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Two Hitachi 30 long-ton container cranes installed at the Port of Seattle, Washington

Give Your Port A Big Lift

A Hitachi wharf container crane can save a bundle This allows more space for cargo and permits unlimited
in port operation costs. Why? Hitachi wharf cranes are both travel along the wharf.
easy to operate and require little maintenance, The cranes Hitachi built for Yokohama and Yokkaichi
Hitachi was the first Japanese manufacturer to export in Japan incorporate Hitachi’s special motorized semi-rope
a wharf container crane to the United States. trolley design to permit very accurate positioning.
Of course, our experience includes cranes of all types, Some of the cranes have fixed cabs and some have movable ones.
but at present container cranes make up the bulk of incoming Some have replaceable attachments which include
orders. Whatever your requirements, Hitachi wharf cranes a clam bucket, skip bucket, and magnet, besides a spreader
can be tailored to suit. For example, Hitachi multipurpose for containers. Many other designs are possible.
wharf cranes built for the Port of Seattle, Washington If you are interested in increasing the efficiency
have a special diesel engine mounted right on the crane and versatility of port or cargo handling operations,

so that power cables do not have to be draped over the wharf. see what Hitachi can do for you.

For more information, contact:

HITACHI

Hitachi, Ltd. Tokyo Japan



Three basic industries —all in one company

Nippon Kokan is a steelmaker, shipbuilder, and designer, engineer
and constructor of heavy industrial equipment, leading each field
with advanced technology and up-to-date facilities.

In steel NKK is one of the world’s most-highly computerized
multimillion-ton steelmakers. NKK's steelmaking complexes—the
KeihinWorks and Fukuyama Works —boast a monthly production of
over one million tons.

In shipbuilding and repair, too, NKK is a pacesetter with capacity
to build ships up to 500,000 dwt. Its newest shipyard, Tsu, incor-
porates a unique dual-ended design that allows simultaneous build-
ing of two big ships in the same dock.

in the field of heavy industrial equipment, NKK is widely diversi-
fied. Its line includes industrial plants and machinery, engines,
pipelines, storage tanks, bridges and high-rise buildings.

Steelmaking, shipbuilding, and heavy industries—all specialties
of Nippon Kokon. For specific information please write.

HEAD OFFICE: Otemachi, Chiyoda-ku, Tokyo, Japan
Cables: STEELTUBE TOKYO - KOKANSHIP TOKYO .
Telex: TK 2578 (NKK)

Overseas Offices in New York, Los Angeles, London,

@ “.PPO“ KOKA“ Duesseldorf, Singapore, Hong Kong



The Underwater Eye...

DENON’s depth-proof TV camera works at 300M!

DENON Underwater TV Camera Model DHS-5

with remote control equipment
for lens focus, light, and
electricity or voltage.

Export Brand

OENON.

international Trade Division: No. 14-14 Akasaka 4-chome, Minato-ku, Tokyo, Japan Cable: NIPPONCOLUMBIA TOKYO NIPPON COLUMBIA CO., LTD.



ONSULTING
- ENGINEERS

Port Facilities of
Mizushima Oil Refinery Plant, Okayama

Services Offered

Field Investigation
Model Test
Feasibility Study
Planning, Design & Specification
Contract Documents

Supervision of Construction

PACIFIC CONSULTANTS, K.K.

8, Minami-Motomachi, Shinjuku-ku, Tokyo, Japan
Tel : 341/9151-9 Cable: CONSPAC TOKYO

Overseas Offices:

Abu Dhabi, Sao Paulo, Surabaja, Basrah, Kuwait, Lahore,
Cebu, Tacloban, Taipei



KUBOTA MOBILE CRANE

The Basic Necessities Giant

KU bOta, Ltd-/lndustrial Machinery Division

22, Funade-cho 2-chome, Naniwa-ku, Osaka, Japan
K“lﬂ'm For detailed information, cut out this coupon and send it to the above address.

Materials Handling Equipment / Construction Materials / Construction and Other Heavy Machinery /
Waterworks and [rrigation Sy / Agri al Machinery / Marine Diesels /Housings

Please send me all information on the Kubota PH.Cr
Crane to the address below

Name

Company

Address
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The Cover: Georgia’s Container Central

The Georgia Ports Authority's Container Central at Savannah, opening
in June of this year, features the largest. container crane in the
U.S.A. with a 20 acre paved storage area for 3,200 forty foot
containers. The Port of Savannah has long been the leading gen-
eral cargo port on the South Atlantic and expects to move to the
forefront in container traffic with the all new Container Central.



Want to know the most economical, swiftest and safest way to ship cargo?

We'll tell you the best way, free and without obligation (even if it isnt with us).

Who are we? We are the world’s 3rd largest steamship company. But rather than wait for
business to come to us, we go out and get it.

Result? Cargo can go out the week it reaches port. Quickly. Economically, Safely. Be it
electric appliances, toys, glass, machinery, meat or whatnot.

We've got over 200 ships and 28 sea routes to do the job.

But don’t forget our transportation consultant service. It's absolutely free.

Worldwide Transportation Consultant

'K LINE

Kawasaki Kisen Kaisha, Ltd.
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Forum on Port Problems:

Statement by

The Minister

of Transport

On the Changes to be made
In the Role and Structure
of the Federal Transport

Portfolio of Canada

Department of Transport, Canada

Purpose

It is intended to change the ob-
Jectives for the role of the Federal
Government in transportation. This
change involves a new approach to
planning and organization of the
Department of Transport and the
Agencies making up the Federal
Government’s complex in this field
and utilizes the principle of recover-
able financing wherever this proves
practicable. It is also designed to
make transportation which falls
within federal jurisdiction or is
heavily influenced by federal financ-
ing or other action as responsive as
possible to the other goals of the
Government in economic, social or
political terms.

To attain these objectives a re-
sponsive and efficient organization
is needed to meet rapidly changing
technology and to provide a more
effective system of operation and
management.

This will involve establishing the
concept of a Ministry that controls
and links, through a central head-
quarters, all of the agencies, wheth-
er of an operating, developmental
or regulatory nature. The Minister
and the Government would then be
in a better position to assess pro-
gramme accomplishment and man-
agerial performance.

These proposed changes are based
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on the work of extensive study ini-
tiated about a year ago in the De-
partment and their formulation has
been developed over the past three
months within the Government as
a whole. These concepts and recom-
mendations are practical and desira-
ble in relation to the Government’s
broader goals and the needs of the
national transportation framework.

Background

The 1967 National Transporta-
tion Act sets out the principle that
transportation services could best
serve the national interest if each
component of transportation were
free to respond to the financially
supported demands placed on it and
were made responsible for its own
continuing viability. This follows the
principle that transportation is a
means of serving public and private
purposes, and is not an end in it-

self.

The pace of technological devel-
opment in transportation is increas-
ing; there is a pressing requirement
to match these developments to the
changing needs of a society that is
moving steadily towards larger
urban-industrial ~ complexes, and
whose increasing affluence is rapid-
ly developing extended means and
directions for the leisure use of
transportation. At the same time,

transportation will continue to be a
vital force and an instrument for
national unity and economic devel-
opment.

These developments and potenti-
alities are impinging more forcefully
on the nation and society. New
routes and new and faster vehicles
raise problems of sovereignty, owner-
ship, access or control. Larger vehi-
cles and increasing intermodality
raise issues of adequacy and con-
sistency in licensing and safety. The
increased interdependence between
the components of transportation
systems raises questions about the
vulnerability and adaptability of
such systems.

The present structure of the trans-
portation complex is not organiza-
tionally sound in that it does not
bring together the regulatory, devel-
opmental and operational consider-
ations in a balanced manner. It does
not relate the other programme in-
fluences of Government to the feder-
al transportation activity in a suffi-
ciently cohesive fashion. Further, it
does not ensure a ready means for
achieving broader Government ob-
jectives.

It is against this background that
objectives to guide future choices
and actions of a new Ministry of
Transport have been developed.

The Objectives

The four objectives proposed for
the Ministry reflect greater emphasis
of financial viability and are based
on principles of responsiveness, serv-
ice, regulation and development.

I—Ministry—to ensure that na-

tional transportation policy in-
fluences and responds to the
objectives and programmes of
the private and public sectors.

II—Operational—to provide, for

any mode of transportation,
such way, terminal and vehicu-
lars services, supportable where
appropriate by recoverable fi-
nancing from the users or other
beneficiaries, that cannot or
should not be offered by the
private or other public sectors.
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III—Regulatory—to balance eco-
nomic, technical and social
consequences resulting from
changes in capability or use of
transportation services and en-
sure that socially and economic-
ally viable standards of vehicle,
way, terminal and operator
performance are established
and adequately maintained.

IV—Development—to encourage
and promote continuous im-
provement, innovation, growth
or phase-out of modal and in-
termodal transportation.

Ministry System

The new role requires a modifica-
tion of the system by which the
Minister is directly supported, and
a realignment of functions of the
present Department and the exist-
ing federal transport agencies.

The new Ministry will provide a
cohesive, unified management sys-
tem, devoted to overall planning,
development, policy formulation,
programme coordination and evalu-
ation. For this purpose some con-
sistency in management systems will
be necessary. On the other hand,
delegation to establish a high degree
of managerial autonomy for the
components of the Ministry is an
essential part of the programme for
improved managerial effectiveness,
particularly where the policy of re-
coverable financing is applied. The
degree to which these concepts of
cohesion and delegation influence
each other will depend on specific
situations and will be one of the
primary concerns during implemen-
tation and operation.

The current operations of the De-
partment will be revised and restruc-
tured to facilitate its adaptation to
the Ministry concept.

(a) Organization — The Ministry
system envisages a corporate
structure of Crown Corpora-
tions and operating Adminis-
trations with varying degrees of
autonomy, together with sepa-
rate regulatory and develop-
ment agencies. The Minister
will continue to serve as both
the senior corporate executive
of the federal transportation
complex and as the individual
responsible to Parliament.

The Deputy Minister will
work closely with the Minister
in directing the total complex,

and integrating national trans-
portation programmes with the
activities of other departments
and sectors. Complementing
the increased delegation to the
operating Administrations, a
small Ministry Headquarters
staff will support the Minister
and Deputy in planning and
policy formulation. The delega-
tion will require new processes
of audit and evaluation, the ap-
plication of which would de-
pend on the degree of autonomy
enjoyed. As is now done with
the Crown Corporations, the
performance of each Adminis-
tration would be assessed in
large measure on its annual
operating reports and projec-
tions in support of capital and
operating budgets.

Air Canada and Canadian
National Railways will con-
tinue to operate with existing
managerial and corporate auto-
nomy as set out in their respec-
tive Acts; their budgets will
continue to be examined with-
in the Ministry prior to discus-
sion with Treasury Board and
the Department of Finance and
before submission to the Gov-
ernment, and the Minister will
maintain close and effective
liaison with the Chief Executive
Officers. Other transportation
services that need to be provid-
ed by the Federal Government
would be the responsibility of
several new organizations iden-
tified as Administrations.

The Canadian Air Transpor-
tation Administration will oper-
ate airways and federal air-
ports; the Canadian Marine
Transportation Administration
will coordinate and develop all
federal waterways and harbours
services. Within the organiza-
tional structure of these Ad-
ministrations, Authorities based
on self-financing would be set
up to manage components of
the system, in particular, major
international airports and major
harbour complexes.

A Canadian Surface Trans-
portation Administration is pro-
posed to consolidate federal
participation in the operation
and coordination of highway,
rail, bridge, ferry and other sur-
face modes. While programme

and planning functions will be
located in this Administration,
it will not assume any construc-
tion functions.

An Arctic Transportation
Administration will assume re-
sponsibility for way and ter-
minal operations, for all modes
of transportation which come
solely under federal jurisdiction
in the North (e.g. federal air-
ports and air and marine navi-
gational aids). It will not in-
clude any activities which
would normally come under
provincial jurisdiction or any
activities in the territories
which are otherwise assigned.
This Administration will be a
coordinative entity for oper-
ations under the jurisdiction of
the Ministry of Transport and
will be responsive to the objec-
tives and policies of the Depart-
ment of Indian Affairs and
Northern Development and
other Departments with in-
terests in the area.

Northern Transportation
Company Limited, which is at
present responsible to the Min-
ister of Indian Affairs and
Northern Development, will be
included within the Ministry.
This carrier would then be as-
sociated  managerially  with
other aspects of federal trans-
portation and its vehicle oper-
ations could be extended to
other modes.

Effective interaction between
the operating agencies and the
Ministry Headquarters would
be achieved through Advisory
Committees whose members
would provide a cross-section of
interests. Effective manage-
ment interactions among the
Corporations, Administrations
and Authorities would be sup-
ported by making these mem-
berships interlocking; their com-
position would reflect the re-
quirement, particularly for port
and terminal authorities, to be
responsive to local and regional
interests.

