramp shipping, are highly 
dependent  on ex t remely  sensi t ive prices for ocean 
transport  services.  Shipping companies are frequent ly 
going through periods when  not even  total average  
costs can be earned by the business. Persisting 
periods of recession lead to such acute problems of 
cost r ecovery  th.at the v e r y  exis tence of shipping 
firms is undermined, especial ly  when fixed assets con- 
sisting of ships have  been built up from a large pro- 
port ion of loan capital. 

It is true that a number of the characteristics named 
above can also be found in other  branches of the 
economy, but there is one major  difference:  what  is 
true in its full complicat ion for .an ent ire  industry, 
that of ocean-going shipping, will  hardly  apply, in 
other  sectors of the economy, in such massive com- 
bination, to even  a single business. 

To summarise again the special characteristics of the 
shipping industry, which are of major  importance for 
its economic operat ion and which impose con- 
siderable strain upon its managemen t - - these  are: 

[ ]  High capHalisation; 
[ ]  High capital unit cost per job created) 
[ ]  Slow capital turnover) 
[ ]  Strong fluctuations of transport rates) 
[ ]  High yield fluctuation) 
[ ]  Fluctuat ing real va lues  of fixed assets  consisting 
of ships. 

By whom and how ships a re  owned will  make no 
difference to these characteristics. Whereve r  true 
ownership of shipping companies is ves ted  is ira- 

material  for the operat ions of the internat ional  ship- 
ping freight market.  What  is important in any case 
is whether  shipping concerns are  being operated 
profitably. Even the Minister  of Shipping in the Soviet  
Government  has underl ined this obligation as the 
main operat ing motivat ion of the Soviet  merchant 
fleet. However ,  it ought to be recognised that oper- 
ating profi tabil i ty will  have  the same meaning for all 
the competitors in ocean shipping, and that individual  
shipping concerns will  draw identical  conclusions 
from identical  economic facts--e.g,  that insufficient 
earnings must lead to a winding-up of any company. 

A shipping industry which is run according to the 
principles enumerated here  may be operated by 
pr iva te  owners  or by State en t i t i es - - for  the market,  
this will  not make the sl ightest  difference. 

National Benefits Versus Profitability 

Young nations will  f requent ly  be hard put to it to 
meet  these requirements  of operat ions and of the 
market.  On principle, however ,  it will  be h ighly  
advisable  to set up shipping lines subject  to the same 
economic conditions adopted by these countries for 
the formation and expansion of export  industries. 

Therefore,  prior to any decision to invest,  the main 
quest ion .to be answered should be to what  extent  the 
funds to be applied will  contribute to added values  
and thereby help to raise the standard of living. 

In the long term, even  poli t ical ly mot ivated  decis ions 
must not  v iola te  economic principles. If investments  
are being m,a~le from other than pure ly  operat ional  
motivations,  and if such investments  prove  unable to 
earn their  operational  yield, the bill will  have  to be 
met from outside. "Outside" means the taxpayer,  i.e. 
the State budget, which represents  the sum total of all 
the  dues, imposts, duties, and taxes levied on the 
citizens. Investments  in uneconomic operat ions will 
therefore always be at the expense  of the population. 

Little surprise needs to be caused by this conclusion, 
but in most cases, no mention is made of it. As a 
compensation, people  most ly emphasise the national 
ut i l i ty of an investment  whose  operat ional  profit  
cannot be shown, but no calculat ing pencil  has eve r  
been able to put down on paper  in round figures what  
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represents  this myster ious boon- -na t iona l  utility. 
Emotions will replace reason in this field. Nobody, 
nei ther  a person nor a Government  nor the adminis- 
tration of a State, is free of emotions and of actions 
based on emotions. Reason should teach everybody  to 
reduce the decisions made for sent imental  reasons, or 

because of resentment,  which frequent ly prevai l  today, 
to a reasonable minimum. To lead to this type of 
reform, operat ional  profitabili ty of shipping concerns 
will  be a much surer guide than "national utili ty ~ of 
a national shipping entity, which l ives on deficit 
spending. 

