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From the Central Secretariat

Fifth Port and Harbor
Seminar Held
in Tokyo

With the Japanese Government
and the Overseas Technical Coope-
ration Agency as organizers and the
Central Secretariat of IAPH as
coordinator, the 5th Seminar on
Ports and Harbors under the
Colmbo Plan for South and South-
east Asia, the Technical Coopera-
tion Program for Latin America,
the Technical Cooperation Program
for the Middle and Near East and
the Technical Cooperation Pro-
gram for Northeast Asia was held
in Tokyo for 45 days from October
1 to November 15, 1965. The
Seminar consisted of lectures, dis-
cussions and field trips to major
Japanese ports.

Attended by 18 participants from
16 countries, the Seminar was a
great success. They included: 2
(U.AR.), 1 (Ceylon), 1 (Chile), 1
(Republic of China), 1 (Ecuador),
1 (Republic of Korea), 1 (Malaysia),
1 (Mexico), 1 (Nigeria), 1 (Peru), 1
(Philippines), 1 (Singapore), 1
Syrian Arab Republic), 1 (Thai-
land), 2 (Indonesia), and 1 (Soudi
Arabia).

Meeting by Correspondence
of Board of Directors

In accordance with the provision
of Sec. 39, Art. IX of the By-Laws,
a meeting by correspondence of the
Board of Directors was called on
October 5, 1965 under authoriza-
tion of President Lord Simon with
November 5, 1965 as the voting
date, to approve the election of all
6 applicants to the membership as
follows:

REGULAR MEMBERS

The Hamilton Harbour Commis-
sioners, Hamilton,  Ontario,
Canada

Dublin Port and Docks
Dublin, Eire

Nissin Transportation and Ware-
housing Co., Tokyo, Japan

Niagara Frontiner Port Authority,
Buffalo, N.Y., US.A.

Port and Navigation Organization,
Tehran, Iran

Freie and Hansestadt Hamburg,
Hamburg, Germany

Board,

Executive Committee Meeting
to be Held

At the call of our President,
Lord Simon, the 4th meeting of the
Executive Committee will be held
in Los Angeles, Calif. U.S.A. from

The Chief and Members

$ The Central Secretariat of IAPH
send

Best Wishes

for

the New Year

13 through 17 February 1966 for
the purpose of deliberating on the
preparations for the 1967 Tokyo
Conference and other important
affairs.

Tobin Committee Meets
in London

The first meeting of the Com-
mittee on International Port Devel-
opment, with Mr .Austin J. Tobin
as Chairman, was held in London
on October 8 in order to carry out
the resolution adopted at the Lon-
don Conference in May, 1965.

Present at the meeting were Lord
Simon, President of I.A.P.H., Com-
mittee members Ir. F. Posthuma of
Rotterdam, Sir Arthur Kirby of
London, Mr. Terai, proxy for Mr.
Gaku Matsumoto, Chief of the Cen-
tral Secretariat and Mr. Austin J.
Tobin of New York while com-
munications approving the agenda
were received from Messrs. W. J.
Amoss of New Orleans, M. Chan-
drasoma of Colombo, M. Sama-
kosus of Bangkok, V. G. Swanson
of Melbourne and L. E. Palacios
of Bogota.

Visitors to Tokyo

The Central Secretariat had a
visit of Dr. J. D. McCullen, Divi-
sion of Nuclear Power and Reac-
tors, International Energy Agency,
Vienna on November 30 when Mr.
Gaku Matsumoto, Chief of the Cen-
tral Secretariat and officials of the
Ministry of Transportation and the
Scientific and Technical Agency
concerned with nuclear energy had
the opportunity of talking with him
on many matters.

Late in November 1965, Los
Angeles trade mission including Los
Angeles City mayor and Los
Angeles Port executives visited
Tokyo to promote trade relations
with Japan. The mission contacted
Japanese representatives of com-
merce, industry, government and
other circles.



FORUM ON PORT  PROBLEMS

Ports and Harbors and

Human Relations

By Hajime Sato

Dr. of Engineering Science

Director of the Port and Harbor Bureau

of the Ministry of Transportation

Immediately following the end of
World War 1I, ports and harbors in
Japan made an unusual experience
in going through a period of no
ships and no cargo.

War damaged and destroyed ports
and harbors were virtually deserted
and received little care and main-
tenance. But with the restoration
of the nation’s economy, they all
become busy again.

The total of cargo handled by all
ports in this country during 1953
totalled 220 million tons. This
figure indicates the restoration of
activities of the nation’s ports and
harbors as they existed in the pre-
war years from 1934 to 1936.
Since then business activity has
risen steadily, and both Production
and Trade have expanded.

Along with these trends the
volume of cargo handled at all ports
in this country has increased year
after year.

For 1960 the cargo handled
reached 440 million tons, doubling
the volume registered for 1953. In
1964 it topped the 727 million ton
level, a more than three fold expan-
sion over the figure of 1953.

Moreover, one of the most con-
spicuous factors is the increased
volume in foreign trade. The figure
of 43 million tons, registered in
1953, climbed to 107 million tons
in 1960 and reached 207 million
tons in 1964. This reflects the
astounding stride that Japan has
made in this field. The reasons for
this development are obvious. With

the progress achieved in heavy and
chemical industries, bigger imports
of petroleum and iron ore were
necessary. To make these possible
exports of industrial products and
general goods had to be increased.

To discharge the raw material the
heavy and chemical industries had
no other choice but to construct
own modern wharves. These have
been quite satisfactorily completed.

Business firms engaged in im-
porting wool, cotton and the like
and those exporting sundry goods
were compelled to build wharves
whose construction were entrusted
to the existing port management
authorities.

At the major trading ports like
Yokohama and Kobe, construction
of modern wharves after the war
started in 1953. The unexpected
sharp rise in business activity had
already taken place at that time.
The result was an unusually heavy
congestion of vessels in ports to-
wards the close of 1961 until early
1962.

Actually over 20 per cent of all
incoming ships to the 6 major ports
of Japan had to wait an average of
93.5 hours before being able to
dock.

With a view to relieving this acute
situation, the government and port
management bodies redoubled their
efforts to build public wharves for
ships engaged in international trad-
ing. Thanks to vast amounts of
money allotted every year for this
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purpose, quays with 12 berths for
ships over 10,000 G.T. hav been
completed at the Yokohama Port
since 1953 and further 14 berths
are now under construction. They
will be completed in a year or two.

Similar works have been con-
ducted in the Kobe Port. There 13
berths have already been completed
and 11 more, now under construc-
tion, will be finished in 1966 or
1967.

These new wharves, compared to
those which existed in prewar years
obviously afford up-to-date facilities
including the depth of water which
is now quite adequate for big ocean-
going ships with up to 20,000 tons.

Moreover, ample space has been
provided for parking zones and
sheds, where fork-lifts can now be
used; a container yard is also pro-
vided. All these facilities, skillfully
devised and planned, have been
built to ensure the smooth flow of
cargo.

In presenting a new issue, I
should like to reproduce conversa-
tions overheard from ‘“‘cargo” going

through these newly built and
equipped wharves.
The engineers, who devised

these facilities anticipated to hear
from the “cargo”, being handled
through these new port and harbor
installations expressions like “Domo
Arigato—its fine, many thanks,”.
Unfortunately they hear many com-
plaints. Here are a few examples.

Cargo “A”: “Against my expec-
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tation 1 received uneasy treatment.
—I was bound for Europe on Boat
“A”, and overjoyed coming on a
truck, and 1 am dumped here in
the shed.”

Yelled to the cargo arrived of
them and asked:

Cargo “A”: “Ho! you too are
bound for Europe by Boat “A”?”

Cargo “B”: “Oh, no, I am sup-
posed to be loaded into Boat “B”.”

Curious to know about its fate,
Cargo “A” asked another who said:
“l am going by Boat “C”. After
having spent several days in un-
certainty, I was brought to an
apron, but there was no Boat “A”;
I grew worried, finally 1 was dump-
ed into a barge, exposed to chilly
winds, and towed by a tug-boat to
Boat “A” berthing at a new and
beautiful wharf. There we were
brought to her broadside and lifted
up by a huge crane and lowered to
a hatch where 1 was originally sup-
posed to be placed and from where
we could not see the new sheds any
more.

I only wonder why in the world
I had to be hooked by the crane

twice exposing me to extreme
danger!”
Cargo “X”: *“I expected to be

placed in a container van so that |
can enjoy fine feeling of no sticky
cratings. We all expected a good
trip to the U.S. Against my ex-
pectation, 1 was hauled by a truck
to the port without particular pro-
tections. At a customs shed, an
inspection was conducted by a
toughlooking uncle. After it was
over we were packed back into the
Van on the open quay blown by
the winds. Then we got settled
down finally. Now, why can we not
be inspected and packed into a van
at the factory and protected safely?”

If all the cargo were allowed to
say straight-for-wordly what it ex-
perienced similar complaints would
be heard.

1 now suggest to hear what the
Boats have to say about their fate.
With deep sighs a Boat, may com-
plaints as follows:

“Japan is adversely affected by a
tight exchange control system and
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the congestion of cargo is noted at
the month-ends. For these reasons
we often call at Japanese ports to-
wards the end of the month. It
looks as though all the ships are
thinking the same thing, and as a
result, as we approach a port we
find it all filled with our sister ships.
Thus nothing else is left to us but
to stay outside the breakwater and
wait for an open berth. Some crew
members may be allowed to go
ashore, but we, after a long sea-
voyage would like to rest along the
berth instead of having to wait for
days at a buoy outside the harbor.
Why are the Japanese unable to
ensure a more smooth flow of cargo
on an even schedule?”

These imaginary voices are, in-
deed, almost unbearable to hear for
those devotedly engaged in the re-
novation task for all port and
harbor facilities in the country, who
think they are being insufficiently
rewarded for their endeavors.