A Transportation Develop-
ment Agency will be established
within the Ministry to develop
and coordinate technological
and economic research. The
Agency will undertake much of
the research work now being

PORTS and HARBORS



carried out by the Research
Division of the Canadian
Transport Commission as well
as certain research functions
now located in the Department
of Transport. Working closely
with the Canadian Transport
Commission and the academic
and scientific community, the
Agency will provide the na-
tional focus for changing tech-
nology and economic develop-
ment in the field of transporta-
tion.

The Canadian Meteorologi-
cal Service will be established
as a separate organization
thereby facilitating the provi-
sion of a more balanced service
to all transportation compo-
nents and the growing needs
of the national economy.

The Canadian Transport
Commission will continue to
perform its economic regula-
tory role independently, subject
to  Ministerial and Govern-
mental review as established
in the National Transporta-
tion Act.

Finance—The underlying con-
cept reflected in the Ministry
objective concerning operations
generally is that, to the extent
practical, the costs of trans-
portation services should be
borne by the users or other
beneficiaries of these services.
This would facilitate adjust-
ment between the provisions
of, and demand for, transpor-
tation services, whether pro-
duced by the federal sector or
by other public or private
sectors. The concept of user
or beneficiary-pay would re-
quire policies designed to more
closely equate revenues with
operating costs.

While these principles would
be progressively applied, as
may be appropriate, to existing
operations, new or extended
transportation services provid-
ed to meet change or growth in
demand would normally be ex-
pected to be self-supporting.
The cost of meeting the trans-
portation needs of other Gov-
ernment programmes, i.e. other
beneficiaries, must therefore be
clearly identified and relative
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to the purpose of their objec-
tives. These costs could be
carried by the interested de-
partments and transferred to
the Ministry of Transport as
revenue, or could be included
as special allocations in the
budgets.of the Ministry. This
would enable Ministers to de-
termine and measure the role
to be played by transportation
with respect to national unity,
regional and resource develop-
ment.

The financial management
system would concentrate on
more effective capital and
operating budgets in order to
establish realistic revenue and
costs programmes and greater
financial viability.

Personnel—The Ministry would
include a variety of personnel
concepts, practices and pat-
terns of authority. These vary-
ing conditions can be accom-
modated within the Ministry
system through a utilization of
the power to delegate au-
thority from the Public Serv-
ices Commission of the Trea-
sury Board to the Ministry
and the Heads of each of the
operational units.

Canadian National Railways,
Air Canada and North-
ern Transportation Company
Limited, being outside the
Public Service, will continue to
exercise freedom in their per-
sonnel policies, but policy is-
sues or public interest matters
will require continuing close
consultation with the Minister
in the light of the Government’s
general policies. Administra-
tions and Authorities, although
largely made up of Public
Servants, will be exposed to
the normal forces of the com-
mercial environment and will
need a capability to be re-
sponsive and adaptive to
changing conditions. A high
degree of authority will there-
fore be delegated to the heads
of Administrations and Au-
thorities  allowing them to
make managerial decisions on
many day to day matters but
subject to Ministerial direction
on all policy issues. Other units

within the Ministry such as the
Transportation  Development
Agency would be closely related
to the central planning process
of the Ministry.

These differing personnel
systems highlight the need for
an integrated approach to per-
sonnel which will result in
the identification, development
and mobility of managers
throughout the Ministry. In-
tegration of management de-
velopment and greater com-
monality among personnel po-
licy and practices will lead to
a stronger organization.

General Implications

The adoption of a policy re-
quiring transportation operations
to be self-sustaining will require a
system of charges more directly re-
lated to the services provided.
Apart from the impact of this
change on the private sector, there
will be an interaction with various
aspects of international transporta-
tion modifying or constraining the
content and timing of the changes
to be made. Similarly, changes in
the balance of costs between some
components or some transportation
modes will be constrained by in-
teraction with transportation prob-
lems at provincial and municipal
levels of government. Effective
means will be established for con-
sulting other levels of government
or interested parties when impor-
tant changes are contemplated.

Federal transportation services
which can and must respond to
user needs can be expected to give
more satisfaction to the user. User-
oriented services would assist in
identifying and eliminating duplica-
tion and redundancy, thus lowering
the total cost to the nation of trans-
portation services. A Ministry ori-
ented toward both influencing and
responding to change will provide a
better national focus for the inter-
ests and activities of other levels of
government, industry and the public
in all aspects of transportation
policy, development and usage.

(For further details, refer to
Mr. W. J. Manning, P. Eng.,
Director, Marine Works, De-
partment of Transport, Ottawa,
Ontario, Canada.)



The Evolution of

Harbour Activity in Canada

An Address by Louis R. Talbot, eng.

Vice-Chairman of the
National Harbours Board

to the
Rotary Club of Quebec, Que.
February 3, 1970

Like a person who gives an ac-
count of a mandate entrusted to
him, I shall speak to you about the
evolution of harbour activity in

Canada, and of the dynamic
changes which continually take
place in this economic activity

which is so important to your city,
your Province and all of Canada.

A rapid glance at the statistics on
the Port of Quebec shows that for
the period 1958~1968, the last year
for which we have official statistics,
there has been a 72% increase in
cargo traffic. During this time
domestic cargo remained at the
same level, while inbound and out-
bound export cargo increased by
176%. These figures indicate that
the role of the port has changed.
For example, the same company
which handled about 180,000 tons
of coal for domestic consumption in
1958 was handling 664,500 tons of
concentrates and other bulk from
the mining regions for export in
1968.

Grains of all categories which
totalled about 141, million bushels
for export in 1958 doubled this
amount in 1968. Exports of news-
print increased by 77%. By apply-
ing the same rate of growth for
known traffics; by adding estimates
for new traffic created by the
movement of containers and the
presence of at least one refinery in
the port, we can estimate a traffic
of about 20 million tons in the next
ten years. I must assure you that
with rapid changes in technology,
it can become a very hazardous
pasttime to make predictions on
maritime traffic for a period ex-
ceeding five years.
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A number of important decisions
such as the development of port
facilities at Beauport Flats, the
promotion of bulk traffic, a new ap-
preciation of the channel and the
access to the port, the possibility of
making the port a deepsea port
adapted to international traffic, the
lease of the grain elevations to
private enterprise to ensure that the
port would assume its proper role
in the export of Canadian grain and
the transshipment of American
grain—all these accomplishments
allow me to say that things have
been stirring and will continue to do
$0.

What are the main challenges
facing the port administration?

First of all there is the increase in
the size and tonnage of ships.

Oil tankers of 300,000 tons capa-
city are in operation or on order in
naval shipyards. The refinery un-
der construction on the south
shore requires an oil dock specially
adapted for 100,000 ton tankers.
These tankers have a draft of about
50 feet. The largest tanker to dock
on the East coast of Canada at the
present time is the “Imperial Otta-
wa” which has a capacity of
110,000 tons and a draft of
48'~534". It “tops off” its cargo at
Imperial Oil’s refinery at Halifax
and finishes unloading at Portland,
Maine, where the oil is then trans-
ferred by pipeline to Montreal.
There is now under construction
on the Fast coast in the Strait of
Canso for the Gulf Oil refinery an
oil wharf which will be able to re-
ceive tankers having a capacity of
312,000 tons. These giant tankers
have a draft in the order of 90 feet

and Point Tupper is one of the rare
sites on the Atlantic coast which
can accommodate these tankers.

France and Japan already visu-
alize the construction of tankers of
the order of 500,000 tons and the
technology in the design of these
superships overcomes all the ob-
stacles which might hinder progress
in this direction.

There is another class of ships
which is of interest; that of bulk
carriers. At the port of Vancouver,
the Board is involved in a develop-
ment programme at Roberts Bank
which anticipates the possibility
of building from 33 to 40 berths for
bulk carriers having a draft of 65
feet.

The first site leased by a sub-
sidiary of Kaiser Resources will be
in use in 1970. At this location,
which is an extension of the Port of
Vancouver, we have had to work in
close cooperation with Canadian
Pacific. Six coal trains will carry
six million tons of coal a year to
the terminal for shipment to Japan.
These “Unit Trains” will take 72
hours for their round trip from the
Sparwood mining area. The cars
are loaded and unloaded without
being uncoupled. The unit train
crosses the Rocky Mountains and
for each train of 88 cars with a
capacity of 105 tons of coal, 11
diesel locomotives will be required
for the most rugged part of the
journey. between Beavermouth and
Stoney Greek. The railway’s pro-
gramming is coordinated with
Kaiser’s coal loading equipment at
the dock which, also, must be
geared to the rotation of the 105,000
ton bulk carriers which will move
the coal of Japan. At a later date
these bulk carriers may have a
capacity of 150,000 tons.

The role of the port has under-
gone drastic changes during the last
ten years. Instead of being a place
for the storage of incoming or out-
going traffics it is becoming the
spring-board for exports with in-
frastructures and superstructures
which are adapted to the new
transport technology.

Closer to Quebec, at Sept-Iles,
the Iron Ore Company has built
new facilities for shipment of iron
ore in bulk carriers having a capa-
city of 150,000 tons.

This increase in the size of bulk
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carriers and tankers cannot be
treated lightly. The era of new
criteria for the transport of bulk
cargos is with us. If we consider
the movement of grain one must
look at Rotterdam with its traffic
of 156.9 million tons in 1968. The
largest ship to dock at Graan Eleva-
tor Maatschappij (G.E.M.) N.V. in
1963 arrived from New Orleans
with a cargo of 35,664 tons. In 1968
the “Thara” arriving from Port
Cartier carried 69,830 tons or
2,327,600 bushels of wheat  and
soya beans. The “Thara” had a salt
water draft of 43'~11” when it left

Port Cartier. This Rotterdam
company, which unloaded 1394
ships and handled 350 million

bushels of grain in 1967 planned the
construction of new installations and
transfer facilities to receive ships
having a draft of 62 feet in the new
extension of the Port of Rotterdam.
Transportation  economics envi-
sage the shipping of bulk commo-
dities in ships of larger capacity.

At this time there are on the St.
Lawrence River three large inter-
national grain firms which are
customers of the Canadian Wheat
Board engaged in the sale of
Canadian grain on world markets.
The ship channel or the access to
the elevator at Quebec by ships of
larger tonnage with an equivalent
reduction in transportation cost
would appear to be important
factors which can have some effects
on Canada’s position in the sale of
grain on world markets. From this
point of view, the problem of
dredging the access channel to the
port assumes a character of well-
night major importance.

These remarks would be incom-
plete if I failed to mention this
magic box called the container.

Think of this box measuring
20" by 8 by 8 which you see on
semi-trailers which travel along the
highways of the Province. There
are also containers measuring 10" or
40’. In Canada, we have had these
containers at the Port of Van-
couver since 1955.

The first ship, the “C.]J. Rogers”
of the White Pass Yukon Company,
was replaced in 1965 by the “F.H.
Brown”. Another twin ship was
placed in service in 1969. For some
time, on the FEast coast, the
“Cabot” of Clarke Steamships has
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been providing a container service
from Montreal to St. John’s, New-
foundland.

In Canada the major container
revolution took place in November
1968 when the first ship of Man-
chester Liners Ltd. began its serv-
ice to the Port of Montreal. This
company presently has three con-
tainer ships in service. A fourth is
on order. A second container
crane will be installed in 1970.
Each ship has a capacity of 500
containers.  These ice-reinforced
ships have a speed of 20 knots. To
round out the system, besides the
500 containers on board, there
must be ashore on each side of the
ocean another 500 containers, or a
total of about 6,000 containers for
four ships and an investment of
about 31 million dollars. The time
of travel port to port is estimated
at six and a half days, and the time
in port at Montreal or at Manches-
ter to load and unload all cargo
can vary between 36 and 48 hours,
which is one-fifth of the time re-
quired for a ship loading or unload-
ing general cargo using convention-
al methods. The system endorses
the port to port formula, that is,
only one port on each side of the
Atlantic.

All the technology has been ap-
plied to ensure the efficiency of the
system which allows for the ship-
ping of merchandise from point of
origin to destination in a fraction of
the time required by conventional
methods. We are very happy with
the initial success of this under-
taking.