World Business Trends 

Department [or Business Trends Research, 
The Hamburg Institute for International Economics 

Slower Growth of Private Consumption in PVest Europe 

The cyclical  downward  tendency 
of expans ionary  forces in most 
Wes t  European countries has 
not iceably  taken hold of pr ivate  
consumption, too. In 1967 the total 
of Wes t  European consumer ex- 
penditure should still rise by 5 % 
at most, after it increased by 7 to 
8 % in each of the two preceding 
years. Simultaneously,  however ,  
the upward trend of prices slacken- 
ed not iceably and thus the quanti- 
ta t ive  increase of pr iva te  con- 
sumption s lowed down less, and 
after 3.5 % in the previous  year  
it is to be est imated at an ample 
2 ~ But in v iew of the growing 
populat ion this implies that in 
Western  Europe the l iving stand- 
a rd - -measured  by the per  capita 
consumption in terms of real 
v a l u e - w i l l  in the aggregate  rise 
by little more than 1 %  in the 
current  year.  

These average  values, it is true, 
hide big differences be tween the 
individual  national economies.  Al- 
though for some time a l ready the 
sluggish tendencies of pr ivate  con- 
sumer  expendi ture  in terpenetra ted 
the major i ty  of Wes t  European 
countries, the total result  of 1967 
is in part considerably determined 
still by the preceding major  ex- 
pansion of demand. In Britain 
alone, where  in 1967 expendi ture  
on consumption is growing merely  
by about 3 % , and in the Federal  
Republic of Germany, where the 

increase is smaller even,  the re- 
tarding influences had decis ive 

effects for a longer period already. 

In most of the other Wes t  European 
countries pr ivate  households, on 

an annual average  of 1967, will 
increase their  expendi ture  by 6 to 
7 % vis-a-vis 1966. I taly and 
Norway,  whose economies continue 
expanding vigorously,  with an in- 
crease by 8 to 9 % should hold a 
top posit ion also in this con- 
nection. 

The differentiated development  
of pr ivate  consumer expendi ture  
is reflected in part icular  by the 
retail turnovers  in individual  
countries. Al though statistical re- 
gistration in this field is showing 
big differences, it is significant 
that from January  to May, 1967, 
in the Federal  Republic no more 
than the turnovers  of the previous 
year ' s  corresponding period have  
been reached, and in Britain they  
have  been surpassed by a mere  
2 % . By quantit ies this meant  a 
slight decline in both countries. On 
the other hand, I taly and Norway  
also in this sphere are showing 
the most rapid expansion with 
turnover  increases of 8 % and 
10 %, respect ive ly  (first quarter  
only). It is rather conspicuous that 
in many countries the retail  turn- 
overs are obviously  increasing at 
a smaller  rate than total consumer 
expenditure.  This should be an 
indirect  reflection of the growing 
weight  of expendi ture  on services  
which in part is a result  of their  
above average  advance  in prices, 
e.g. rents and leases. 

At  present  motor  vehic le  pur- 
chases of pr ivate  households prove  
to be par t icular ly  sensit ive.  Thus 
from January  to May, 1967, the 
number of registrat ions of new 
motor-cars was smaller  by almost 

18 % in the Federal  Republ ic-- in  
Britain by 16 0/~--than it had been 
a year  ago. Just  the other  way  
round I ta ly  registered an increase 
by 24 ~ and Norway  one by 10 ~ 
(until April). In France, on the 
other hand, a growth rate of a 
mere 4 ~ (until April) is a l ready 
indicating a slackening of the ex- 
pansion in demand. Apar t  from 
fiscal influences the deve lopment  
of motor-car purchases is reflect ing 
ve ry  clear ly  the pr ivate  house- 
holds'  expectat ions of incomes, if 
only  because purchases financed 
with credits are fixing high ex- 
penses for a longer period. 

In many countries the growth of 
mass incomes has been consider-  
ably smaller in the first half of 
1967 than it had been in 1966. Thus 
industrial wage  increases par t ia l ly  
slowed down considerably. Whi le  
in the past year  government  inter- 
vent ion still p layed an important  
role, in the meantime the progress 
of the sluggish business trend and 
its repercussions on the labour 
market  have  decis ive  effects. Ac- 
cording to the latest avai lable  
figures the standard hourly  wages  
surpass by only 3 ~ in Britain, 
by 4 % in the Federal  Republic, 
and by 5 ~ in the Nether lands the 
previous year ' s  corresponding level.  
In Switzerland, France and Italy 
the wage increase by about 6 % 
is not much higher. Although the 
other, smaller national economies 
in part are still showing consider- 
ably more pronounced wage  in- 
creases, Wes tern  Europe as a 
whole has only a re la t ive ly  moder- 
ate raise. However ,  the mass in- 
comes are much more differ- 
entiated. This is a result  above all 
of the differing deve lopment  of 
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