The writer is now brought to
recall a truth expressed by a noted
scholar in descriptive geography.
He said: “All geographic causes do
affect human life only through me-
dium of various social causes”.
When applied to the ports and
harbors the following may be said:
“The facilities can produce effective
results for the handling of cargo
only through medium of various
social causes.”

Those who plan and execute the
construction of modern port and
harbor facilities should, before
lamenting over the fact that they are
not being used to the fullest extent
as had been anticipated, re-cxamine
the question of human relations
developing from the running of any
port and harbor.

Enterprises in ports and harbors
engaged in freight movements in-
clude the following: shipowners,
shipping agents, importers, export-
ers, land transportation companies,
forwarding agents, insurance com-
panies and-agents, bankers and
others. It is quite apparent that the
interests of all these enterprises are
not always converge. In some
cases amongst themselves, there are
certain traditional managerial rela-
tionships in existence, while certain
sharp competitions are also noted

among those in a specific category
of business.

In addition to these private enter-
prises, there are a number of official
organs with power of control over
the affairs of the port and harbor.
At all ports and harbors, the move-
ment of people and cargo is checked
by the immigration office and the
customs office respectively, both
being national government agencies.
Livestock and plants are examined
by the quarantine office.

This multiangled complex com-
munity can best be named ‘“harbor
society”. Taking into account all
the facts mentioned above it may
be said that prior to making any
study of port and harbor economy
and administration, the sociological
aspect of the problem should be
thoroughly examined. We in Japan,
so far unfortunately neglected this
side of the problem.

1t is not a difficult matter to in-
troduce advanced technology in the
construction of port facilities and to
rationalize the layout of such facili-
ties. But to bring about a rational
use of all facilities there is a para-
mount need for adjusting human
relations in the ‘“harbor society”.
This is an extremely difficult prob-
lem, for it cannot be effectively
solved by applying laws and regu-
lations alone. By whom and by
what means, then, can human re-
lations best be adjusted? To ensure
the effectiveness of ports and har-
bors, the modernization of their
facilities should be achieved togeth-
er with the modernization of human
relations in the “harbor society”.

It may be hardly possible to
guarantee that the “harbor society”,
like many other societies, has an ad-
vanced progressive idea by itself.
In what manner can we grasp the
opportunity for starting the modern-
ization of the “harbor society”? It
may be a feasible plan to create a
new progressive “harbor society”
through the operation at the “virgin
soil” where a modernized facilities
are being introduced.

What is most essential in the
management of a port and harbor
is to execute its function in a well
balanced posture with the modern-
ized facilities and the rationalized
human relations.



Port Problems in Connection
With Trade Development
Between Europe and Africa

By Lord Simon

President of IAPH

This is a remark addressed by Lord Simon, President of IAPH and
Chairman of the Port of London Authority at a meeting in Genoa

on November 5, 1965 —Editor

It is now generally recognised
that prosperity, like peace, is in-
divisible. In the long run, no na-
tion can grow rich on the im-
poverishment of others. And so-
let us be frank-the extensive pro-
grammes of international aid which
have characterised the last twenty
years have behind them a certain
measure of self-interest, even
though those who have advocated
them and brought them into being
have been genuinely moved by the
desire to help those less fortunate
than themselves.

Let us be equally frank and
admit that countries suffering from
inflationary problems at home or
from balance of payments dif-
ficulties may, in the short run, find
relief in measures designed to
restrict imports. But we surely
know enough now to be satisfied
that any such restriction is a tem-
porary palliative, and that the only
effective cure is an expansion of
world trade. To bring this about
it is necessary to encourage in all
possible ways the economic de-
velopment those countries where

development has hitherto been
slow.
Many institutions - political,

financial and economic-have been
established with the object of
bringing increased prosperity to de-
veloping countries. All recognise
that the key is in increased inter-
national trade, for whatever the re-
sources of a country may be, in its
soil or in minerals below the soil, or
in the aptitude and industry of its
people, these are of little value until
they can be effectively exploited-to

use a word which, in English, has
acquired an unfortunate connota-
tion, but which means, quite simply,
to make the best possible use of
any given resources in the interests
of all.

Now since the majority of de-
veloping countries are geographical-
ly remote from the richer centres of
population that create so large a
part of consumer demand, and since,
moreover, ninety per cent, of in-
ternational trade is carried by ships
and seems likely to continue to be
moved in this way, it follows that
one of the prime needs of any de-
veloping country is an efficient over-
seas shipping service connecting it
with the markets of the world, and
that, in its turn, requires efficient
ports where ships can be loaded and
discharged cheaply and without
delay. It is no accident, therefore,
that a considerable proportion of
the overall aid extended by pro-
sperous industrially-developed coun-
tries to their less fortunate neigh-
bours-for we are all neighbours now-
is for the provision and improve-
ment of port facilities.

This assistance is provided by the
United Nations through its Eco-
nomic and Social Council. It is
provided by groups of countries,
such for example as the European
Economic Community, or the coun-
tries who are joined in the Colombo
Plan (one of the earliest of these
international co-operative ventures
to be established, in which my own
country plays an important part).
It is provided also, on a bilateral
basis, by one Government to ano-
ther. And it is provided on a non-
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Governmental basis by individual
ports who make experienced officers
available to advise or even tem-
porarily to take part in the actual
administration of ports in develop-
ing countries, or provide within their
own organisation for the training of
men from these countries in all the
many and varied skills which port
operation demands.

Two bodies with which I am con-
cerned play their part in co-ordinat-
ing this non-Governmental “traffic
in aid”, if I may so describe it.
The International Association of
Ports & Harbors has recently set up
a Committee on International Port
Development, under the Chairman-
ship of my friend Mr. Austin Tobin,
Executive Director of the Port of
New York Authority, which in-
cludes in its membership representa-
tives of the highly developed coun-
tries as well as of developing coun-
tries in Africa, Asia and South
America. Its objectives are:-

1. To contribute to the expan-
sion of world trade by active-
ly assisting in the important
and constructive development
of the worlds ports and
harbors.

2. To encourage the more de-
veloped and experienced ports
in extending, when requested,
their advice and active as-
sistance to the developing
ports on a direct port-to-port
basis, and so to share with
them their professional and
technical knowledge of port
development and operations.

3. To encourage and facilitate
through individual schedules
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or group seminars the training
of such capable members of
their staffs as may be de-
signated by the developing
ports in the skills of port ad-
ministration, planning, engi-
neering, financing and opera-
tions. Such training program-
mes are to be undertaken by
the member organizations of
I.A.P.H., either under the
sponsorship of established
international programmes of
port development or on the
basis of direct port-to-port
arrangements sponsored and
encouraged by the Committee
on International Port Deve-
lopment.

4. To encourage the developing
ports to take advantage of
the many international pro-
grammes of port aid and as-
sistance and to facilitate their
access to and participation in
the programmes by such
counsel, surveys and assist-
ance as may be requested.
Conversely, it will be the
objective of the LA PH.,
through its Committee, to
co-ordinate the foregoing
efforts with  international
programmes of port aid and
assistance and to co-operate
with such international or-
ganizations in implementing
and advancing their pro-
grammes.

This Committee will work closely
with established international or-
ganizations, and in particular with
the United Nations and its organs.
Its aim is not to supplant what they
do but rather to supplement their
efforts. The Association provides a
common meeting ground for those
concerned with the administration
and operation of ports, and the per-
sonal contacts which it thus helps to
establish will, I am convinced, make
co-operation between the old-estab-
lished ports of Europe and Amer-
ica and the ports in developing
countries far more effective than
they would otherwise be.

Another international organiza-
tion which is active in this field
is the International Cargo Handl-
ing Co-ordination Association
(“I.C.H.C.A.”). This, as its name
implies, is especially concerned with
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problems of cargo handling, but
cargo handling is, of course, a vital-
ly important part of port operations,
and co-operation in this field is of
great value. I.C.H.C.A. brings to-
gether all concerned with and in-
terested in cargo handling techni-
ques—mnot only port authorities but
shipowners, cargo interests, steve-
dores and inland transport opera-
tors. As a result, it has exceptional-
ly wide contacts, and is in a favour-
able position to help with advice.

Both these bodies, I.LA.P.H. and
I.C.H.C.A., hold Conferences from
time to time, usually at two-yearly
intervals, and these provide oppor-
tunities for officials from ports all
over the world to meet, to hear and
take part in discussions on matters
of common interest and, perhaps
most important of all, to make per-
sonal contacts, which often develop
into personal friendships, with those
engaged in activities similar to their
own in other ports. Between Con-
ferences both these bodies are able
to provide information, or to put
enquirers into touch with those who
can best answer their enquiries.

Another important activity, of
special value to those responsible
for the improvement of ports in
developing countries is the organiza-
tion of “Seminars” at which pro-
blems relating to port administration
or operation are discussed by a
group of people drawn from many
different backgrounds. The great
advantage of this type of discussion
is that those taking part are able not
only to benefit from the mature ex-
perience of well-established ports,
but also to compare their problems
and the solutions they favour with
the problems facing other ports in
the same state of development as
themselves, and the solutions which
have been found in those other
ports.

For of one thing we must be
clear. There can be no slavish copy-
ing of the organization and techni-
ques of a well-established port in
conditions which are completely dif-
ferent. A moment’s thought is suf-
ficient to remind us, for example,
that the economic point of balance
at which it becomes profitable to use
expensive mechanical equipment
rather than to rely on manual handl-
ing of goods depends upon the pre-
cise relationship between the cost

of the equipment and the cost of
labour. In some ports labour is
scarce and expensive, and substan-
tial capital investment can properly
be undertaken in order to reduce the
demand for labour. In others, effi-
cient labour is plentiful and relative-
ly inexpensive, and the capital cost
of mechanical equipment needs
more justification.

Again, large differences will be
found to exist between the technical
capability of dockside labour in one
country and another. In time these
differences will, no doubt, be nar-
rowed down by education and train-
ing, but as things are, they exist and
have to be taken into account. It
is no wuse installing sophisticated
machinery, and finding there is no
one capable of operating it.