After an exhaustive study, the
Canadian Pacific chose Quebec as
its terminal port for its container
service. The company has on order
in British shipyards three container
ships, the first of which will be de-
livered in August 1970. Here again
a total of about 6,300 containers
and a quasi identical investment of
about 30 to 35 million dollars. In
1971 the port installation at Wolfe’s
Cove will be completely transform-
ed. According to our estimates,
each week, there will arrive a con-
tainer ship which will unload and
load 700 containers in 48 hours.
Containers will be immediately
placed by straddle carriers on rail-
way cars built especially for the
transport of containers, routed

through the tunnel which Canadian
Pacific Railway had built in 1931
for passenger trains, and then
despatched to new marshalling
yards at Lachine. The container
will either be broken up in Montreal
or re-routed from Lachine to west-
ern points or the U.S. Mid-West.

The new transport modes and
handling methods in ports oriented
to the movement of general cargo
require specialized facilities with
characteristics which are different
from those of traditional berths,
notably very large storing areas,
which lead to the concept of port
planning in completely different
way. A traditional berth 650 feet
long and 320 feet deep with a shed
of 75,000 square feet can ensure
the transfer of 100,000 to 150,000
tons of general cargo in transit per
year. A berth for container ships
having a length of 650 feet with a
back-up area having a depth of
1150 feet can ensure the transit of
700,000 to one million tons per
year. It 1is therefore estimated
that one-half the land area and one-
seventh the length of wharves will
be required to serve a port adapted
to container ship traffic.

A preliminary estimated of the
capacity of the Furness Terminal at
Montreal and the Canadian Pacific
Terminal at Quebec establishes the
possibility of handling cargo by
containers equal to eight times the
capacity which would obtain with
conventional berths and methods.

At the present time I can say
that the system for moving contain-
ers in Canada is perhaps more re-
fined and more efficient than it is
on the North American coast of
the United States. For example,
in New York the container is placed
on a semi-trajler and driven to a
marshalling yard located five miles
from the port. Both the container
and the semi-trailer are then placed
on the railway flat car and forward-
ed to their destination. This
method of delivering the container
once it has reached the port
is more expensive than the Cana-
dian method. The possibilities for
routing containers from the ports of
Quebec and Montreal towards
Western Canada and the American
Mid-West are considered as being
very good. The interplay of com-
petition between the several land

1



modes will supply us with more con-
crete answers within the next few
years.

All these changes in technology
do not come about without creating,
as Mr. V.O. Marquez, President of
Northern Electric Co. Ltd."”’ said,
the reverberation syndrome. What
does this expression “reverberation
syndrome” mean? Well, in this
syndrome, it is noted that a course
of action initiated at a specific
period in time, and aimed at solv-
ing a then current problem, gen-
erates, at a later date, unforeseen,
generally unpredictable and often
undesirable consequences.

Some of these consequences, at a
later date, present themselves to so-
ciety as new and serious problems,
which have to be solved. The solu-
tion to these new problems, in their
turn, will trigger off further con-
sequences, some of which will take
the form of a third generation of
problems to be solved. Happily, or
unhappily, there is no limit to the
series, once it has begun.

Among these reverberations there
have been the detrimental effects
of air pollution, congestion, disfigu-
ration of your environment created
by the advent of the automobile.
Cherical insecticides were devel-
oped with a view of protecting
crops against predatory insects.
The possibility that these insecti-
cides would generate reverberations
which could cause dangers to so-
ciety was unforeseen. The cycle of
the reverberation syndrome becomes
even shorter. It took half a century
to note the presence of reverbera-
tions caused by the automobile, but
it took only ten years to ascertain
the reverberations from insecticides
and even less to be subjected to re-
verberations from cyclamates and
thalidomide.

As far as the port administration
1s concerned, it is inevitable that
advances in technology and the in-
troduction of new handling methods
involving considerable changes will
cause a reverberation syndrome
which will influence the human fac-
tor in port activity. These rever-
berations will not take five or ten
years to be felt, but they had
already been well identified in 1968

(1) The Gaztte Business Review and Fore-
cast, Montreal, January 2, 1970, page
4.
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by Fernand Suykens, Assistant di-
rector of port activities at the Port
of Antwerp, who said and I quote:

(translation)
“1. Elimination of casual work or
‘decasualization’.

Much has been said and done
already to avoid as much as
possible work instability in
ports. In fact, ‘Decasualiza-
tion’ has been one of the most
important factors in procuring
continued employment and the
guarantee of a minimum wage
for the workers. However, the
major difficulty has resided in
the unforeseen character of
the ship’s arrival and its depar-
ture. It is the irregularity of
ship movements, after all,
which largely conditions the
degree of port activity.
The introduction of the con-
tainer and of the unit load
no longer give the occasion to
tie up a great part of the dock
labour to the presence of the
ship in port. The loading and
unloading of containers can be
done on a more continuous In-
dustrial basis, under steady
working conditions, in an en-
closed location propitious to
better planning and increase in
productivity, while the human
security factor is much greater.
Moreover, the work can be
done in a more comfortable
environment.

“2. Specialization.
A great deal of various new
and very expensive pieces of
equipment will be introduced.
This means that present work-
ing methods cannot be ap-
plied to these complicated
pieces of equipment and that
a permanent qualified person-
nel will have to be trained
for optimum utilization of
these investments. The port
labour force will thus be able to
accomplish more work with
less physical effort and under
better working conditions.

“3. Social Betterment.
The greater responsibility in
the handling of these expensive
production tools and the in-
tellectual qualifications needed
to thoroughly exploit them
normally implies a rise in the
level of salaries. This is eco-

nomically possible because of
the greater productivity per
man/hour.

“4, Modern Management Tech-
niques in Human Relations.
On the management side es-
sential changes will also be
important. The absence of
employer-employee relations in
the port industry, normal in
other  industrial  sectors —
which absence of relationship
is due to the daily fluctuations
of the labour force utilized by
different employers — will be
strongly felt as soon as work
stability and social betterment
make their effects apparent.
Port employers will have to
use modern management tech-
niques after being transformed
from firms supplying labour
to ships into highly industrializ-
ed firms specialized in the
transfer of cargo.

“5. Continuity of the work sched-

ule.
Round-the-clock shift work is
a tradition at Antwerp, as in
other Continental ports. In the
many ports where this system
does not exist yet, the introduc-
tion of continuous work sched-
ules for the highly expensive
containerships will become im-
perative. The same considera-
tions apply to the huge capital
investment in specialized port
equipment for the handling of
containers. Overtime pay for
work on Sundays and holidays,
even if it is considerable,
cannot be a barrier to the con-
tinuous process of handling
containers. As important as
they may be—taken individual-
ly—they remain without in-
fluence on the total cost of a
mechanized handling system.
The ports which do not anti-
cipate the possibility of work
on Sundays or holidays will
have to reconsider their atti-
tude.”®

(2) Bulletin mensuel de la Chambre de

Commerce Frangaise de la Province
d’Anvers-Février 1968/N° 690.
“Les nouvelles techniques de manuten-
tion des Marchandises et les Ports de
Mer” par F. Suykens, Licencié en
Sciences Commerciales, Financiéres et
Maritimes et H. Coppieters, Licencié en
Sciences Commerciales et Maritimes.

(Continued on Next Page Bottom)
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A Brief Description of
Japanese Policy on
Port/Harbour Construction
In Recent Years

By Kisaburo Enomoto, Counsellor
Keihin (Tokyo-Bay) Port Development Authority
(February 1970)

I. Construction and Administra-
tion of Port/Harbour Facilities in

Japan.
(a) Up to 1950 we did not have

This  reverberation  syndrome
which influences the human factor
in port activity probably consti-
tutes, at the present time, the great-
est challenge to progress in this field
and all the goodwill of society will
be required if the human factor is
to be conditionned to the technical
changes that ceaselessly continue to
reverberate around us.

One of the evils of our civiliza-
tion is that each one of us isolates
himself in his own activity and, for
lack of time, forgets about his
neighbour’s destination. Contacts
between all levels of management,
whether it be in industry, business
and large financial undertakings, or
those activities of the world of
science, arts and letters or those
exchanges of communications which
are offered to you at the level of
your Club and Rotary Internation-
al, all those contacts can change
many things. I invite you to place
at the disposal of your community
all those good intentions which
motivate you.

I have tried to compress in a
small capsule a summary of activi-
ties that could make the topic of
several speeches. We presently live
in an era of question and confronta-
tion and it is important that the
minds be more enlightened and that
people be better informed. With all
the spiritual and cultural resources
which abound here in the Quebec
Rotary Club, I am convinced that
I shall not have been a wvoice
preaching in the wilderness.
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any special organization for port
development. Construction and
administration of port/harbour
facilities in Japan was carried
out rather ambiguously without
either any special governmental
law, or any definit principle, in
other words, such had been per-
formed either by the central
government or by local admin-
istrative authorities such as pre-
fectural government or munici-
pality where the port concerned
was located, on mutual negotia-
tions case by case.

(b) In 1950, “Port and Harbour
Law” was instituted. This law
provided fundamental principles
concerning  construction and
administration of ports and har-
bours in Japan. Following this
law, several special laws were
established in order to provide
some extraordinary treatment
for the matters concerned, how-
ever, the “Port and Harbour
Law of 19507 still maintains the
fundamental principles.

(c) One of the fundamental
principles is that port/harbour
facilities should be offered to
users for public use without
any discrimination. Under this
principle, port/harbour facilities
are to be constructed mainly by
local administrative authorities
or in a special case, part of the
facilities to be constructed by
the central government after
negotiations with the local au-
thorities concerned.

(d) All the port/harbour facilities
constructed under the above
principle are to be put under
the control of the local authori-

Mr. Kisaburo Enomoto

ties which governs the district
where the port concerned exists.
(e) As we mentioned in paragraph

(b), a few special laws have
been established since 1950.
Among them, the following are
rather important;—
“Beneficiaries to bear construc-
tion cost” Rule.

“Port Development Authority”
Law.

(Our organization—Keihin Port
Development Authority — was
established in accordance with
the latter)

II. Main points for the “Port and
Harbour Law of 1950.”

(a) Construction and administra-
tion of port/harbour facilities
should be put under the respon-
sibility either of the Port Office
especially established for the
purpose or of the local authority
which governs the district where
the port is located. As a matter
of fact, only one Port Office was
established in Nithama since
1950, but this is a very excep-
tional case. All other ports in
Japan are under the administra-
tion of local authorities.

(b) “Local Authorities” consist of
the following two groups;—
Group (1) Municipality (City),
Town, Village
Group (2) Prefectures (includ-
ing Tokyo and Hokkaido)

(¢) Central Government classifies
all the Japanese ports into 3
classes and extend different sub-
sidy to each classified port.
They have been classified as
follows ;—



(1) Extraordinary

Ports:

17 ports — Muroran, Chiba,

Tokyo, Yokohama, Kawasaki,

Niigata, Shimizu, Nagoya,

Yokkaichi, Osaka, Sakai-Sen-

hoku, Kobe, Himeji, Wakaya-

ma-Shimotsu, Shimonoseki,

Tokuyama-Kudamatsu, Kita-

kyushu

(2) Important Ports:

84 ports (all existing now)
(3) Local Ports:
954 ports (all existing now)

(d) Central Government super-

vises the construction and ad-

ministration of all port/harbour
facilities.

For the purpose of the above,

Central Government has divided

all the ports in Japan into 6 sec-

tions and established 6 Local

Bureaus such as Hokkaido De-

velopment Bureau and 5 Local

Offices, each Local Office super-

vises the ports of a section.

These 6 organizations are un-

der the direct supervision of the

Ministry of Transport (MOT)

—~Central Government.

(e) The ratio of subsidy given by
Central Government to the au-
thorities concerned on the basis
of the whole construction cost is

Important

as follows;—
Extraordinary I
tant Local
Important mpor
Ports Ports Ports

Breake Water Fairway
Anchoring Area

100% or less 50%
Berthing Facilities

75% or less 50% 40% or less
Transport Facilities in Port Area
(Railway/road sidings etc.)

75% or less 509% 40% or less

NOTE:

(1) Subsidy should be extended by
Central Government without
any interest and refund.

(2) Such facilities as loading/

discharging machines and bond-

ed sheds on the wharf should be
constructed by port administra-
tive organizations (local au-
thorities) on their own account
and charges; no subsidy is given
by Central Government for the
construction of such facilities.
Various fees charged by the
local authorities on ships enter-
ing the port or on users of the
port facilities should be within

40% or less

(3)
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the limitation that the fee is
reasonable in view of covering
only the construction cost of
the facilities concerned except
Break Water, Anchoring Area,
etc. because the refund of the
latter’s cost could not be ex-
pected.

(f) Financial Sources
struction Cost

(1) Subsidy extended by Cen-
tral Government
General national budget

(2) Fund raised by local au-
thorities
General local budget and is-
suance of Bond (Bond should
be issued under the Central
Government’s supervision).

for Con-

(g)

The present construction of
port/harbour facilities is being
performed under the Third 5-
Year-Programme (1969 to 1973)
with the budget of ¥1,030,000
million or $2,860 million. This
amount includes the subsidy ex-
tended by Central Government,
the fund of the local authorities
(including issuance of Bond)
and the budget of the Port
Development Authority (Port
Development Authority will be
mentioned later).

IIT. Recent Trend of Port and

Harbour Construction since
“Port and Harbour Law of
1950.”
The recent remarkable changes
in the Japanese policy of port
and harbour construction since
the “Port and Habour Law of
1950” can be summarised as
follows;—

The construction of “Mam-
moth” ports is resulting in the
introduction of
“Beneficiaries to bear construc-
tion cost” Rule
With reference to the “Bene-
ficiaries to bear construction
cost” Rule, mammoth tactories
of oil industry, steel-mills, etc.
have recently been constructed
in the coastal area, and many
mammoth vessels call the ports
located near the factories.

In view of the above, it would
be unreasonable that only the
Central Government and local
authorities pay the construction
cost, therefore the companies
which utilize the port concerned

(a)

are to bear the construction cost
on the basis of the ratio of
benefit which the users accept.
The establishment of “Port
Development Authority” such as
Keihin/Hanshin Port Develop-
ment Authority has been pro-
moted with the aim to cope with
containerization and at the same
time, to solve the shortage of
conventional liner berths.
Regarding “Port Development
Authority”, port/harbour facil-
ities have been constructed as a
whole at the expense of Central
Government and local authori-
ties for public use for many
years as we described in the
aforesaid. However, it has re-
cently become clear that exclu-
sive use of port/harbour facilities
is more efficient than public use
of them In view of the operation
of liner vessels, especially con-
tainer vessels.
In addition to the above it is
found that local authorities have
an insufficient ability to finance
the costs for construction of
port/harbour facilities.
For these two reasons main-
ly, it was decided to construct
necessary liner berths as well
as container berths with the
finance partly from exclusive
users of the port/harbour facil-
ities concerned.
IV. Port Development Authority
(P.D.A.)
In October, 1967 an organiza-
tion was established in Tokyo
and Kobe each—Keihin/Han-

(b)

shin Port Development Au-
thority—.
(a) Project of P.D.A.:
Under the 7-Year-Programme
starting 1967 the following
berths are at present under
construction by these two or-
ganizations;

Keihin (Tokyo Bay) Port Devel-
opment Authority

Container Liner

Berth Berth
Tokyo 11 15
Yokohama 6 11

Hanshin (Osaka Bay) Port De-
velopment Authority

Container Liner

Berth Berth
Kobe 9 21
Osaka 7 7

PORTS and HARBORS



Some of the planned container
berths were already completed
and leased exclusively to some
container vessel operators.
(b) Particulars of berths con-
structed by the P.D.A.:
Container Berth
Length of Wharf: 250 m, 300 m
Depth of Yard: 300 m, 350 m
(including APRON)
Number of Crane:
1 unit or 2 units
Capacity of Crane:
305t (NET)
C.F.S.: 5,000 m®
Depth of Water:
Liner Berth
Length of Wharf: 200m
Depth of Yard: 90m
(including APRON)
Shed: 6,000 m®
Depth of Water: 10m

(c) Financial status of the P.D.A.:
The estimated amount requir-
ed by the two P.D.A’s for their
present whole project totals
¥182,000 million or around $500
million. In accordance with
the budgetary performance in
Japan, the budget for the two
P.D.A’s for the construction in
the following year is assessed
every year by the Ministry of
Finance and shown 1in the
general national budget. Then,
their annual budget for each
year since their start is as fol-
lows;

12m

Keihin Hanshin
P.D.A. P.D.A.
(million ¥) (million ¥)
1967 2,500 2,500
1968 5,000 5,000
1969 6,500 7,000
1970 9,000 9,250

The annual budget shown in

the above is actually financed

in the following way;

10%—To be given by the Cen-
tral Government to P.D.A. as
capital without interest out of
the Government annual bud-
get.

10%—To be given by the lo-
cal authorities concerned (To-
kyo/Yokohama municipal au-

thorities for the Keihin
PD.A. and Kobe/Osaka
municipal authorities for the
Hanshin P.D.A.) to both

PD.A’s on the basis of the
amount to be spent in each
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area within the year, as capi-
tal without interest out of
their annual budget.

40%—The organization issues
Bond with an annual interest
of 7.2% and Central Govern-
ment (Ministry of Finance)
accept the whole amount of
the same.

409%—The organization issues
Bond with an annual interest
of 7.5% and exclusive users
accept the same on the basis
of the actual construction
costs of the berths which the
users have been allocated
through Public Subscription
conducted by the P.D.A.

(d) Main items of “rent” for a

berth:

(1) Depreciation reserves for
the whole facilities.
(Terms and Duration are dif-
ferent with respect to the in-
dividual facilities, for ex-
ample, wharf; 50 vyears,
C.F.S. Shed: 30 years and
Crane: 13 years).

(2) Expeuse for interest paid to
Bondholders
(The amount of Bonds is
80% of the whole construc-
tion cost).

(3) Expense for repair
mated)

(esti-

V. Central Part of Japan

A few months ago, an authorized
committee working as an ad-
visory body for the Ministry of
Transport has expressed their
official view, “It seems to be neces-
sary to construct the following
berths for exclusive use in Nago-
ya and Yokkaichi” (both ports
are located adjacently in the cen-
tral part of Japan).

Nago- Yok-

ya kaichi
Container Berth 4 2
Liner Berths 2 0

After a considerable study about
the construction of berths in
this area, the parties concern-
ed such as shipping companies,
local authorities, the Ministry
of Transport and the Ministry
of Finance reached the con-
clusion to organize a specially
licensed company in order to
carry out the project within 3
years.

Although the total amount re-
quired to complete the whole
project is not fixed yet, the bud-
get for the first year was recent-
ly assessed by the Ministry of
Finance as ¥2,400 million.

This amount will be financed in
the following way;

10%—To be financed by the
Central Government to the
company without interest for
10 to 15 years as a loan.

109%—To be given as capital of
the company by the shipping
companies who will associate
with each other in the com-
pany.

10%—To be given as capital of
the company by the local au-
thorities concerned.

309%—To be financed by the
Central Government to the
company through Bond issued
with interest.

40%—To be financed by city
banks on commercial basis.
Reportedly it was understood
the company will be organized
in May or June this year and
the first 2 container berths in Na-
goya will be put in service in

1972.
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The “Linerail”

A New Facility for Handling Unit Loads

(Reprinted from “French Technical Bulletin” No. 4, 1969)

Most handling work consists of
travelling motion in one plane or
another in order to move or convey
loads {from one point to another.

The linear electric motor built by
Société Merlin-Gérin and presented
for the first time in the world in
1968 with the URBA vehicle it
equipped, was intended and was
capable of finding a wide range of
applications in this field. TIts es-
sential feature is that it generates
directly a travelling motion and not
a rotary motion as do conventional
electric motors.

The “LINERAIL”, the industrial
prototype of the handling equip-
ment version presented by Groupe-
ment d’Intérét Economique Linérail
formed by Compagnie Générale des
Convoyeurs and Société Merlin-
Gérin, is the first to use the linear
electric motor.

The “LINERAIL” is a device
designed for handling unit loads
essentially comprising independent
self-powered bogies carrying the
loads and travelling on an overhead
rail under the action of their own
linear electric motor.

It can be likened to both the elec-
trified monorail with a suspended
load and the conventional overhead
conveyor. In common with the
monorail, it possesses self-driven
bogies, but since the latter are each
equipped with a linear electric
motor, there is no longer the problem
of the adherence of the rollers on
the rail. The circuits can therefore
include quite steep gradients.

In common with the overhead
conveyor, it can follow circuits with
curves in all planes, though the self-
powered and independent bogies are
no longer attached to a chain, cable,
flex or any other means of
mechanical traction. They will have
a distinctly higher speed than the
trolleys of conveyors and the speed
may vary from one bogey to the
next.
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This equipment, which offers a
considerable degree of operating
flexibility, therefore combines the
advantages of the electrified mono-
rail and the overhead conveyor,
without their disadvantages.

From the technical standpoint,
the “LINERAIL” essentially con-
sists of two distinct elements, though
they are nonetheless interdependent:
a track, beneath which run a
variable number of bogies which are
both carrying bogies and driving
bogies.

The track

The track consists of a metal box
beam semi-enclosed at the bottom,
leaving a free passage for the load-
ing arm of the bogies.

This box beam, which has an
approximately square cross-section,
is relatively small. For instance, for
unit Joads of about a hundred kilo-
grammes, its outside dimensions are
only 20x21 cm. Built from stand-
ard 4 metre elements assembled end-
to-end, it weighs 28 kilogrammes per
linear metre and has a strength of
one ton per metre.

All the guiding, lift and electricity
supply elements of the bogies lie in-
side the track beam and are thus
completely protected against the
action of external agents and any
shock that may damage them.

The two webs of the lower face
of the beam form roller paths for
the bogey rollers, which are guided
along the circuit by horizontal rol-
lers resting against the beam. The
sides of the beam carry the conduc-
tors which feed the bogey motors
via contacts. Lastly, on the top of
the guide beam there is a continu-
ous copper plate which forms the
single armature of all the linear
electric motors of the bogies.

In view of the compactness of the
elements of this track and in view
of their lightness, a circuit can
quickly and easily be set up with-

out needing powerful hoisting facil-
ities. Indeed, all that need be done
is to attach the track elements by
hooking them on to hanging posts,
brackets or the eaves of buildings
by the securing attachments they
are equipped with and making the
necessary electrical connections.

The circuits built in this way can
be single circuits or branched cir-
cuits. They can follow any con-
figuration, with curves with a mini-
mum radius of one metre and fairly
steep gradients, depending on the
power of the bogey motors. On
track sections on a gradient, there
are no longer any problems of
mechanical adherence, the linear
electric motor then forming a
veritable “electromagnetic rack”.

As with the overhead conveyor,
the circuits can be provided accord-
ing to requirements with various
devices such as switch points and
manual, electrical or indexed re-
grouping units, halts, loading and
off-loading stations and sidings, only
to mention a few.

The bogies

The bogies can be likened to
miniature electric tractors of ex-
tremely simple design. These bogies
essentially consist of a carrying
frame with its loading arm, four rol-
lers and two lateral guiding rollers
all mounted on roller bearings, and
lastly the inductor of the linear elec-
tric motor.

To ensure that the linear elec-
tric motor runs normally and
smoothly, the air gap, being the
space between the inductor of the
bogies and the armature attached
to the top of the track beam, must
remain constant in all circum-
stances. To keep this air gap con-
stant, the inductor is mounted on
springs which pull it towards the
armature, while the four small roll-
ers resting on the latter prevent any
contact between the armature and
the inductor.

The least powerful linear electric
motor of the simplest version of the
“LINERAIL” Dbogies has been
designed to provide a thrust of
about 2 kilogrammes, enabling unit
loads of about 100 kilogrammes to
be conveyed. The travelling speeds
that this motor provides are infi-
nitely variable from 0 to 3 metres

(Continued on Page 18)
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The “Linérail”, a unit-load handling facility. The independent self-powered bogies of
the “Linérail” which are equipped with a linear electric motor, can run on all
circuits, from the simplest to the most highly branched. On the experiment-
al circuit, which includes curves and frog points, the bogies can run in
either direction at variable speeds. Below: a bogey crossing a switch
point. Note the rubber bumpers on either end of the bogey.

(Société Linérail)




per second. In view of one of the
features of the linear electric motor,
there is never any problem of brak-
ing, since this is brought about by
reversing the supply phases.

From this elementary bogey,
more sophisticated versions can be
designed providing solutions to spe-
cial problems. A speed regulating
device can be placed on the bogey.
The frame can be equipped with a
fender and the latter with a proxi-
mity sensor enabling the bogey to
be slowed down or even stopped
when it comes within a given dis-
tance of another bogey.

Likewise, electronic devices can
be provided which will enable dif-
ferent speeds to be pre-selected ac-
cording to the section of circuit con-
sidered. Other devices will enable
the bogies to be kept at constant
speed both when carrying a load or
unloaded and when climbing or
coming down a gradient or on a
horizontal track section.

For carrying heavier loads, sev-
eral solutions can be considered.
Obviously, it is possible to increase
the power of the linear electric mo-
tors. However, this would mean
increasing their length and neces-
sarily that of the bogey. A problem
could then arise with the curves,
which would have to be made more
gradual. Another solution consists
in coupling together two or several
bogies by a swing beam enabling
them to carry a common unit load.

Operating possibilities

Thanks to its flexibility and pos-
sibilities, many different applica-
tions are possible, ranging from the
simplest to the most complex.