I have drawn these examples from
mechanical handling, because the
point I am wishing to make is per-
haps most obvious in this field. But
the same applies to every aspect of
port operation, and in management
itself. There are people in this world
who are always pleading for
standardization. Standardization has
its place, and if it can be shown to
lead to more economical operation
it is to be sought. But it is not just
an accident that different ports, even
the most highly developed of them,
are run in different ways or use
different techniques. The methods
of operation, and the form of man-
agement, have been devised to meet
the particular needs of each port.

This does not mean that we can-
not, at all levels of development,
learn from each other. We must
always be on the look-out for new
ideas, and pick them up where we
find them. For one thing, in the
world of today, conditions them-
selves are changing so rapidly, that
methods which were perfectly right
and appropriate ten or twenty years
ago need to be re-examined and re-
shaped. But whether we can apply
to our own undertaking any particu-
lar new idea, or whether we can not,
is a matter which each one of us
must decide for himself.

This is one of the reasons why,
in my view, it is of immense im-
portance for the developing coun-
tries to use the machinery of inter-
national co-operation, which 1 have
already described, to obtain the best

(Continued on Page 10)



The Port of New York Authority’s

Marine Terminals Program

By S. Sloan Colt

Chairman
The Port of New York Authority

The waterborne commerce of the
Port of New York is the cornerstone
on which the New York-New Jersey
metropolitan area has developed.
Furthermore, it is, in large part, the
foundation of the area’s present pro-
sperity. For this reason, The Port
of New York Authority, a bi-state
agency charged with the responsi-
bility for planning and developing
marine terminals, is providing ship-
pers with the most modern, efficient
facilities so that the Port can main-
tain its position as the leading sea-
port of the United States.

Since 1945 the Port Authority
has been engaged in a $425,000,-
000 marine terminal developiment
program in the New York-New
Jersey port. To date over $267,-
000,000 has been invested in the
development of its six marine facili-
ties. These six Port Authority ma-

Aerial View

rine terminals are Port Newark, the
Elizabeth-Port Authority Marine
Terminal and the Hoboken-Port
Authority Marine Terminal in
New Jersey; the Brooklyn-Port
Authority Marine Terminal, the
Erie-Basin-Port Authority Marine
Terminal and the Port Authority
Grain Terminal and Columbia
Street Pier in New York.

In 1964, these six marine termi-
nals handled over 9,200,000 long
tons of cargo. This tonnage, valued
at $5,937,116,000, included more
than 7,883,700 tons of high-value
foreign and domestic general cargo
which produces the largest volume
of waterfront employment.

During 1964, Port Authority ma-
rine facilities continued to lead the
nation in the handling of contain-
erized general cargo with a total of

Mr. S. Sloan Colt

2,048,933 tons. They also handled
85% of the Port of the New York’s
frozen meat, 45% of the lumber,
93% of the automobile imports and
51% of the scrap metal exports that
moved through the port during the
year. This vast movement of water-
borne cargo provided jobs for over
9,220 people at the bi-state agency’s
marine terminals last year who
earned $55,276,000.

Elizabeth-Port Authority Marine
Terminal

One of the major projects of the
Port Authority is the development

of Manhattan and New York Harbor



of the $150,000,000 Elizabeth-Port
Authority Marine Terminal on 703
acres of meadowland. This spacious
new facility provides the vast upland
areas needed for the efficient move-
ment of waterborne freight by the
most modern cargo handling me-
thods, such as containerized opera-
tions. The marine terminal was
opened in August 1962.

Sea-Land Service, Inc., pioneer
containership company, occupies
virtually the entire $31,000,000,
11 1-acre first phase of construction,
including its five deep-sea vessel
berths and 58 acres of paved upland
area. Earlier this year plans were
announced for the enlargement of
the Sea-Land terminal over the next
two years to accommodate the ex-
pansion of the company’s opera-
tions. Last month, Sea-Land occu-
pied a sixth vessel berth and about
13 additional acres of upland area.

In addition, four dockside mobile
gantry cranes are being installed in
the Sea-Land area. Each of the
powerful cranes—the first of which
is being placed in operation this
month at Sea-Land’s new vessel
berth—will be capable of lifting a
27Y2-ton container to a height of

53 feet and moving it outward 100
feet from the face of the wharf into
the hold of a containership. Sea-
Land vessels now in operation load
and unload containers with ship’s
gear.

The $34,000,000, 194-acre sec-
ond phase of development of Eliza-
beth, now under way, will provide
five vessel berth, 16 cargo distribu-
tion buildings, and some 60 acres of
paved upland area. One of the
berths, the new Sea-Land berth is
in operation and the other four are
nearing completion. Eight of the
new buildings, containing more than
800,000 square feet, already are oc-
cupied by firms engaged in water-
borne commerce.

Development of Elizabeth is con-
tinuing at a rapid pace. The $20,-
390,000 third phase will add five
more berths and some 65 acres of
upland area to the expanding faci-
Jity. Two berths are scheduled for
completion in 1967 and the remain-
ing three in 1968.

When completed in about 1975,
the Elizabeth-Port Authority Marine
Terminal will comprise 24 vessel
berths supported by 400 acres of
transit and open storage area, and

Port Newark

about 5,000,000 square feet of dis-
tribution and cargo handling space.
At that time the great new seaport
is expected to handle nearly 5,000,-
000 tons of cargo a year, of which
at least 50 per cent will be con-
tainerized.

Upon completion, the great ma-
rine facility will provide employment
for at least 9,500 people with an
annual payroll of over $52,000,000.
It is estimated that an average of
335 people earning about $2,700,-
000 are employed on construction
jobs alone at the new facility.

To date the Port Authority’s in-
vestment in the Elizabeth terminal
amounts to over $54,000,000.

Port Newark

Port Newark is adjacent to the
Elizabeth terminal. Developed and
operated by the Port Authority since
1948 under a 50-year lease with
the City of Newark, this modern
707-acre seaport offers unmatched
facilities and services. Its 31 deep-
water berths are supported by over
100 acres of paved upland area.

Twenty-four cargo distribution
buildings provide temporary storage
convenient to the vessel berthing



General View of the
Brooklyn Port Author-
ity Marine
with Manhattan in the

Terminal

background.

areas. The seaport includes an auto-
mated banana handling terminal, a
bulk wine terminal, a temperature-
controlled cigar distribution build-
ing, a 15-acre lumber terminal, a
fumigation plant, container rental
and repair services, export packing
services and bonded cargo space.

A carfloat bridge enables all
railroads to make deliveries of
freight cars to all areas of Port Ne-
wark and the Elizabeth Marine
Terminal.

A major improvement completed
at Port Newark this past spring was
a public cold storage warehouse to
accommodate the growing volume
of imported frozen foods in the New
Jersey-New York port. The 1,100,-
000 cubic-foot building, located
midway between the deep-water
berths on the Newark and Elizabeth
channels, was built at a cost of
$1,750,000. It was put into opera-
tion in June when the first shipment
of frozen mutton from New Zealand
was stored in the vast refrigerated
space prior to its distribution to
importers.

Port Newark is the nation’s
principal import center for frozen
meats, the leading port of entry for
foreign cars and one of the larger
lumber ports on the Atlantic Coast.
It is also an important distribution

center for products as diverse as ba-
nanas, salt, cigars and wine.

More than 4,000,000 tons of
cargo moved through Port Newark
in 1964, including about 2,700,000
tons of general cargo and 1,300,000
tons of bulk liquids. This commerce
provided jobs for over 4,500 people
who earned an estimated $25,436,-
000 during the year.

Since it undertook the operation
of Port Newark 17 years ago, the
Port Authority has spent about
$86,000,000 on the development of
the seaport. When the Port Newark
project is completed with the con-
struction of six new vessel berths
and 70 additional acres of paved
upland, the Port Authority’s invest-
ment will be increased to $125,000,-
000. These new facilities will enable
Port Newark to handle some six
million tons of cargo a year. This
will provide jobs for about 8,500
people with an annual payroll of
about $43,000,000.

Hoboken-Port Authority Marine
Terminal

Another important marine facility
on the New Jersey side of the har-
bor is the $18,000,000 Hoboken-
Port Authority Marine Terminal.
Located on the Hudson River just
opposite midtown Manhattan, this

active shipping terminal has been
operated by the Port Authority since
1652 under a 50-year lease with the
Federal Government and the City
of Hoboken.

The bi-state agency completed its
extensive modernization of the
Hoboken terminal in 1956. Two
modern picrs, a headhouse and
spacious upland areas were con-
structed and a third pier was en-
tirely rehabilitated. The facility is
one of the most active in the harbor
and has been leased to American
Export Isbrandtsen Lines since
1956.

Brooklyn-Port Authority Marine
Terminal

Concurrent with its marine ter-
minal development activities in New
Jersey, the Port Authority has
undertaken a massive waterfront
redevelopment program on the New
York side of the New York-New
Jersey Harbor.

Along two miles of Brooklyn
waterfront, the agency has invested
nearly $100,000,000 in the develop-
ment of the Brooklyn-Port Authori-
ty Marine Terminal. This great faci-
lity on the 40-foot deep Buttermilk
and East River Channels provides
12 new single-story, steel and con-
crete piers, replacing 25 antiquated
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structures. The new piers provide
27 modern berths, each with 25 to
30-foot wide aprons, and about
90,000 square feet of shed space per
berth. Adjacent to the piers are ex-
tensive areas of paved and lighted
upland for essential open storage
and truck parking space. These
modern facilities are capable of
handling 3,500,000 tons of cargo a
year, 27 per cent of the Port of
New York’s foreign general cargo
trade.

Typical of the new piers are Piers
9A and 9B, opened in November
1963. Today, both are handling vast
volumes of general cargo. Pier 9A is
750 feet long on the north. 630 feet
long on the south and 320 feet wide.
Pier 9B is 700 feet long on the
north, 650 feet long on the south
and is also 320 feet wide. Each of
these piers has 30-foot wide aprons
to permit efficient loading and un-
loading of cargoes during peak
periods of traffic.