For simple handling between two
fixed points, only a single track is
needed, and the “LINERAIL” then
operates as a shuttle. The relative-
ly high speed of the loaded bogies,
which enables them to cover 90
metres in 30 seconds, in most cases
renders a return track superfluous,
as the speed of the bogies which are
free of load can sometimes be yet
higher. Manifestly, a single track
will entail less capital expenditure
and take up less space in the
premises.

On the other hand, by increasing
the number of switch points and
regrouping units, the circuit can be
branched very considerably to serve
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all stations, premises and work-
shops. Owing to their particularly
simple design, the switch points can
be crossed without the bogies losing
any speed at all.

However, the circuits can also be
closed and can then be run in two
ways. The bogies could run on this
circuit synchronised, each invariab-
ly having the same speed over the
same sections of track. On the other
hand, they could not be synchronis-
ed, with each bogey having its own
speed, which may or may not differ
from that of the others. In this case,
the fenders could be equipped with
relays or proximity sensors to slow
down or even stop the bogies and
prevent them from colliding. This
represents a simple regulating
method taking into account all the
eventualities that could occur when
operating a complex circuit branch-
ed to the extreme.

These are only a few among
many other examples of the operat-
ing possibilities of the “LINERAIL”
which in its present form provides
the widest sectors with a new solu-
tion for all handling problems re-
lating among others to production,
storage and warehousing and the
conveyance of products of all kinds
over any distance.

However, from the inherent prin-
ciple of the “LINERAIL”, name-
ly using independent self-powered
bogies equipped with the linear
electric  motor, other handling
equipment can be contemplated
which will provide a solution to
special problems through their dif-
ferent design.

Indeed, by means of a relatively
simple modification to the structure
of the bogies, they can be converted
to run no longer beneath an over-
head rail, but this time above a rail
comprising  two  distinct rails,
whether laid directly on the ground
or on some infrastructure.

Two solutions are adopted, de-
pending on the particular case, for
these new bogies.

The inductors of the linear elec-
tric motors could be made free to
move, and secured to the bogies as
is the case for the “LINERAIL”.
The single armature will consist of
a plate of copper lying between the
rails. The inductors will be suppli-
ed by an appropriate catenary, con-

ductor rail or other device.

On the other hand, the induc-
tors on the linear electric motors
could be fixed and then mounted
between the rails at varying inter-
vals. The armature will be attach-
ed to the lower part of the bogies.
Since the inductors will be supplied
by fixed electric cables, this will be
a simpler solution, though it will
increase the number of inductors
required for the bogies to be invari-
ably in contact with one of them.
This might therefore call for higher
initial capital expenditure. How-
ever, the number of inductors will
be fewer whenever the bogies are
joined into sets of various length,
since the interval between two in-
ductors will be greater.

The choice between these two
solutions will, in fact, depend main-
ly on the characteristics both of the
circuit and of its operating mode.

As with the “LINERAIL”, the
circuits on which these new in-
dependent self-powered bogies will
run may be simple or extremely
branched comprising curves of low
radius, gradients, switch points and
regrouping units. Likewise, it will
be possible to divide them into sec-
tions or sectors for automatic or
non-automatic control of the travel-
ling speeds. In other words, all the
possibilities offered by the “LINE-
RAIL” circuits can be provided
with these circuits.

Obvieusly, these new bogies could
even if required be provided by
their users with all the necessary
facilities and superstructures up to
the most elaborate which enable
them to meet the characteristics of
the various loads they will normal-
ly have to handle or convey.

The adaptability of these various
items of equipment to an extremely
high or even total degree of auto-
mation also makes them valuable
aids to automation for among
others, transfer machines, luggage
conveyance in large international
air terminals, overhead travelling
cranes and associated plant such as
transfer stackers or automatic sur-
facing machines, only to mention a
few.

A whole family of more or less
specialised handling equipment is
thus being evolved, all equipped
with linear electric motor.

PORTS and HARBORS



Customs Convention to Facilitate

Through International

Transport of Goods

International Container Bureau

(Note of meeting held at 30/32 St. Mary Axe., London EC
3 on Wednesday, 5th November, 1969, to consider the
Customs Co-Operation Council's proposed International
Customs Transit (ICT) Convention.)

Mr. J. P. R. Bisshop-in the Chair
A list of chose present is attached.

1. Should the transport industry
support ICT?

The principles of the proposed
ICT Convention were discussed.

It was generally agreed that the
initiative taken by the Cutoms Co-
Operation Council (CCC) to for-
mulate the Convention should be
welcomed. However, some mem-
bers expressed their concern that
the provisions of the Convention
might conflict with those of existing
Conventions e.g. the TIR Conven-
tion and TIF-Convention. Neverthe-
less, it was appreciated that the ICT
Convention would be optional; ship-
pers, forwarders or carriers would
not be compelled to use it and could,
if they so wished, continue to
use existing Customs transit pro-
cedures.

The view was expressed that the

CCC should finalise the new Con-
vention quickly.

2. How close should the ICT oper-
ation correspond with the trans-
port operation?

3. Who should choose whether and
where to commence an ICT

operation?
(These items were taken to-
gether)

It was pointed out that under
the TIR Convention customs
control had to commence at the
start of the transit precedure e.g.,
at the port of entry in the case
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of containers entering Europe
from overseas. However, under
the ICT procedure this was not
necessary as the ICT Convention
recognised the need to facilitate
the repaid movement of contain-
ers and therefore provided that
the procedure could commence
at the point where it was most
convenient. It was agreed that,
particularly in cases where the
transport operations involved a
maritime leg, the ICT procedure
seemed to be adequate since it
would facilitate Customs clear-
ance at the port of entry. It was
considered that if the provisions
of existing Conventions were to
be applied, containers could well
become subject to congestion de-
lays at ports of entry.

For movements involving a
single means or mode of trans-
port within Europe, the ICT pro-
cedure might not be so ideal as
existing and proposed transit pro-
cedures (egs. the TIR or TIF CON-
VENTION and EEC’s Transit
Procedure) would be just as easy
and, possibly, simpler to use. On
the other hand—as far as operations
within the Common Market are con-
cerned—operators of the partner
countries are bound to comply with
the procedure of the transit commu-
rataire.

It was generally agreed that
shippers, forwarders or carriers
should be permitted to decide
where to start the ICT procedure

and that any attempts to restrict
the flexibility of the Convention
in this respect should be resisted.

4. On what documentation should
ICT preferably be based?

(This did not permit considera-
tion of this item)
5. Should there be one or more
guaranteeing chains?

It was recalled that only one
organization until now, namely,
International Bureau of Cham-
bers of Commerce had indicated
its willingness to set up a guaran-
teeing chain. It was appreciated
that satisfactory guarantee arrange-
ments to protect the interests of
customs were an essential part of
the ICT convention.

The main problem in setting
up a chain was that the guaran-
tor had to insure against tisks
which could not be readily deter-
mined as drafter, the Convention
provided no limitation of liabiliy
for such risks. It was considered
that these risks were increasing in
combined transport operations
and the view was expressed that,
to make risks insurable, customs
authorities would need to accept
the principle of some limitation
of liability.

In discussion, it was felt that
whilst fully supporting the initia-
tive of the IBCC the possibility of
more than one guaranteeing chain
being set up by different organ-
isations should not be precluded.

6. Future action

It was agreed that a draft note
of the meeting would be circulated
to participants. Subject to any
comments received, it was decided
that the note would be submitted
to the CCC as the considered
views expressed by the FORUM.

It was also decided that a brief
report of the meeting would be
made available to the Plenary
Session of the ICB to be held the
following day.

7. Remark

The IATA which was also in-
vited to participate in this
FORUM, much to its regret,
could not join the meeting.
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New Standard
Will Speed

London, 9th February—The new
standardised London Shipping Note
announced by NEDO last month is
to be introduced in April next as a
further step in the current attack on
hold-ups to exports. The new note,
to be introduced on April Ist, 1970,
has been initiated in view of the
necessity to improve and standardise
shipping documentation to assist
goods from the country’s 25,000 ex-
porters to pass quickly to their
destination.

The introduction of the new
standard shipping note follows in-
vestigation of the delays which can
occur in the issuing of Bills of Lad-
ing. A joint investigation by the
Port of London Authority and the
major shipping interests using the
Port, which followed discussions. in
the UK Committee for the Simplifi-
cation of International Trade Pro-
cedures (SITPRO), of which Lord
Thorneycroft is chairman, conclud-
ed that the root cause of delays lay
in the inadequacy of information
accompanying goods arriving at the
docks for shipment.

The main feature of the new ship-
ping note is that it is a 6-part set,
which gives the standard informa-
tion requirements for many facets
of the movement of exports. This
new note is aligned to the format
published by the Board of Trade
Joint Liaison Committee on Docu-
mentation (JLCD).

The new note will be available,
free of charge, to shippers on appli-
cation to the PLA from March 9th.
From April 1st it will be required to
accompany all exports delivered to
PLA docks, with the exception of
containerised exports through the
EUR and OCL/ACT systems at
Tilbury Docks. Its use will be
obligatory and, after a three-month
introductory period, a charge will be
made to cover additional costs in-
volved where cargo is inadequately
documented. Furthermore, failure
to produce the new standard ship-
ping note with cargo will entail the
risk of delay both to goods and
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Shipping Note
Up Exports

documents.

Attached for information are the
PLA’s explanatory letter to export-
ers and a specimen of the new note.

For further information please
contact:-
The Press Office,
Port of London Authority.
Tel. 01-481 2000
Extns. 92/485 92/219
Reference TE 8/1
9th February, 1970
Dear Sir,
New Standard Shipping Note Set
1st April, 1970
The P.L.A., in conjunction with
shipping companies using the port of
London, are introducing a new
Standard Shipping Note Set on Ist
April, 1970. With effect from this
date all export cargo tendered for
shipment from berths within the
P.L.A. enclosed docks, whether such
cargo is tendered by road, rail or
water-borne transport, should be ac-
companied by the new Standard
Shipping Note Set.

This requirement does not apply to
Container shipments via E.U.R. and
O.C.L.JA.C.T. berths. For the pre-
sent, the Standard Shipping Noie Set
is not a required document at any
other port nor is it required at berths
in London without the P.L.A. enclos-
ed docks.

The decision to introduce the new
note was taken after consultations
with representatives of all the main
users of the port of London, through
the agency of the UK. Committee
for the Simplification of Internation-
al Trade Procedures.

The Shipping Companies using
the Port of London have played an
important part in developing the
new Standard Shipping Note, and
they are convinced that the adop-
tion of this note as the only form of
shipping note used in London will
lead to significant improvements in
the processing of vital information,
which in turn will lead to the
quicker release of Bills of Lading and
fewer delays to the transport of ex-

port cargo.

Description of the new Standard
Shipping Note

The new Standard Shipping Note
Is a six-part set on “no carbon re-
quired” paper. All six sheets are
identical in layout. The first four
sheets have the bottom right hand
corner cut off, to help the dock
checker to detach the 5th
sheet, (Carman/lighterman’s re-
ceipt), quickly after the cargo has
been unloaded at the export berth
or ship.
The distribution of the six sheets is
as follows:
No. 1 (white)

—for P.L.A. use
No. 2 (pink)

—for Shipping Company’s use
No. 3 (yellow)

—for Shipping Company’s use
No. 4 (blue)

—for Shipping Company’s use
No. 5 (green)

—~Carman/lighterman’s receipt
No. 6 (white)

—Shipper’s file copy

Completing the new Standard Ship-

ping Note Set
Exporters, Shippers, or their

agents, who complete the note
should endeavour to enter all the in-
formation called for in the appro-
priate boxes.

“Exporter/Shipper”

where possible the name of the

shipper should be entered.

“Export Services Charges to be paid

by”

—care should be taken to ensure
that the firm named will accept an
invoice for these charges rendered
by the P.L.A. or a Shipping Com-
pany. (Not required for exports
tendered by waterborne convey-
ance)

“Forwarding Agent/Merchant”

—if no forwarding agent or mer-
chant is involved please write
C‘n0ne5,

“Dimensions of packages”

—this information may either be en-
tered under its own heading or
under the details as to “Number
and kind of packages. Descrip-
tion of Goods” if it is more con-
venient to spread these latter de-
tails under the two headings.

“P.L.A. Scale”

—this refers to the P.L.A. charges
scale based upon the volume/

(Continued on Page 22)
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STANDARD SHIPPING NOTE

EXPQRTER/SHIPPER

EXPORTER'S REF.

F/AGENT'S REF.

p EXPORT SERVICES CHARGES TO BE PAID BY—

FORWARDING AGENT/MERCHANT

FOR PORT USE ONLY

BERTH AND DOCK

SHIPPING NOTE (NON-NEGOTIABLE)

TO THE

PORT OF LONDON AUTHORITY* or other receiving*
suthority as stated
here

Pluu nc.m 1or shipment the goods described below in accordance with your
p and diti as to lisbility to which our sttention has been

SHIP

PORT OF LOADING

LONDON

pecisily drawn, *Delote a3 necessary

Receiving Date(s) :

PORT OF DISCHARGE

=g
33
gz
oo
23
Ca
25
g,
SE
wn-
to
13
ml)
,‘5_.
-
ga
3%
Q

3:
<
48
“32
gz

! MARKS &
NUMBERS

N B A Shipping Note MUST NOT cover goods for
*%¥* shipment on more than one Bill of Lading NOR
g00ds tendesed on moro than one vehicls,

NUMBER & KIND OF PACKAGES.
DESCRIPTION OF GOOODS

DIMENSIONS OF PACKAGES

4.
™

P.LA| GROSS WEIGHT
ScalelT ¢ a

PRE-ENTRY REQUIRED

Special

Instructions UNDER BOND
{Mark X as UNDER DRAWBACK
appropriste)

SPECIAL STOWAGE ORDER

This set is printed on N.C.R. paper and does not
roquire tho usa of carbon paper. The set consists
of six shests, the first five of which must be
preceanted with the goods. The sixth sheet is the
shipper’s file copy.

RESERVED FOR SHIPPING COMPANY'S USE

] TOTAL

FOR PORT USE ONLY

NAME OF COMPANY PREPARING THIS SHIPPING NOTE

Carrier Regn. No.
No. pkgs. o
Conditi
Signed
SIGNED.
Date
1 DATE
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weight ratio of the cargo, and the
appropriate scale can be obtained
by referring to the current edition
of the Authority’s “Schedule of
Export Services, Charges and
General Terms & Conditions”.
(Not required for exports tender-
ed by water-borne conveyance)

“Gross Weight” “Cube”

—separate information should be
shown for each item, ie. for each
separate mark and/or description
of goods.

Special attention is drawn to the

marginal note.

Use of the new Standard Shipping
Note

The Standard Shipping Note is a
six part set. The sheets Nos. 1-5
should be presented with the cargo
at the export berth or ship; the No.
6 sheet is for the use of the exporter,
shipper or agent, who prepares the
shipping note set and should not ac-
company the cargo. After the goods
have been unloaded at the export
berth or ship, the carman or lighter-
man presenting the cargo will be
given the No. 5 sheet as his receipt.
Sheets 1, 2, 3 and 4 will be used at
the docks. In the case of cargo in-
curring P.L.A. charges, the No. 1
sheet will be returned with the in-
voice for such charges.

Introduction of £1 charge on 1st
July, 1970.

In order that the maximum ad-
vantage can be gained, by all con-
cerned with export shipping, from
the introduction of the new Stand-
ard Shipping Note, it is important
that the note be properly completed
and should rapidly become the only
form of shipping note used for ex-
port cargo tendered within the
P.L.A. enclosed docks.

Shipping Companies using the
enclosed docks and the P.L.A. will
be improving their systems based on
the universal usage of properly com-
pleted Standard Shipping Notes.
In future, where non-standard notes
are used, or inadequately completed
standard shipping notes are used,
such notes will require exceptional
treatment at the docks which, in
turn will involve additional clerical
costs and, possibly, delay the move-
ment of the export cargo.

To meet the additional costs the
P.L.A. are introducing a new charge
of £1 per non-standard or per each
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Maryland Port Authority

Annual
Fiscal 1968/1969:

No annual report can possibly
capture the real excitement of events
and developments that appear, on
the surface, to be mundane and
commonplace but which, in reality,
bring an organization dramatically
closer to its goals. Fiscal 1968-69
was a year filled with such events
and developments for the Maryland
Port Authority.

Put in theatrical parlance, 1968-
69 was a year of setting the stage for
the curtain that will go up in 1969-
70; the inauguration of a complete
container facility built as such from
the drawing board up, and the
completion of the Port of Balti-
more’s largest pier. The massive
scenery of the drama that is world
trade was being readied for opening
night.

It was the acceleration of techni-
cal changes in the maritime industry
and the growth of world trade that
continued, as ever, to challenge the
Authority. Indeed, the ebb and

Report
Setting the Stage

flow of these events along the Balti-
more waterfront continue at such a
rapid and inexorable pace that it is
difficult to contain them within the
chronological confines of an annual
report.

They defy the restrictions of time.

Thus, it is as important to look to
the future as it is to the past in re-
porting on the activities of the Au-
thority. The development of water-
borne commerce, which is the Au-
thority’s responsibility, is a progres-
sive and dynamic function, and the
Authority has used all of the power-
ful means at its disposal to meet the
challenges it faces.

Along with the ever-increasing
demands of competing for its right-
ful share of world trade for the Port
of Baltimore, the Authority has had
to give priority attention to the his-
toric technical innovations created
by containerization and the poten-
tials of intermodal shipping.

This new and sophisticated tech-

inadequately completed Standard
Shipping Note received at the docks.
This charge will be rendered to the
firm to whom the invoice for Export
Services Charges is sent.

In order to allow a reasonable
period for exporters, shippers and
agents to adapt to the new require-
ments, the £1 charge will not be ap-
plied until 1st July, 1970, by which
time it is hoped that all cargo will
be accompanied by the new Stand-
ard Shipping Note. ‘
Supplies of the new Standard Ship-
ping Note

Supplies of the new shipping note
will be available free on application
to the Co-ordinator of Operations,
Port of London Authority, P.O. Box
242, Trinity Square, London, E.C.3.,
from 9th March, 1970 onwards.
Supplies will be issued to callers or
through the post.

It will greatly facilitate the de-
spatch of Standard Shipping Note
sets by post, if applications include
a stamped addressed label. Postage

cost will be as follows:

per 100 packet 4/6d.
”o200 7 7/6d.
v 300 9/-d.

Use with one-run systems

Users of aligned documents on a
“one-run” system should note that
the new shipping note set can be
used with spirit duplicators. If a
standard mask for the existing
P.L.A. shipping note is used with a
J.L.C.D. Master, it should be adapt-
ed so as to include the details for
the “cube” column.

A limited quantity of ‘loose’ sets
will be available and firms requiring
supplies of these should make an
early application clearly stating that
‘loose’ sets are required. ‘Loose’ sets
should be re-assembled to the cor-
rect alignment when completed
and the sheets should be stapled
together so as to ensure that they
arrive at the docks as a secure set.

Yours faithfully,
(Signed)
William Caunter
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nique for the handling of general
cargo through ports has had a shat-
tering impact on development and
promotional programs in all of the
major harbors of the world. Balti-
more, located in the busy North
Atlantic trade route range, has
been caught up in the whirlwind of
this change. But Baltimore, unlike
Dorothy of “The Wizard of Ogz,”
knows where it is going.

During the past fiscal year, the
Authority has moved with all pos-
sible speed to create the facilities
and operating conditions that would
make Baltimore attractive for the
handling of container ships and
their cargoes.

To the north and to the south,
other ports have been working at
the same intensified, even feverish,
pitch.

In Baltimore, work continued on
what has been classified as the
“interim container program.” At
the end of the fiscal year that pro-
gram was nearing completion. The
contracts had been let for the con-
struction of a 65,000-sq. ft. consoli-
dation shed, the erection of a high-
speed, bridge-type container crane,
and the construction of five ad-
vance model straddle carriers to be
utilized for the transfer of contain-
ers to inland handling and storage
areas.

All these projects were in progress
at Dundalk Marine Terminal, which
has become the focal point for con-
tainer handling in the Port and one
of the most active container centers
on the Fast Coast. Major container-
ship operators such as the United
States Lines, Atlantic Container
Line, Hapag-Llyod Container Lines
and Moore-McCormack Lines were
using Dundalk as one of the major
container transfer points in their
international systems, giving Bal-
timore’s maritime community reason
to believe that the Port has become
second only to New York as the
East Coast’s prime container desti-
nation.

The demands of these users
steadily increased during the past
year. Fortunately, the modern
design of Dundalk permitted the
Authority to offer the users installa-
tions which could handle their con-
tainers efficiently and economically,
albeit they had originally been in-
tended primarily for general break-
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bulk cargo. The built-in flexibility
of cranes, transit sheds, and other
shore-side gear provided a brief re-
spite, for it was readily apparent
that as the flow of containers mount-
ed in volume, the facilities would
have to be expanded and improved.

In consequence, the Authority
has now set out on a major, $20 mil-
lion program for the expansion of
Dundalk Marine Terminal. This
expansion will feature four new
berths specifically designed for the
handling of containers, with the
most advanced shipside and backup
equipment meeting all present and
future criteria of containerization.
This program was well under way
during the past fiscal year.

The expansion site was filled and
preparations were made for the con-
struction of the berths themselves.
The interim container program was
nearing completion and was plann-
ed to be fully operational prior to
January 1, 1970, with the total pro-
gram to be functional by 1971.

It is generally conceded that the
ports which capture a substantial
portion of containerized cargo will
assure themselves of a position as
major general cargo ports — a role
which Baltimore has played since
its founding as an out-port for its
hinterland’s agricultural products
and an in-port for manufactured
products. In view of this, the Au-
thority has placed priority emphasis
on container facilities, but it has by
no means neglected its responsibili-
ties to other types of cargoes.

Thus, while the broad expanses of
Dundalk echoed to the sound of
jackharmmers and riveters, Locust
Point Marine Terminal was equally
deafening as work continued on the
development of additional modern
facilities for the handling of break-
bulk cargoes. The second major
facility, known as Pier 4-5 Complex,
was moving rapidly toward 50%
completion, and two berths were
placed in operation shortly after the
end of the fiscal year. Equipped
with two highspeed gantry cranes,
these berths will also provide a sub-
stantial additional capability for the
handling of export-import steel—a
most important commodity flowing
through the Port of Baltimore. Too,
they are expected to contribute
much to enhance Baltimore’s repu-
tation as a “project port,” able to
marshall entire factories in knock-

down form for overseas shipment, a
logistical feat rare in any port, but a
Baltimore specialty, made possible
by the Port’s relative lack of con-
gestion and superb shoreside facil-
ities.

Elsewhere in the Port, plans were
swiftly advanced for the moderniza-
tion and expansion at the Clinton
Street Marine Terminal, with con-
struction expected to be well under
way during fiscal 1969-70. This ter-
minal, along with Locust Point, will
provide the Port with the finest gen-
eral and specialized cargo facilities
of any port in the nation.

Nor was the Port’s need for bulk
cargo overlooked.  During the
period, negotiations were in progress
looking to the installation of a
multi-million-dollar installation at
Hawkins Point for the unloading of
alumina, the middle stage between
raw bauxite ore and refined alumi-
num. Under construction by the
Eastalco Aluminum Corporation,
the installation will serve the com-
pany’s new $175 million aluminum
refinery being built in Frederick
County, Md. When complete, the
Frederick County plant will provide
1100 or more new jobs for area re-
sidents.

In this respect, it should be noted
that once again Baltimore’s deep in-
land location was deciding factor
in leading Eastalco to consider the
Port, coupled with the excellent rail
service available.

From all of the above it can be
seen that the Authority was meet-
ing the urgent demands for accelera-
tion of port improvement and ex-
pansion outlined in its Decade for
Port Progress issued in 1967 and
approved and supported by the
Maryland Legislature. Indeed, the
program is presently well on sched-
ule and by the end of the next fiscal
year more than one-half of the pro-
jects included in the program will be
substantially on the way toward
completion.

Yet for all the purely physical im-
provements undertaken by the
Authority and the private sector, the
question remained: What is the
Port of Baltimore’s real worth to the
State of Maryland? Is the money
invested in the Port giving a fair
return?

To find the answers, the Authority
commissioned Drs. Stanley J. Hille
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and James E. Suelflow, of the De-
partment of Business Administra-
tion, University of Maryland to con-
duct a survey of the Port’s impact
on the economy of Maryland. Drs.
Hille and Suelflow chose as their
subject year 1966, the first for which
tull statistical information was avail-
able, as substantiated by the United
States Department of Commerce.
Last year, the completed survey was
submitted to the Authority, but the
conclusions were so astonishing that
the Authority called upon its own
Planning Department to analyze
the report’s findings, using a differ-
ent methodology, and establish their
validity.