The two steel and aluminum pier
sheds provide a total of eight acres
of covered space, supported by more
than seven acres of paved upland
area. There is two-story air-condi-
tioned office space within each shed,
as well as a crib area for the storage
of valuable shipments and a heated
cargo area for perishables. The con-
crete floors of the sheds can support

loads of 500 pounds per square foot.
Plastic skylights provide daylight
conditions in the sheds, which are
ventilated both naturally and by
exhaust fans in the roof to protect
cargoes.

On the inshore end of each pier
shed, there are 18 tailgate-high truck
backup spaces along a platform with
eight electrically-operated doors,
some as large as 30 feet wide and
12 feet high. In addition, each pier
shed has 27 doors for easy access
by trucks and mobile cargo-handling
equipment.

Piers 9A and 9B are built on
creosoted timber piles cappsd with
concrete, with a poured concrete
deck. They contain the most effec-
tive fire protective devices, including
complete sprinkler and wet stand-
pipe systems.

Erie Basin-Port Authority Marine
Terminal

The Erie Basin-Port Authority
Marine Terminal has been import-
ant facility for overseas commerce
for more than a century. Strategical-
ly located in Brooklyn on Gowanus
Bay, not far from the entrance to
New York Harbor, this terminal
consists of 40 acres of upland and
71 acres of submerged land suitable
for future development. The facility
includes six finger piers, a ware-
house pier and two breakwaters

equipped with transit sheds. Among
the buildings provided by the Port
Authority are a new headhouse, a
garage and an office for Piers 1, 2
and 3 at a cost of over $1,000,000.
The agency began operating the ter-
minal in December 1958 and has at
the moment invested almost $12 -
000,000 in the facility.

Port Authority Grain Terminal and
Columbia Street Pier

Adjacent to Erie Basin-Port
Authority Marine Terminal is the
Port Authority Grain Terminal and
Columbia Street Pier. This facility
was built in 1922 by the State of
New York as part of the New York
State Barge Canal system and was
transferred by the State to the Port
Authority in 1944.

The Columbia Street Pier accom-
modates four deep-sea vessels simul-
taneously and is used by a number
of steamship companies. The seven-
acre upland area adjacent to the ele-
vator and pier is used as a public
lumber storage area.

These development programs at
the Port Authority’s marine termi-
nals in the New York-New Jersey
Harbor are tangible evidence of the
bi-state agency’s determination to
provide the most modern and effici-
ent facilities and thus to keep the
Port of New York in the forefront
of world ports.

Port Problems—

(Continued From Page 6)

possible advice on port manage-
ment. For unless management is
soundly based, mere technical ad-
vancement may lead nowhere.

The different conditions which
pertain in different ports do, as I
have said, require different treat-
ment, and there is always a danger
that the expert, however highly
qualified, who goes out under the
auspices of some international or-
ganization to advise on port matters
in one of the developing countries,
may try to apply ideas to which he
is accustomed but which are not
necessarily appropriate. Even the
most successful of port managers
has seldom had experience in more
than one or two ports, and if, as is
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likely, he has been over-worked
most of his life, he may have had
little opportunity to understand,
still less to study, the problems of
others. Furthermore, as we know
in the field of education, deep and
wide knowledge does not always go
with the ability to impart it to
others.

I do not wish, of course, for one
moment to underestimate the value
of such assignments. There are many
brilliant people who are able to see
their own experience as a product
of the conditions in which they have
worked and apply it successfully to
a different situation. But I believe
that more enduring, and on the
whole more satistactory, results are
obtained by putting a potential man-
ager first through a general course—
such perhaps as is provided by one
of the “Seminars” to which I have
referred — and then arranging if

possible for quite a lengthy period
to be spent in two or more ports,
observing the different applications
of principles with which he has be-
come familiar, and seeing for him-
self how these principles will best
be applied when he gets home.

That is just my personal view.
All the many ways in which help
can be given by well-established
ports to the growing ports in deve-
loping countries have their advant-
ages. What cannot be challenged is
that if the developing countries are
to advance and to improve the
standard of life of their peoples,
trade must increase and flourish. If
trade is to increase and flourish,
seaports must be improved. And a
special responsibility rests on those
of us who are connected with the
well-established and highly develop-
ed seaports of Europe to offer all
the help we can.



The World Trade Center in
The Port of New York

By Austin J. Tebin

Executive Director
The Port of New York Authority

One of the principal assets of the
Port of New York is its remarkable
geographic advantages: extensive
low-lying waterfront areas, sheltered
harbors and bays and deep, ice-free
channels. Building on this geogra-
phic base, the people of the Port,
have, over the past three centuries,
developed a tremendous variety of
land, sea and air facilities—piers,
docks, terminals, and highways.
Hand in hand with the development
of these facilities came the extensive
international business services which
are indispensable to the administra-
tive processing of United States and
foreign commerce. The Port has at-
tracted a world trade community of
exporters and importers, marine in-
surance companies, commodity ex-
changes, banks, freight forwarders,
customs house brokers, American
and foreign government agencies
and numerous other agencies which
constitute a matchless reservoir of
international commercial expertise.

The efficiency and enterprise with
which these services operate affect
not only the citizens of the Port
itself but the economic well being of
millions of people throughout the
world. In the tradition of mercantile
of millions of people throughout the
world. In the tradition of mercantile
leadership which has characterized
the Port throughout its history, New
York’s world trade community today
is aware of the over-riding need for
a greater centralization and coordi-
nation of all essential trade services,
so that existing patterns of interna-
tional commerce may be streamlined
and new patterns opened up. To
meet these objectives a great World
Trade Center in the Port of New
York is being developed by The
Port of New York Authority in ac-
cordance with legislation enacted by

the States of New York and New
Jersey.

The World Center will be built
on a 16-acre site on the west side
of lower Manhattan in the heart of
the Port of New York’s international
trade and financial community.
Construction of the project is ex-
pected to begin at the end of the
year. The project is scheduled to
be completed in stages over the next
six years.

The architectural plan for the
Center calls for the construction of
two great towers, each 110 stories
(1,350 feet) in height, rising from
a great plaza of almost five acres.
Multilevel buildings, almost com-
pletely encircling the plaza, will
house many of the world trade ser-
vices, including the United States
Bureau of Customs, foreign consu-
lates or commercial offices, foreign
government trade centers, trade as-
sociations and extensive exhibit
areas. Incorporated in the design
are numerous services for the con-
venience of businessmen, including
on-site parking for 1,600 cars and
a 350-room hotel.

Ten million square feet of rent-
able space will be contained in the
great structures. Of the total, some
four million square feet will be
contained in the great structures.
Of the total, some four million
square feet will be available for
rental to business firms engaged in
trade with other nations. The ba-
lance of the space is earmarked for
State, Federal and foreign govern-
ment agencies and for essential ser-
vices for the 50,000 people who will
work in the complex everyday.

The United States Bureau of Cus-
toms, offices of the Department of
Commerce, Port Authority admini-

Mr. Austin J. Tobin

strative offices, foreign consulates
and commercial attaches, foreign
government purchasing missions,
Customs House brokers, trade asso-
ciations,  exporters,  importers,
freight forwarders, international
banks, marine insurance firms and
other agencies and businessmen re-
lated to foreign trade also will be
among the occupants of The World
Trade Center. The centralization of
these basic elements in the bandling
of foreign trade will provide an un=
paralleled opportunity to streamline
and coordinate their activities with
resulting dollar and time savings
and enormously increased efficiency.
These efficiencies and the rapidity
of communications within the
Center are expected to contribute
substantially to the expansion of
world trade.

Supplementary services in the
Center will include a World Trade
Information Service, a World Trade
Institute, and extensive exhibit and
display facilities. The Center thus
will become an international market
place for the buying and selling of
goods and products of other nations
as well as those of the United States.

The World Trade Information
Service will be a clearing house for
international trade information. It
will provide, on a scale not now
available, accurate and timely as-
sistance on world trade regulations,
markets and opportunities to gov-
ernment agencies and American
and foreign businessmen. It will fill
the urgent need for a “one-stop”
world trade information facility.

Government agencies and busi-

(Continued on Page 20)
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The Latest Developments in

Harbour Activities of Canada

By Louis R. Talbot, Eng.

Vice-Chairman
National Harbours Board

This is an address delivered by Mr. Louis R. Talbot, Vice-Chairman,
National Harbours Board at the 54th Annual Meeting of the AAPA.

-—Editor

It was with the greatest pleasure
that I accepted your President’s in-
vitation to speak to you during this
Convention on Canadian Ports and
bring you up-tc-date on the latest
developments in harbour activities
during the past year.

A talk such as this cannot be de-
void of statistics. I shall ask for
your indulgence and quote a few
extracts from the shipping statistics
which are published by the Domi-
nion Bureau of Statistics at Ottawa.

During 1964 the volume of cargo
handled at Canadian ports increas-
ed to 232,952,022 tons from 206,-
321,288 tons handled in 1963.
Cargoes loaded for, and unloaded
from foreign countries rose 14.3 per
cent to 130,962,823 tons from
114,567,311 tons. The tonnage
handled in coastwise shipping show-
ed an increase of 11.1 per cent, to
101,989,199 tons from 91,753,977
tons. Vessel arrivals and departures
in international shipping and the
coastwise trade numbered 266,549,
which was a slight increase over the
266,324 recorded in 1963, The re-
gistered net tonnage of these ves-
sels, however, increased 6.1 per
cent to 364,922,449 tons from
343,919,195 tons.

The National Harbours Board
who is charged with the administra-
tion, operation and control of those
ports where the greatest percentage
of foreign inward and outward traf-
fic is handled shared as follows. It
handled 43,754,545 tons or 33 per
cent of the foreign traffic and 27,-
650,072 tons or 27 per cent of the
coastwise traffic. The total traffic
handled by National Harbours
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Board ports increased by eight per
cent to a new high of 71,404,617
tons. This figure represents 30 per
cent of all water-borne cargo ton-
nage handled in Canada.

The growth and economic devel-
opment of Canada has during the
past decade created new demands
for port facilities to handle water-
borne commerce. As an example
there is a geographical area located
on the North Shore of the Gulf of
St. Lawrence adjoining the Labra-
dor border which used to be known
as the land of Cain. It was arid, bar-
ren and very thinly populated.

At the end of 1964, the hydro-
clectric installation on the Lower
St. Lawrence North Shore amount-
ed to 2,793,130 hp. The latest
(1963) Electric Power Survey of
Capability and Load, carried out
yearly by the major producers of
electric energy in Canada, and re-
ported by the Dominion Bureau of
Statistics, shows firm power peak
load in the Province of Quebec as
having grown from 4,253,000 Kw
in 1951 to 7,827,000 Kw in 1963
and as being expected to attain 10.-
226,000 Kw in 1968. A similar rate
of growth (5.5%) by the leading
producers, as that expected for the
period 1963-68, would bring the
peak load to 13,440,000 Kw in
1973 and 17,600,000 Kw in 1978.
Such firm power peak loads would
necessitate between now and 1978
an installation of some 10,000,000
hp with most power requirements
in Quebec between 1964 and 1975
being provided from the WNorth
Shore power sites. New develop-
ments will bring the hydro-electric

installation on the North Shore of
the Gulf of St. Lawrence to some
5.2 million hp by the end of 1968
and to about 10 million hp by 1973.
Such tremendous development of
hydro-electric power resources com-
bined with the discovery of iron ore
mines and the advent of new pro-
cesses of iron ore pelletizing has
resulted in the creation of a vast
economic region which has seen the
construction of major harbours such
as Sej lands, Port Cartier, Baic
Comeau and Pointe Noire. =

The Lower St. Lawrence and
Gulf ports handled in 1964 forty
million tons of water-borne cargo
and the estimate for 1970 is 52.5
million tons. The Port of Seven Is-
lands which has the third highest
cargo tonnage of all Canadian ports
handled in 1964, 16,602,796 tons
of cargo, 95 per cent of which was
iron ore.

The greatest part of the capital
investment in these new ports is
private capital and the contribution
from the Federal Treasury has been
minimal. These ports are generally

dopartment of Transport. There

not operated by harbour commis-

sions.

Another example of port develop-
ment to serve an economic region
of Canada is to be found on the
North Coast of New Brunswick
where the new port of s
being constructed jointly by the Na-
tional Harbours Board and the
federal department of Public Works
to serve a new industrial complex
centered around Brunswick Mining




Aerial v1e§§ of Vancouver harbour, British Colombia, looking West, and showing the Bayshore Hotel in
the foreground and high-rise apartment buildings in the background.

and Smelting Corporation and East
Coast Smelting and Chemical Com-
pany. The projected capital ex-
penditure in the immediate area of
the new port is now estimated at
163 million. The designed depth of
the bulk wharf is 42 feet. The esti-
mated cargo which will be handled
in the first year of operation will be
7.3 million tons. The products
handled at the new port will range
from concentrates, oil, phosphate
rock, pyrites, fertilizers, ammonia,
coal, coke to lumber. The estimated
capital expenditure for harbour con-
struction will be 16 million. This
figure covers only the cost of the
infrastructure and the dredging. It
dGes not include the cost of the
material handling equipment com-
prising the superstructure of the
bulk handling facilities. This port

will come under the administration,

operation and control of the Na-

tional Haroours board.

Whilst discussing port activity on
the Atlantic Seaboard it would be
well to mention that following a
$20 million refurbishing job by the
Department of Public Works, the
Port of St. John’s in the Province

of Newfoundland came under the
jurisdiction of the Nauggg |_Har-
bours Board at_the beginning of
1963. This port has a great histori-
cal background. Many European
and Asiatic seaports have longer
histories; none in North America
has as Jong a one and certainly few

ports in the world can compare with
St. John’s for colour and adventure
in its past. From rugged Signal Hill
in the east to the Waterford valley
in the west, the almost landlocked
stretch of tranquil sea that is St.
John’s harbour has witnessed since
it was discovered June 24, 1497,
warfare, fires, pestilence, and the
golden years of a world wide mari-
time trade. The Island of New-
foundland with its population of
one half miilion people will share in
the future economic expansion of
Canada. The forthcoming hydro-
electric development of Churchill
Falls in Labrador will bring with
it the establishment of major indus-
try. Another national harbour is al-
ready being planned for this pro-
vince. Whilst the Port of St. John’s
may be the most ancient it now
compares most advantageously with
any other port with its modern
methods of cargo handling. Cana-
dians have pioneered the use of
sideboard loading ships for the fast
Seaway traffic from the Great Lakes
to Montreal. One of the older Cana-
dian  steamship companies has
pioncered the use of this type of
general cargo ship for the New-
foundland route. The pilot ship
which was placed in service during
the past summer runs a weekly serv-
ice during the past summer runs a
weekly service from Montreal to St.
John’s. Through the efficient com-
bined use of containers and pallets

the cargo is usually discharged In
ten_hours. Allowing for travel time
of five days from Montreal to St.
John’s and return the entire move-
ment under normal weather condi-
tions is carried out in less than six
days. Time does not permit to give
the details of the operation. It is
hoped that a film will be produced
which will describe the cargo handl-
ing phase of the operation. Another
film is now in preparation which

gives the engineering details of the
reconstruction of the harbour of St.
John’s. It is suggested that those of
you who may wish to avail them-
selves of the latter film may do so
by communicating with the head
office of the National Harbours
Board in Ottawa.

Let us now transport ourselves
from St. John’s, Newfoundland, 3,-
110.3 statute miles to the West
Coast of Canada, to the Port of
Vancouver. The growth of this port
M

has been somewhat phenomenal in
the past five years. From a total of
12,380,431 tons of water-borne
cargo unloaded from and loaded to
vessels in 1960 this figure has in-
creased to 19,793,810 tons in 1964,
the increase being 60 per cenf. The
commodities which have contributed
most to the growth of this traffic
have been grain, lumber, coal, logs,
pulpwood chips, petroleum prod-
ucts, sulphur, woodpulp and flour.
The Provinces of British Columbia
and Alberta have witnessed a high
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degree of economic growth and the
Port of Va ancouver has served these
two provinces most efficiently.
There has been in the past few
years a gradual shift of the tradi-
tional grain export pattern from the

east coast of Canada to the west

the Marine Hydraulics branch of
the department of Transport. This
study indicated that for general
cargo berths the crlterla S

tﬁ in the

“tion” published by The American

Association of Port Authorities still

¢oast.
Vanc r shipped 5,772,521 tons
of all grains. It now prides itself
as being the largest wheat export
port in the world. The hinterland of
the port brings to it over one mil-
lion tons of coal annually for ship-
ment to Japan. The vast discoveries
ST potash in Alberta are gradually
being put into production and it is
expected that by 1967 approximate-
ly three million tons of potash will

couver. The National E Harbours
Board is justly proud of the Port
of Vancouver which should within
a few years become Canada’s
Port. Whilst it is appropri
judge a port by the amount of its
tonnage it is well to point out that
the Balance Sheet of the Port of
Vancouver reflects a very strong
financial position and the net profit
of the port in 1964 after provision
for depreciation and interest on
loans was in the order of $1Y%2 mil-
lion.

The economic future of Canada
at this time is very promising and
the resultant effect on its ports
augurs well. The export patterns in-
dicate a large outward movement of
bulk commodities which could be
out of proportion to the outward
movement of goods from its manu-
facture. This situation creates an
economic unbalance which we hope
will be corrected.

Stress has to be placed in the
design of waterways and harbour
facilities on their ability to handle
large volumes of both inward and
outward bulk commodities. New
bulk facilities at the Port of Van-
couver are being designed to pro-
s
vide a minimum depth of water at
lowest tide of 45 feet. There ap-
pears to be a “great deal of con-
troversy at the present time on an
acceptable criteria for the design
depths of berths at harbours. 1 had
occasion in July of this year to
make a study of this subject and
present a paper to a joint meeting
of the Montreal Port Council and
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During 1964 the Port of

holds,

In the case of bulk carriers there
were 127 ships on order at 30th
April 1965, representing 56.7 per
cent of the total tonnage on order
in the class of 35,000 tons and over
with a draft of 35 feet and over.
If an allowance of 2% feet is made
for vessel squat and 2 feet for bot-
tom clearance a minimum channel
depth of 39-6” would be required
to accommodate these bulk carriers.
Depending on location and the traf-
fics which offer it would appear that
a design depth of 42 feet or 45 feet

minimum at lowest tide will accom-
modate 95 per cent of the bulk car—
rlers of 35,000 _tons and over un-
der construction in 1965. The prob-
lem of adequate design depth of
berths to accommodate bulk car-
riers is one which requires continu-
ous reappraisal.

So far we have not had to deal
with tankers to any great extent.
The greater portion of the crude oil
required for the Eastern market
reaches Montreal via the plpehnc
which runs from Portland, 1 arne
to Montreal. The resume of the sta-
tistical information in the case of
tankers on order as at 30th April
1965, as reported in the supplement
to Fairplay Shipping Journal,
“World Ships on Order” would in-
dicate that minimum channel depth
of 42’-6” would be required in salt
water to accommodate 75.9 per
cent of the total tonnage represent-
ed by the 187 larger tankers of 60,-
000 tons d.w. and over on order at
30th April 1965. The provision of
channel depths and harbour facili-
ties to accommodate tankers of this
size represents a problem which
bears close scrutiny and the eco-
nomic benefits to be derived by the
state or the public at large should
receive priority over the pompous
civic pride of a port authority which
lays claim to rﬁlhty to handle
the largest tankers afloat. A conti-
nuous appraisal is required of the
trends in ship design and ship con-
struction and the facilities which

you design and build today should
be economically viable and able to
handle the shipping requirements
for the next thirty to forty years.