It was the Planning Department’s
finding that the original report was,
if anything, conservative in its
estimates, and that the Port of Balti-
more was, in truth, ‘“Maryland’s
largest economic asset,” with an
overall impact of $1.6 plus billion,
generating an annual yield of some
$660 plus million. The report, in-
cluding the corroborative study, was
released to the public shortly after
the close of the fiscal year, and has
since been described as the most
comprehensive  economic  survey
ever made of a United States port.

The programs undertaken by the
Maryland Port Authority during the
past year call for an effort of twice
the scope and magnitude of the
developments completed during the
first decade of the Authority’s ex-
istence. Their purpose is to make
the Port of Baltimore completely
_competitive with all other ports
for general and-containerized cargo.

Linked with Baltimore’s natural
geographic advantages—its situation
at the head of the Chesapeake Bay,
closest of all United States ports to
the nation’s industrial heartland,
practically in the middle of the
“Atlantic Megalopolis” that stretches
from Boston to Norfolk—the new
facilities outlined above should gen-
erate large additional tonnages
through the Port.

With the growing impact of rail-
road mergers, containerization and
increasing competition of ports to
the north and south, as well as the
St. Lawrence Seaway ports, the
Maryland Port Authority sees clear-
ly that only an aggressive develop-
ment and promotion program will
maintain present status as a leading
handler of international trade.

24

As Sir Winston Churchill once
said in a not too dissimilar context,
“Give us the tools and we’ll finish
the job.” Fiscal 1968-69 saw the
tools being delivered. The vyear
ahead will see the tools in use—but
the job will never be finished.

Who Remembers The Gold Dust
Twins?

Only a few decades ago, the
“Gold Dust Twins” was a household
phrase, the trade name of a tremen-
dously popular kitchen cleanser,
the equivalent of any of today’s
“miracle detergents.”

Then, almost overnight, the
“Twins” vanished away and were
soon forgotten. Why?

Because the manufacturers of
“The Gold Dust Twins” simply re-
fused to accept the value of adver-
tising and promotion; the verity of
the aphorism, “Out of sight, out of
mind.”

It is the function of the Mary-
land Port Authority’s Trade Devel-
opment Department to see that the
Port of Baltimore never suffers the
same fate as that of “The Gold
Dust Twins,” and to insure that the
Port is never out of the sight and
minds of the men who move the
world’s trade.

At the same time, the Department,
through its four offices in the United
States and three overseas, must
serve as the eyes and ears of the
Authority, keeping a constant alert
for new trends and emerging pat-
terns while maintaining continuing
contact with shippers and trans-
portation executives around the
world.

Fiscal 1968-69, with the growing
challenge of containerization as the
spur, saw an intensification and ac-
celeration of the work of the Au-
thority’s Trade Development staff.
Thus, key staff executives were
dispatched to Europe and the Far
East to ascertain the problems and
desires of these areas with regard
to container services, and to
acquaint foreign shippers and traffic
managers with the facilities the Port
of Baltimore can offer now and in
the near future.

One of the Department’s most
satisfying achievements during the
year was the attraction to Baltimore
of the Second International Con-
tainer Services and Equipment Ex-

hibition to Baltimore’s Civic Cen-
ter. This provided a spectacular
vehicle on a worldwide basis for
showing Baltimore and its potential
for this explosive new transportation
technique.

The Authority also sponsored spe-
cial  promotional receptions in
Chicago, Pittsburgh and New York
in connection with international
trade meetings. In addition, the
Authority sponsored regional meet-
ings with the purpose of bringing
together exporters and importers and
acquainting them with the Port, and
especially the advantageous rate
structure in rail piggyback service
available to them by utilization of
the Port of Baltimore. Typical of
these meetings were those conducted
in Ohio and Michigan, two of the
most important States in the Port’s
heavily industrialized hinterland.

Extensive efforts by the Authority,
in conjuction with the Maryland Re-
gional Export Expansion Council
and the United States Department
of Commerce, resulted in a series of
monthly seminars to acquaint local
business and industry with the ad-
vantages of foreign trade and to
clarify some of the seeming com-
plexities involved. A high successful
Spring and Fall six-week workshop
at the University of Baltimore sup-
plemented the seminar program.

By no means the least important
part of the Trade Development De-
partment’s job is the reception and
briefing of foreign trade delegations
visiting the Port. In a majority of
instances, these visits are arranged
by the Department’s overseas Trade
Development managers.

Similarly, the Department’s do-
mestic offices arrange tours of the
Port for business and industry lead-
ers from the areas they serve, and
during the past year, as in previous
years, it was no novelty for the De-
partmental staff to find itself brief-
ing, through an interpreter in some
cases, a delegation from a foreign
company one day, and tackling the
same job for a group of Illinois busi-
nessmen the next.

The past year saw major em-
phasis placed on the task of promot-
ing the Port’s swiftly expanding con-
tainer facilities and services, of which
Baltimore can be justifiably proud.
It’s little use to have fine shoreside
facilities if there are no ships to use
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them, but at Dundalk the great
container ships of no less than four
major containerships operators, as
mentioned earlier in this Report, tie

up in regular service — United
States Lines, Hapag-Lloyd Con-
tainer Lines, Atlantic Container
Line, and  Moore-McCormack
Lines.

Shippers in the United States and
overseas know well that these lines
would not be sailing into Baltimore
if it were not an efficient and eco-
nomical Port.

In sam, then, the Trade Develop-
ment Department is the Port speak-
ing for itself, and last year the word
it spoke the loudest was “containeri-
zation,” and the thrust of its mes-
sage was that Baltimore is the
prime container port on the U.S.
Fast Coast, second only to New
York.

The Slide-Rulers

The purely physical aspects of the
job done by the Department of En-
gineering and Planning has been
described in the introductory section
of this report. Suffice it to say here
that all construction projects pro-
ceeded at a brisk and orderly pace
during the year just past.

What is of equal importance to
the port’s future is the department’s
long-range effort in the area of
planning. Thus, late in the year,
Henry Douglas, chief of planning,
appeared before the Public Works
Subcommittees of the United States
House and Senate to testify to the
need for completion of improve-
ments to the Chesapeake and
Delaware Canal to allow for its
greater use by containerships.
While the plea proved unavailing,
the support from every sector of
the Baltimore maritime community
as well as the shipping lines serving
the port was impressive testimony
as to the correctness of the Au-
thority position.

Much time and effort was devoted
to finding a satisfactory location for
dredged material resulting from
routine maintenance of the port’s
ship channels, as the Kent Island
Dump will shortly reach its full
capacity. The task has proven a
difficult one because of objections
that dredged material from Balti-
more harbor is a potential source of
pollution and could affect the bay’s
ecology and perhaps threaten the
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state’s seafood industry. It was
finally resolved that a contained dis-
posal area would have to be provid-
ed, and the Maryland legislature au-
thorized the creation of a state debt
of $13 million to this end. In the
interim, a temporary disposal area
has been established in the Pooles
Island Deep area.

With a view to the superships of
the years ahead, the Authority in-
stigated a study by the U.S. Army
Corps of Engineers to determine the
feasibility of deepening the channels
serving Baltimore. The Authority
has taken the position that deeper
channels in excess of 45 feet are
needed to accommodate the larger
vessels being used in the movement
of dry bulk cargoes such as in-bound
ores and out-bound coal. If they
cannot be accommodated in the
port, Baltimore stands to lose a
significant amount of business. The
department’s planning section work-
ed close with the Corps of Engineers
during the past year, and the results
were scheduled to be made public
during fiscal 1969-70.

Where the port’s interests were
vitally concerned, the Authority
took the lead in organizing opposi-
tion to projects potentially harmful
to those interests. Thus it was suc-
cessful in its effort to insure that the
proposed second harbor tunnel be
constructed at a deeper level than
initially planned in order to allow
for deeper ship channels. The Au-
thority also voiced objections to any
proposed route of the East-West Ex-
pressway through Baltimore which
would adversely affect maritime ope-
rations, as would be the case with
a suggested low-level bridge crossing
the Inner Harbor.

Elsewhere in Maryland the port
of Cambridge appears to have a
bright future on its horizon. Oper-
ating revenues at the Cambridge
Marine Terminals in fiscal 1969 was
49% greater than in fiscal ’68. The
surplus of revenue over operating ex-
penses, excluding amortization pay-
ments, was approximately $30,000.
The Delmarva Business Advisory
Service of the University of Dela-
ware was engaged to conduct a study
to determine the feasibility of an
adequate freezer warehouse. Such
a facility is considered an urgent
need by food service companies in
the area. The study is expected to be

complete by the end of the calendar
year.

Plans and specifications for the
proposed Crisfield Industrial Park
were completed and submitted to
the Federal Economic Development
Administration. The need for a sec-
ondary sewage treatment facility,
however, has delayed further pro-
gress until a contract for construc-
tion of the plant is awarded.

At the request of the Cecil County
Economic Development Commis-
sion, the Department of Engineer-
ing and Planning prepared a study,
the purpose of which was to deter-
mine the feasibility of a tankship
dock to serve future petrochemical
plants which might be located on or
near the Chesapeake and Delaware
Canal. The concept has been op-
posed by the Antipollution League
of Cecil County, and to date nothing
has materialized.

In the light of the overall respon-
sibilities, the Authority could not ap-
prove of proposed conservation bills
at the last State’s Legislative Ses-
sion. The Authority has been work-
ing diligently with conservation in-
terests to prepare measures that
would provide full protection to the
seafood and wild life interest of the
Bay while not unduly unhampering
essential port development programs.
It’s the Authority’s position that the
recreational and commercial uses of
Maryland’s great waterway are com-
patible and that the State through
the untiring efforts of all concerned
can develop programs that will pro-
tect wild life and the important sea-
food industries while permitting
carefully = regulated  commercial
development in appropriate areas of
the State’s waterways.

From the above, it is clear that
the Authority by no means confines
itself to the welfare to the port of
Baltimore alone, but is vitally con-
cerned with all of Maryland’s exist-
ing and potential ports, feeling that
each will add its share to the over-
all economic impact of maritime
activity to the general well-being of
the State.

The decline of intra-Bay shipping
with the advent of the motor truck
peake ports virtually stranded.
Where there is a potential for revi-
talization, as in the instance of Cam-
bridge and Cirisfield, the Authority
expects to bend every effort to see
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that potential realized.

Briefly summarized below is the
status of Departmental projects
during Fiscal 1968-69.

At the Clinton Street Marine Ter-
minal, work was under way on roof
repairs at Pier 1, a stevedores’
lounge, and paved storage area.
Renovation of Pier 2 was in the plan-
ning stage.

At Dundalk Marine Terminal
contracts were completed for flood-
lighting towers in the container
storage area, a 250-foot bulkhead
extension at Berth 9, and test bor-
ings for Phase VII construction of
the Dundalk Marine Terminal Ex-
tension Site.

Underway at Dundalk was work
on a new stevedoring gear shed, a
gantry-mounted container crane, a
65,000-sq. ft. consolidation shed to
serve new container installations,
and erection of five straddle car-
riers. All were expected to be opera-
tional by the end of calendar 1969.

In the design stage at Dundalk
were new container berths 9 and 10,
11 and 12, ultimately to cost an
estimated $8 million.

At Locust Point Marine Termi-
nal, contracts were completed for
two gantry cranes and certain
phases of the Pier 4-5 construction,
with other phases still underway.
In the design stage were plans for a
new transit shed for the Pier 4-5
complex to be built at an estimated
cost of $1 million. In the planning
stage was back-up storage paving for
containers to serve the new complex.

Toward A Cleaner Harbor

The Maryland Port Authority is
responsible for a number of services
facilitating and safeguarding nav-
igation in State waters.

One of the most important of
these functions is the removal of
floating debris which may be a fire
hazard or a menace to navigation in
the waters of Baltimore harbor.
This is accomplished by the several
facilities comprising a system for
the efficient removal of such debris.

That’s phrasing it officially. Less
officially, the system is made up of
the harbor’s true workhorses; un-
gainly, unglamorous, ugly little craft
specifically designed to do a dirty
job. Dirty but absolutely vital.

For solid debris, there is the
PORT RETRIEVER, possibly the
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ugliest vessel ever set afloat. But its
hydraulically-controlled, front-end
loader can scoop up tons of floating
debris for dumping into its accom-
panying scow.

Filled, the scow is towed to pier-
side by the minitug PORT LABOR.
There the scow is lifted bodily from
the water by a crane truck, deposit-
ed on a flatbed truck, secured, and
so converts the flat-bed into a
dump truck, to be hauled to a
municipal dump. Emptied, the
scow is returned to pierside and
lowered again into its natural ele-
ment.

During the past fiscal year, these
unlovely little vessels cleared more
than one million pounds of flotsam
and jetsam from the waters of Balti-
more harbor; no small achievement.