Plying the Atlantic sea lanes at
the present time is Canadian
Pacific’s new generation of cargo
liners in the 6,750 tons d.w. class,
specially designed to take advantage
of such modern cargo handling de-
velopments  as  containerization,

pi=s——
these new ships have numerous
other innovations, among them ice-
breaker bow and strengthened hull,
extensive engine room automation
and cargo gear arranged to permit
faster in port turnarounds. The
latest of these ships, the “BEAVE-
ROAK” which has a service speed
of 16 knots will serve St. Lawrence
and Great Lakes ports in summer
and Saint John, New Brunswick and
Montreal in the winter season.

Of interest to some of you is the
future of winter navigation in the
St. Lawrence. Winter shipments
from the lower St. Lawrence and
Gulf ports and other St. Lawrence
river ports above Baie Comeau
through Cabot Strait during the last
winter navigation season (1964-65)
attained 7,500,000 tons. During the
past six years substantial progress
has been made in making the St.
Lawrence River navigable the year
round. There was a time when
the harbours of Montreal, Trois-
Riviéres and Quebec were cTosed
from mid-December to mid- -April.
The construction of new cargo
liners such as the “BEAVEROAK”
by Canadian Pacific is an indica-
tion that the jce barrier, which
would force some of our important
harbours to shut down during the
winter is slowly being conquered.
The long term economic benefits to
be derived from the expenditure of
state funds for the construction of
a modern ice-breaker fleet for our
Canadian Coast Guard appear at
this time to justify such expenditure.

There has appeared on the ship-
ping scene in Canada in recent
years the self-unloader type of ves-
sel such as the “S.S. ONTARIO
POWER” which now transports
Nova Scotia coal to Toronto. Dur-
ing 1964, 2,347,558 tons were
transported. This ship designed for
Seaway draft of 25-6” measures




Aerial View of Vancouver,

710°-0” in length; its dead-weight at
257-6” fresh water is 21,420 long
tons. The introduction of this type
of vessel in the ocean and coastal
trades has brought changes in the
historical movement of coal and
other bulk commodities in Canada
and the savings it offers to shippers
in the movement of bulk should be
appraised in the design of facilities
in the future and the provision of
open areas to receive its cargoes.
Having sketched ever so briefly a
picture of present port activities in
Canada it might be well to outline
some of the demands which will be
placed upon us as port administra-
tors in the future. These are as fol-
lows:—
I. Management—In order for
Ports to be efficient they must adopt
and implement the management
tools of corporate enterprise. One
should remember that the taxpayer
in the case of public ports is the
shareholder and as such is entitled
to the best return on his investment.
The “taxpayer” has sometimes been
defined as “a person who does not
have to pass a civil service exami-
nation to work for the government”.
At the time our Board came into
being in_1936 it absorbed seven
local harbour commissions and
some of the inefficiencies pertaining
to them at the time. As late as 1937
special votes of Parliament were
being initiated as unemployment re-
lief measures. Some of the harbours
had become creators of works and
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historical backgrounds such as this
are not readily eradicated. Man-
agers must surround themselves
with an aura of professionalism and
must avail themselves of the op-
portunities offered to them by uni-
versities and associations to up-date
themselves in the current manage-
ment techniques followed by private
enterprise. A manager should not
isolate himself in the solitude of day
to day operations but should be
alert to modern developments in the
fields of finance, labour relations,
shipping, traffic and real estate.

2. Labour Relations—Our Board
has in existence throughout the sys-
tem some 30 labour contracts with
an assortment of labour unions. Our
position is not unlike that of private
enterprise when dealing with labour
negotiations in that our managers
not having received training in the
field of personnel and labour rela-
tions, especially at the smaller
establishments, find themselves at a
disadvantage when dealing with
professionals at the negotiating
table. The operation can then be
compared to one of extinguishing
fires and saving face. I would sus-
pect that the same problem exists
at most ports and I would suggest
that where the positions do not al-
ready exist only the best trained
specialists be recruited to deal with
personnel and labour relations at
the ports.

3. Engineering — The National

Harbours Board is fortunate in hav-
ing in its employ a competent staff
of engineers specialized in the de-
sign of marine works and related
structures. Here again the erosion
of time at some ports removes the
varnish of professionalism from the
port engineer and too often do we
see his activity related to that of a
foreman of works. I would make a
strong appeal to port administrators
to heed the following definition of
Civil Engineering given by Mr. C.L.
Miller, head of the Department of
Civil Engineering at the Mas-
sachusetts Institute of Technology:—
(Quote)

“The engineering of systems of
constructed facilities” limits civil
engineering to a clearly identifi-
able field of activity. It recognizes
that we are primarily concerned
with engineering, that we are
responsible for the engineering
which relates to construction,
that the things constructed are
facilities, and that the facilities must
be engineered as operational sys-
tems” (End of quote)—

4. Research and Development—
We all know that the planes which
we give to our air forces, the ships
that we give to our seamen or the
weapons which we give to our in-
fantrymen may be obsolete before
they leave the drafting board. We
are familiar with the time, energy,
and the vast sums of money which
can be expended in the conquest of
space. The giants of industry all
have research laboratories whose
entire endeavours are devoted to
the improvement of the products of
their manufacture.

The question which I would like
to leave with you is: How do we
fare by comparison? For an indus-
try whose combined capital assets
surpass those of the major United
States corporations, have we kept
pace with the economic and indus-
trial developments which surround
us. Whilst in Canada the system of
port administration may be different
from that which prevails in the
United States there are several
problems which are common to all
port administrators. 1 suggest that
the accent should be placed on the
positive and that we should keep
alive and equal to the challenges
which shall be placed before us.
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The Port of Copenhagen offers
numberous advantages to inter-
national Shipping and Commerce.

It is a straiegic point of the North
European trades and the ideal em-
porium and transit centre for the
entire North and Central European
fields of Commerce.

It is a natural well protected port,
and the absence of tides makes it
easy of access by day and by night
all the year round.

The goods handling is highly me-
chanized, and adequate sheds are
at disposal for all sorts of cargo.

Ample space is reserved for Tran-
sit Goods and Consignment Stocks,
and special plants are at hand, such
as heated fruit sheds, cold storage
for fish, butter, eggs, fruit, meat
and similar, and also granaries,
hardwood sheds etc.

Special attention must be drawn
to the Free Port, a Foreign Trade
Zone and a Foreign Production
Zone inside the Port of Copenhagen.

There any kind of merchandise
can be discharged, stored, mixed,
manufactured, repacked, reforward-
ed and transshipped without paying
customs duties, and having to pay
taxes neither on value nor on pro-
fits made on sale and purchase of
goods, when handled for foreign
account.

Transit Goods can remain 30
days in the warehouses of the
Copenhagen Free Port Company
Ltd. without paying warehouse
rent.

Foreign and Danish Merchants
can hire warehouse space in the
Free Port for their own and private
use. In such warehouses goods can
be manipulated in nearly every way
without interference from the Cus-
tom Authorities.

Behind the quays of the Port of
Copenhagen, and in the nearest
vicinity of the City, Danish and
Foreign industries are concentrated
making Copenhagen the largest In-
dustrial Centre of Scandinavia.

Numerous modernisations and
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vast extensions have been made in
the course of the nearest two de-
cades, large extensions are at
work, and still larger extensions are
planned and will be commenced in
a near future.

The modernizations made refer
to warehouses of which some have
been partly rebuilt and many broken
down and replaced by modern struc-
tures. The crane park has been
partly renewed, the top capacity of
the floating cranes has been carried
from 40 tons to 180 tons. New
quays have been erected and the
depth of water alongside quays and
in the fairways have been deepened
where considered expedient. To
the benefit of the intense mechaniza-
tion of the goods handling, miles of
quay aprons have been covered by
hard surface covering.

Extensions have been made
throughout the port, but especially
in the Oil Port which has been in
steady and speedy growth ever since
the last war.

The extensions in work are the
reclamation of 280,000 sq.mtrs. for
industrial purpose in the southern,
400,000 sq.mtrs. for a power station
in the eastern, and 150,000 sq.mitrs.
for commercial purposes in the
northern sector. The latter area has
been furnished with 650 metres of
quay arranged for roll-on/roll-off
services, and the power plant will
get 300 metres of quay. The re-
clamation of 38,000 sq.mtrs. in the
southern sector, also for roll-
on/roll-off transport has just been
started.

It is planned, as soon at the
roll-on/roll-oft quay with rear area
in the northern sector is finished, to
continue the erection of a series of
new harbour basins further to the
north including 2,000 metres of
quay with a water depth of 10
metres as well as 800 metres with
6.3 metres. The Harbour Board
has granted 110 million Danish
kroner to that purpose.

Thus the Port of Copenhagen
Authority are carefully preparing
the future to make sure that the

port’s customers will always get the
the advantages and the facilities
available in a modern World Port.
Capacities and Facilities.

The cargo handling in the Port of
Copenhagen is highly mechanized,
and more and more quays are fur-
nished with modern smooth quay
aprons to facilitate the use of
modern implements.

The floor space of the sheds and
warehouses in the port area is of
about 490,000 sq.mtr. including
260,000 sq.mtr. in the Free Port.

Heated fruit sheds ... .. 40,000 sq.mtr.

Refrigerated space ..... 10,000 ,, ,,
Timber areas, open .... 30,000 ,, .,
Coal sites ........... 200,000 ,, ,,
Granaries ............ 140,000 tons
Oil Tanks ............ 990,000 cbm

On the quays are about 150 elect-
ric cranes, 13 pneumatic grain
elevators (up to 200 tons per hour),
and special gear for various com-
modities.

Two floating cranes are at hand,
one of 180 ts capacity, and two dry-
docks (up to 70,000 ts. dw.), a
floating dock (7,000 ts. dw.) and 6
patent slipways for ships of maxi-
mum 2,000 ts. are at disposal.

Three Oil Bunkering Stations,
one Coal Bunkering Station, and a
Degaussing Plant are located im-
mediately at the entrance to the
port. Bunkers are also supplied by
barge throughout the port and in
the roads.

Navigation.

Owing to the absence of tides
the port is accessible by day and
night all the year round.

Pilotage: Not compulsory except
for a few vessels having
to pass the bridges to

the South Habour.

Towage: Not compulsory except
for ships of a certain size
having to pass through

the South Harbour.

Port Dues.

Harbour Dues: 20 ore per NRT
is paid on every
call at the port ex-
cept by ships call-
ing for bunkers,
provisions and the

like.



The QOil Harbour “Provestenshaven”

Quay Dues: 16 ore per ton cargo
loaded or discharged
is payable by ship
moored alongside a
quay and 8 ore per
ton if the ship loads
or discharges in
buoys or is moored in
in second line.

Light Dues.
No light dues are levied.

History

Founded about 800 years ago the
Port of Copenhagen is one of the
oldest ports in Europe.

Excavations in the town and har-
bour areas have given evidence that
the natural port was already used
by hunters and fishermen thousands
of years before Copenhagen was
founded.

Early it became a ferry for the
territories on the other side of the
Sound, and rich fisheries and its
ideal geographic location made it
a centre for international trade and
commerce.

The Danish King Valdemar pre-
sented the ferry and its surroundings
to Bishop Absalon who in 1167
built a castle as protection against
the pirates ravaging the Danish
coast at that time.

This was the first impulse of a

town community where shipping
and trade could safely be carried
out under the protection of the
bishop’s military power.

The importance of the small town
grew steadily but slowly and not
until the 17th century during the
reign of King Christian the Fourth
began a real town-planning.

The King carried out big works
for the defense, the harbour area
was considerably extended, and big
efforts were made to encourage
shipping and trade flourished in the
town during that period.

Then followed a short period of
stagnation until a new boom came
about 1850.

In 1894 the Copenhagen Free
Port was opened to traffic, and ever
since the traffic on the port has in-
creased steadily only interrupted by
the two world wars.

Port Administration.

After the death of Bishop Ab-
salon the harbour belonged to the
Bishopric of Roskilde until the King
made Copenbagen his residential
town and thereby the Capital of
Denmark. The harbour was then
governed by the City Corporation.

It was not until 1692 that a real
Harbour Management was formed.
A Harbour Committee was appoint-

ed to maintain supervision of the
harbour, but this latter was still
considered as part of the Town
Management with which it had
joint treasury. The State, however,
got gradually more and more in-
fluence, and from 1750 and onwards
the harbour was looked upon as a
State affair.

By Act of Parliament of the 30th
December 1858 the harbour was
given a certain form of self-govern-
ment, and this was confirmed and
exiended by Act of the 29th Aopril
1913, in which it is stated that “the
trading Harbour of Copenhages is
a selfowning institution managed by
a Harbour Board” of which the City
Prefect of Copenhagen is chairman
by virtue of office.

The Board consists of 16 mem-
bers, two elected by the Govern-
ment, four by the Parliament, two
by the Municipal Authorities, two
by the City Council, two by the
Merchants® Guild, two by the Ship-
owners’ Associations, and two by
the Federation of Danish Industries.

The Port Administration is in
charge of a General Manager ap-
pointed by the Minister of Works.
Commerce.

Denmark is an agricultural, com-
merical and industrial country. But
as very few raw materials are
found in the subsoil, the imports of
these and of semi-manufactured
products are considerable, and they
always exceed the exports which
consists of the Danish agricultural
products and of high quality finish-
ed products.

The central position and other
advantages make the Port of Copen-
hagen a natural transit centre, and
goods of all kinds pass its quays and
warehouses to and from all parts of
the world, and the Copenhagen Free
Port plays a prominent part in the
international traffic and trade.

The comumercial exploitation of
the Free Port is in the hands of the
Copenhagen Free Port Co. Ltd.
who owns and operates all ware-
houses, sheds, cranes and other in-
stallations and gear. The Company’s
tariffs are controlled by the Ministry
of Works, and its shares are owned
by the Port of Copenhagen Au-
thority.
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Post- Revolution Developments

In The Port of Karachi

By 1. A. Abbasi, S.Q.A.
Chairman, K.P.T.

The post-Revolution era will go
down in the history of Pakistan as
the glorious renaissance of progress
and achievement in every aspect of
national life. It marks an epoch
of national regeneration and direc-
tion in which not only high stand-
ards were set but achievements
surpassed the expectations and
surprised the world at large.

In every sphere of national
activity from politics to agriculture
and Industry to international trade,
there has been a rapidly growing
rate of progress which has put the
economy of the country on a
dynamic pattern.

The port of Karachi is Pakistan’s
largest port. It handles the entire
sea-borne trade of West Pakistan
and over 55% of the trade of the
country. It is also the arterial link
for trade and supplies between the
two wings of Pakistan. A study of
the various aspects of the port
working after the Revolution of
1958 as compared to the period
1947 to 1959 would, therefore,
serve as a gauge for the developing
economy of the West Pakistan.

FINANCE

The average income per year for
the period 1947-59 was Rs. 26.7
million and the expenditure
Rs. 20.9 million. As against this the
averages of income and expendi-
ture per year for the period from
1959-65 were Rs. 58.7 million and
Rs. 51.4 million respectively. It
shows that in the post-Revolution
period there has been an increase
of Rs. 32 million in the average in-
come and of Rs. 30.5 million in
expenditure. A comparison of the
figures for 1958-59 with those of
1964-65 shows an increase of
Rs. 39.8 million in income and
Rs. 25.1 million in expenditure.

These increases in the income
and expenditure are pointers to the
developing resources of the port
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and expansion and promotion of
the port activities. The income of
the port depends mainly upon the
charges for the services rendered,
1.e. wharfage, storage, cranage, port
dues, pilotage, etc. The comparison
of the averages p.a. under heads of
these accounts for the pre-Revolu-
tion and post-Revolution periods
shows the expansion of these serv-
ices in the post-Revolution period.

Similarly the distribution of ex-
penditure put in juxta-position for
the two periods indicates the devel-
opment of the port facilities in the
later period.

The most significant part of the
financial picture of the port is the
increasing deployment of resources
towards the replacement, reconst-
ruction and development aspects of
the port in general. The period con-
incides with the Second Plan period
in which a total expenditure of
about Rs. 140 million was deployed
towards the development of the
port. The most important project of
the period has been the completion
of the Reconstruction of the East
Wharves costing over Rs. 150 mil-
lion. Out of this amount, a sum of
Rs. 37.8 million was incurred upto
1957-58, whereas an expenditure of
Rs. 99.6 million was incurred in
the Post-Revolution period. Not
only that a greater amount of finan-
cial resources were deployed for the
development during the period
1959-65 but also Funds have been
built up for the subsequent develop-
ments in the Third Plan Period. A
contribution of over Rs. 100 mil-
lion was made to the Funds in the
Tater period.

TRAFFIC

The average of the cargo handled
in the port from the period 1947 to
1959 was about 3.5 million tons
per annum which comprised of im-
ports about 2.551 million tons and
exports about 0.99 tons. As against
this the average of the cargo handl-

ed in the port for the period 1959
to 1965 was 5.5 million tons per
annum, the average of imports be-
ing 1.26 million tons. This shows
an increase of about 2 million tons
of cargo per year in the Post-
Revolution period. The increase in
imports being 1.73 million tons and
the increase in exports being about
0.27 million tons per annum. While
the comparision of the figures for
the two years 1959-60 and 1964-65
shows an increase of 2.85 million
tons in imports and of 0.47 tons in
exports, i.e. an overall increase of
about 73% on the cargo handled in
the port in the former year.

The cargo handling records of
the port were surpassed successive-
ly twice in the post-Revolution
period when in 1962-63 the port
handled over 5.5 million tons of
cargo which was an all time high
record upto that period but in 1964-
65, the Port of Karachi handled
over 7.8 million tons of cargo which
represents an increase of 33% over
the tonnage dealt with in the
preceding year. During 1963-64,
the cargo handled was about 5.8
million tons. According to the fore-
casts of the traffic which were com-
piled some time ago the estimated
tonnage expected to be handled in
the Port of Karachi by the end of
the Third Five Year Plan in 1970
was about 7 millions tons. This
figure was subsequently revised in
collobaration with the World Bank
to about 8 million tons. It will thus
be seen that the volume of traffic
in the port has increased far more
rapidly than estimated and the port
is now handling traffic which was
expected in 1970.

A study in the comparision of
averages in Pre-Revolution and
Post-Revolution periods for the Key
commodities imported and exported
shows the shift upon Industrializa-
tion and the growing economic
strength of the country.

In the Post-Revolution period the
import of coal has decreased by
75% and the import of oil has more
than doubled.

The import of iron and steel also
doubled in the later period while
the import of textiles diminished to
7% of the pre-Revolution period.

The export of rice nearly doubled
in the later period, the export of



seeds, etc. has increased by over
12%, the export of Ores registered
an increase of 75% and the export
of cotton was decreased by 25%
as more and more cotton was used
at home with only a wvery little
textiles imported from abroad. The
export of Hides and Skins also re-
gister decreased by about 30% as
the raw material was utilized by the
home industry.

The tremendous decrease in the
imports of coal which resulted from
the shift to the use of oil and also
indigeneous gas is a well come
change because it removes our de-
pendance upon such a commodity
whose procurement was fraught
with problems. The increase in the
imports of iron and steel, which
doubled in the later period, is a
clear sign of industrialization and
mechanization. The tremendous
decrease in the imports of textile
and the decrease in the export on
the indicator of the very fast de-
velopment of textile industry in our
country. The increases in the ex-
ports of rice, seeds, ores shows the
enhanced produce and development
of exports.

PASSENGER

The passenger traffic has also
been steadily growing in the later
period. In 1958-59 the number of
passengers was 1.29 lakhs while in
1964-65 it was 1.48, an increase of
about 20,000 passengers.

In the later period more and
more facilities for passenger traffic
have been provided. A section of
large transit shed at berth No. 19
has been set aside for the examina-
tion of passenger baggage by the
Customs. Adjoining this shed there
is a modern lounge for visitors and
passengers. Both the examination
hall and the lounge are equipped
with ceiling fans, proper seating ar-
rangements, telephones, etc. for the
convenience of the passengers and
the visitors. A refreshment centre
is located in one corner of lounge
where light refreshments are avail-
able. Money changing facilities are
provided and the Tourist Bureau
has a counter in the lounge to ad-
vise passengers on the tourist at-
tractions in the country.

PORT CONSTRUCTION
While the first phase of the Post-

Independance Development in pert
construction work started in 1955
with the launching of the Recon-
struction of the East Wharves, the
Project was completed in the Post-
Revolution period in the year 1962-
63 and about three times more
amount was spent on this scheme
in the later period that the former
period. This scheme comprised of
the Reconstruction of existing
berths and providing facilities ad-
joing to these berths. However, the
scheme did not increase the berth-
ing capacity of the port. The rate
of traffic in the port has been in-
creasing at a very fast rate and, it
may be seen from the traffic analy-
sis, it has reached a point far be-
yond the estimates.

In the post-Revolution period,
therefore, various schemes were
prepared for providing additional
berths and Reconstructing the re-
maining old berths. The following
are the major schemes prepared
during 1959-65.

1. Reconstruction Bulk Oil Pier

2. Widening and deepening of the
main Navigable Channel

3. Reconstruction of three addi-
tional berths at West Wharf

4. Reconstruction of the remaining
East Wharf berths No. 1 to 4

5. Rehabilitation of the Manora
Break water

6. Master Plan for the develop-
ment of the port.

These six development schemes
have been estimated to cost of Rs.
172.6 million with a foreign ex-
change component of Rs. 80.4 mil-
lion.

In addition to the above stated
major schemes, work has been go-
ing on in this period on the follow-
ing schemes:—

1. Construction of sea wall and
reclaimation of land for provid-
ing tank storage facilities for
Pakistan Refinery Ltd.

2. Reconstruction of the whole of
Keamari township.

Housing scheme at Manora.

4. Establishment of K.P.T. Hos-

pital at Manora.

In the Third Five Year Plan out-
lined in 1964, further schemes, as
follows, have been prepared to be
taken up in 1965-70 at a total cost
of about Rs. 136.70 million:——

1. Lighterage Berths at Juna Bun-
der.

Remodelling of the M.I. Yard.
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3. Reclamation & Development
of the New West Wharves—1st
Phase.

4. Construction of additional Oil
Berths—1st phase.

5. Reconstruction of Keamari Vil-
lage (2nd phase)

EQUIPMENTS & CRAFTS.

In the later period a large num-
ber of floating crafts and other
equipment has been acquired by
the port. Eight tugs, 2 Bucket and
one grap hopper dredgers and over
50 other crafts including barges,
launches, pilot boats, ferry boats
etc. have been added to the fleet.
Modern quay cranes have been in-
stalled on the wharves and a new
125 tons self proper floating crane
has also been purchased. 4 electric
Sub-stations 11-0.5 Kv. with a ca-
pacity of 6,000 KVA with a stand-
by dual-fuel generating plant with
an installed capacity of 1,000 KW
to cater for the essential services
have been installed. Efficient and
effective lighting with fluorescent,
mercury vapour and incandescent
light fittings of modern design has
been provided for the illumination
of Road overbridges, plinths, sheds
and service buildings. Eighteen Nos.
100 ft. high flood light tower with
a maximum estimation of 8-1500
walts lamps on each Tower to light
up the railway yard and plinths,
have been installed.

ADMINISTRATIVE REFORMS

The administrative reforms which
swept through the administrative
machinery of the Government in the
Post-Revolution period benefitted
the Port’s administrative set up as
well. Long due amendments were
made in the K.P.T. Act to remove
bottleneck and to provide for the
working of a modern port. The
composition of the Board of the
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Trustees of the port of Karachi was
also modified so, that while the
representation of the various organi-
zations connected with the port
working was fully preserved it pro-
vided for a mare closely knit with
greater objectivity.

A system of official meetings was
started to provide for close liaison
between the working of the various
deptts. Of the port and also to
provide opportunity for frequent
consultations with top management.

An Officer-on-Special duty (In-
spection Wing) has been appointed
to inspect the working of the Port
and advise the Chairman in case of
any lapses or wastages.

An Intelligence Cell has been set
up in the Watch & Ward Dept. to
check pilferage and theft of cargo.

The Mechanical Engineering
Dept. has been re-organized and
the number of officers increased in
that department for the -ecfficient
maintainance and installation of
mechanical engineering facilities in
the port. Similiarly the Accounts
Dept. has been organized and vari-
ous extra posts created to improve
the accounting system.

More and more K.P.T. officers
were sent for training in the coun-
try and abroad to equip themselves
with better management techniques
and up-to-date knowledge.

A separate office of the Engineer-
in-Chief has been set up to imple-
ment the various development pro-
ject of the port construction.

The stores dept. of the port was
re-organized to maintain an efficient
and prompt supply of stores.

Additional posts of Traffic Officer
was created to help the flow of ever
increasing traffic through the port.

A Publicity & Public Relations
Branch has been created to main-
tain closer liaison with the port and
its clients, to disseminate useful in-
formation on the port, and provide
facilities to the press.

EMPLOYEES WELFARE

Along with the development of
the port in general during the post
Revolution period, an ever increas-
ing attention was paid to provide
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more and more benefits to the staff
and to augment measures for their
welfare. Immediately after the Re-
volution the grades of the pay of
the employees were revised to make
them commensurate with the pre-
vailing higher cost of living and in
addition a conveyance allowance
was granted for the employees liv-
ing at some distance from their
place of duty. The Earness Allow-
ance has been merged in the pay
which would go a long way to step
up the Provident Fund of the
employees and other benefits such
as gratuity, compensation, etc. A
very important step has been the
grant of Recreation and Travelling
Aid to the employees equal to their
one month salary and in case of
a trip to East Pakistan a grant of
two months salary. Recently the
benefits as regards washing allow-
ance and interim tribunal award
have been extended for the benefit
of a larger number of employee.

In the matter of housing the ad-
ministration has embarked upon an
ambitious programme of construc-
tion of new quarters, and a large
sum has been spent on the construc-
tion of the quarters from 1959-65
and there is handsome provision at
a similar scale during the third five
year plan.

A new fulfledged hospital has
been constructed for the employees
during the period and an additional
Maternity Home has also been set
up. The pre-Revolution period
medical facilities were expanded,
e.g. grant in aid to T.B. patients,
payments for specacles, artificial
limps and other grants for the
medical treatments have been in-
troduced.

One more school for the children
was started in the period. In addi-
tion a large number of free ships,
scholarships and stipends are now
being granted to the children of the
employees.

An additional canteen has also
been constructed during the period
for the port workers. Also co-opera-
tive stores have been opened for the
employees to provide them con-
sumer goods at cheeper cost.

The sports in K.P.T. received a
great impetus during the period.

K.P.T. teams
minently in
Tournaments.

figured very pro-
local and National

The foregoing analysis of the de-
velopment in the port after the Re-
volution of 1958 amply shows that
there has been far greater progress
and development in the Post-Re-
volution period than before. As a
matter of fact this period saw not
only the culmination and consolida-
tion of the development projects
taken up earlier but it also proved
the projecting point at which the
future development of the port in
the next 25 years has been visualiz-
ed, planned and provisions made
for the same.

The World Trade Center—

{Continued From Page 11)

nesses will be able to communicate
with regard to common problems
and the implementation of foreign
trade programs with a minimum of
cost, time and ecffort. It is expected
that their common interests will be
served by the World Trade Institute
which will be established in the
Center to serve as an instrument for
world trade education, research and
promotion.

The World Trade Center will pro-
vide for the consolidation, within the
Center, of all international trade
operations of the United States Bu-
reau of Customs in the Port of New
York. The intricate Customs func-
tions relating to the movement of
commerce into and out of the Port
will be brought together so that im-
porters, exporters and the public
may transact their business with
Customs in one place. Greater effi-
ciency will result from the consoli-
dation of the currently dispersed
Customs offices in one modern and
specially designed facility.

The advantages of The World
Trade Center as a new headquarters
for international trade have been
recognized by numerous business-
men who have already indicated
their intention to occupy space in
the Center. To date, more than 75
per cent of the total rentable space
available has been committed, re-
served or is in active negotiation.
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“The Constitution and Functions of The National Ports Counsei”—The Rt.
Hon. Lord Rochdale, Chairman, National Ports Council

“The Role of The Port in A Developing Economy”—Mr. E. H. Simoes, General
Manager, Bombay Port Trust

“Big Ports, Smali Ports—What Are Their Respective Roles?”’—Captain Stig
Axelson, General Manager, Port of Gothenburg

“The Economic Importance of A Free Port”—Dr. Heinz Kaufmann, Manager,
Authority For Harbour and Shipping, Hamburg

Postage (including envelope and string)

Area Sea Air Sea Air Sea Ail: )
Asia, Australia, New Zealand, etc. U.S. $0.32 2.17 021 1.42 0.717757771:9707
Canada, U.S.A. Central America,

B VHawaii, West Indies US 7$O.32 2.89 0.21 1.89 0115 7771.337
Europe, Africa, South America,
Near East U.S. $0.32 3.61 0.21 236 0.15 1.67

For bulk orders parcel post or ocean freight shipment availed for lower transit costs.
Members are solicited to obtain lump orders for lectures and classes.
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