The controlling and removal of
oil pollution is the task of the PORT
SERVICE, largest of the Author-
ity’s maintenance fleet. The job of
the PORT SERVICE was material-
ly assisted during the past year by
the receipt of some 3,000 feet of
plastic boom, given to the Authority
by the cooperative purchase of
eleven Baltimore-based oil and as-
phalt companies at a cost-in excess
of $20,000. The jointed boom sec-
tions can be swiftly deployed to con-
tain oil slicks and prevent them
from spreading. Sections of the
boom are stored for ready use at
each of the fireboat stations in
Baltimore harbor.

During the past year, the Au-
thority, through its Port Operations
Department, investigated 12 cases
of oil pollution in Baltimore harbor,
while the PORT SERVICE retriev-
ed 3,900 gallons of oil from the
water. The Authority was reim-
bursed a total of $4,900 in service
change fees for oil removal opera-
tions.

The Authority’s coastal telegraph
and telephone station, Radio Station
WMH, continued active during the
period, with operation producing re-
venues totalling $27,967.

During the year, the Authority
was prepared, but found it unneces-
sary, to carry out any icebreaking
operations in the harbor or upper
Bay.

Ice, although heavier than dur-
ing the previous year, did not
hamper navigation to the extent
necessary to charter the services of

the Curtis Bay Towing Company’s
icebreaking tug, CAROLYN.

The Authority, through the Port
Operations Department, continued
to carry out enforcement of its
regulations governing explosives and
dangerous cargoes, and during the
year processed 85 explosive permits.

As an indication of the effective-
ness of the Authority’s “housekeep-
ing” efforts in Baltimore harbor, it is
interesting to note that an increasing
number of privately-owned motor
cruisers are using the marina at the
head of the Inner Harbor. In years
past, harbor waters were shunned by
private boat-owners, lest the sleek
hulls of their craft be soiled and
dirtied by debris and oil scum.

Telling It Like It is

Telling it like it is is the mission
of the Authority’s Communications
Department. It is the Authority’s
public voice, and bears a heavy
responsibility to see that that voice
speaks not necessarily loudly but,
above all, clearly and effectively.

The Communications Department
has the additional mission of involv-
ing the general public with the oper-
ations of Maryland’s ports, and it
functions as a natural adjunct of
the Authority’s Trade Develop-
ment Department, each compli-
menting the other in the job of port
promotion.

The Department continued its
normal operations last year, main-
taining close liaison with all the
media, local, national, and inter-
national, the last of which required
the preparation of numerous articles
for publication overseas.

Aware that a flood of press re-
leases can be worse than none at all,
the Department continued its policy
of confining its releases to people and
events it considered truly news-
worthy, and the consequence has
been a generally excellent relation-
ship with the media.

A significant innovation during
the period was the decision to incor-
porate the Authority’s official An-
nual Report into the December issue
of “The Port of Baltimore Bulletin.”
This resulted in considerable savings
in printing and mailing costs.

The Authority’s monthly “Sailing
Schedule,” briefly suspended during
the longshoremen’s strike, continued
to be well received and very valu-
able to the Authority’s trade devel-
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opment officers.

Work was also initiated on the
bi-ennial revision and up-dating of
the Port Directory, despite a staff
shortage, and that work was well
on its way by the end of the period.

Considerable effort was also de-
voted to the establishment of closer
liaison with the Baltimore Consular
Corps, which plays such an impor-
tant role in the port’s world trade.

Also continued was an activity
little known outside the marine
community: this was the informal re-
ception given to every new ship
touching at Baltimore on her maiden
voyage, during which the ship’s mas-
ter is presented with a number of
mementoes  commemorating  his
ship’s visit. In this activity, the de-
partment has been strongly support-
ed by the Baltimore Jaycees and a
number of Baltimore maritime and
business firms. The custom is ap-
parently unique in American ports,
and invariably receives an apprecia-
tive reception.

Department staff members ac-
companied numerous groups on
water-borne harbor tours on the ex-
cursion vessel PORT WELCOME
and aboard the Authority launches
NYMPH and PORT PROGRESS.

Undoubtedly the Department’s
major project of the year was its
part, working in close cooperation
with the Trade Development De-
partment, in the planning and pre-
sentation of the Second Internation-
al Container Services and Equip-
ment Exhibition at the Baltimore
Civic Center, supplemented by a
comprehensive, operating display of
containers and equipment at the
Dundalk Marine Terminal. The ex-
hibition was unanimously acclaimed
and focused international attention
on Baltimore as a container port.
The Authority also participated in
the third container show at Mel-
bourne, Australia by sending a dis-

play describing Baltimore’s con-
tainer facilities and services.
Another highlight during the

year was receiving a first-place
award in port advertising from the
American Association of Port Au-
thorities, presented at the organiza-
tion’s annual meeting held in Cura-
cao.

As the year came to a close, the
Department was mounting a second
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major effort, this one to insure the
broadest possible distribution of the
Hille-Suelflow study of “The Econo-
mic Impact of the Port of Baltimore
on Maryland,” scheduled to be re-
leased just after the year’s end.
(Tragically, it must be noted that
the department’s director, Mr. Joe
A. Killian, died of a heart attack
while hurrying to deliver a copy of
the just-released study to a local
newspaper.)

Summing Up

Fiscal 1968-1969 can best be de-
scribed as a year of hard work, little
drama, and plenty of achievement.
The Authority’s programs were on,
and in some insiances ahead of,
schedule, and that was what counted.

An Unofficial Addendum

Although, strictly speaking, it has
no official place in the Annual Re-
port of the Maryland Port Au-
thority, some mention should be
made of last year’s eminently suc-
cessful season of passenger cruises
sailing from the Dundalk Marine
Terminal for five and ten day voy-
ages to the Caribbean.

Since the Authority joined forces
with the Chamber of Commerce of
Metropolitan Baltimore to establish
Maryland Cruises, Inc. (a non-pro-
fit joint.-venture) in 1962, nearly
20,000 passengers have sailed on hol-
iday from the Port of Baltimore, and
the 20,000th is expected to leave on
the first cruise of the 1970 season.

Thus, in a limited way, Baltimore
has once again become a passenger
port, a role it ceased to play with
the cessation of operations by the
World War II, followed by the de-
mise of the Old Bay Line.

Baltimore’s growing popularity as
a cruise port is explained in large
part by its convenience and econ-
omy. It draws much of its passenger
traffic from the Washington area,
from Pittsburgh and other Ohio
cities, whose residents can have
breakfast at home, drive in leisurely
style over a network of superb high-
ways and arrive in Baltimore for
sailing time with plenty of time to
spare, and no need for an expensive
overnight stay in a hotel. More, they
can drive their automobiles directly
to dockside for unloading baggage
and family, and then drive to a
guarded parking area where the car

may be left for the duration of their
holiday. On their return, they simp-
ly reverse the procedure and arrive
home in time for dinner.

Master Plan

San Diego, Calif., January 8:—
A detailed review, analysis and po-
tential overhaul of the United Port
District’s Master Plan is in the
offing for 1970.

A close look at the District’s
Master Plan with the intent of
bringing it “up to date” was called
for by Lorenz H. Ruehle (roo-lee)
as he assumed the gavel as chair-
man of the Board of Port Commis-
sioners for this year.

Representing National City on
the seven-man Board, Ruehle noted
that he was the District’s first chair-
man (1963) and had presided at
many of the deliberations that
shaped the Master Plan. He said
the many changes along the water-
front, economic growth of the area
and changing market conditions
that affect the Port of San Diego’s
maritime commerce demand a re-
assessment of the Plan.

“The Master Plan has been an
effective and meaningful guide for
the six years of its existence,” he
said, “and has helped the Port
maintain a proper balance between
the commercial demands that are
of such great economic value to our
area and the esthetics of the Bay
that in another sense are equally
as important.”

Most of the projects specified
under the Master Plan at its adop-
tion in December, 1963, have been
initiated or completed, Ruehle said.
He emphasized that all of the pro-
jects in the North Bay have been
completed, and pointed to develop-
ment of Harbor Island, the new
Harbor Drive air terminal at Lind-
bergh Field and clearing of out-
dated structures on the FEmbar-
cadero as examples.

The 1970 Board chairman said
he expects the Port stafl to come
up with recommendations concern-
ing changes to the Master Plan in
the near future and that major ac-
tion on the Plan may be expected
in January.
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Topics

Orbiter Probe

IAPH News :

Commander Parmiter

Commended

The contribution to IAPH of
Comdr. G. V. Parmiter, R. N., who
had retired from his position of
Chief River Manager, Port of Lon-
don Authority end of November
1969 to emigrate to New Zealand,
was commended by a resolution un-
animously adopted by the Execu-
tive Committee Meeting in Singa-
pore in February last, as follows:

“In recognition of Commander
Parmiter’s great meritorious service
rendered to this Association in con-
nection with the Inter-Government-
al Maritime Consultative Organiza-
tion by acting as the liaison, the
Executive Committee decided at
their Meeting held on the date of
12th February 1970 at Singapore
to direct Secretary-General of this
Association to send Ports & Harbors
to Commander Parmiter for his life
time.”

Meanwhile, Comdr. Parmiter is
already in New Zealand at his tem-
porary address. In acknowledging
Mr. Toru Akiyama’s information on
the above in March last, the Com-
mander wrote that he was finding
New Zealand quite delightful, and
that he was busy buying some 7
acres of tract in Kerikeri on the Bay
of Island.

Travelers

® On March 23 evening, 6.00-8.30
p-m., a cocktails was held by Brem-
er Lagerhaus-Gesellschaft in Hotel
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Okura, Tokyo, where Mr. Gerhard
Beier, Vorstandsvorwitzender, Dr.
Rolf Fastenau, Vorstandsmitglied,
and Mr. S. Tsuyama, President,
Daia Shipping Co., Tokyo, received
the guests.

Mr. Beier announced that Mr. S.
Tsuyama was formally appointed as
the representative in Japan of Brem-
er Lagerhaus-Gesellschaft.
® A 25-man Belgian Economic Mis-
sion to Japan is scheduled: to visit
Japan April 25 through May 8. The
group will first visit Osaka and
Expo °70, then Kobe, Nagoya,
Yokohama and Tokyo.

The list of the Mission members
is topped by Mr. L. Delwaide, Al-
derman of the Port of Antwerp,
followed by Mr. R. Vleugels, Gen-
eral Manager of the Port of Ant-
werp, Mr. R. Coucke, Inspector-
General, Belgian Overseas Trade
Bureau, Mr. R. Lhonneux, Presi-
dent, Antwerp Chamber of Com-
merce and Industry, and many
bankers, shipping and stevedoring
executives, and other business men.

Mr. Hubert J. Van Houtte, eco-
nomic secretary of the Embassy of
Belgium in Tokyo, visited Dr. Ha-
jime Sato, IAPH Deputy Secretary
General, at his office for comments
on the long lists of Japanese guests
to be invited to receptions and in-
formation meetings scheduled in
Yokohama and Tokyo.
® On March 23, 1970, members of
Export Cargo Transportation Sur-

vey Team of India called on Dr.
Hajime Sato, Deputy Secretary
General, at the IAPH Head Office,
to obtain desired information.

The team was headed by Mr. P.
S. Thiagarajan, Manager of Opera-
tion & Research Group, India. The
members were, Mr. K. C. Joshi,
Deputy Secretary.  Ministry of
Transport and Shipping, Mr. Sat
Prakash, Joint Director, Planning
Commission, Mr. D. D. Borwankar,
Joint Director, Railway Board, Mr.
B. S. Gupta, Assistant Commercial
Manager, Indian Air Lines, and an
adviser, Dr. R. J. Watkins, Vice
President, Survey Research Corpo-
ration, U.S.A. The group was ac-
companied by Mr. AK.S. Nair of
the Embassy of India in Tokyo.

Seaway Opening
Ottawa, February 26, 1970:—The

St. Lawrence Seaway will, this year,
be open to navigation as of April 1,
a date equaling the early-opening
set in 1966.

In a joint announcement of the
1970 opening and closing dates for
the waterway, all of which are
necessarily conditional upon weather
and ice, the St. Lawrence Seaway
Authority and its United States
counterpart, the Saint Lawrence
Seaway Development Corporation,
have informed shipping interests
that Montreal-Lake Ontario Section
will remain open from April 1
through December 10, with the pos-
sibility that navigation in this sec-
tion may be continued beyond that
date on a day-to-day basis.

The Welland Section, linking
Lake Ontario and Lake Erie, will
also open on April 1 with a sched-
uled closing date of December 22.

The Canadian canal and lock at
Sault Ste. Marie will be open to
navigation on April 4, with a sched-
uled closing date of December 12.
(The St. Lawrence Seaway Au-
thority)

Passenger Terminal

Callao:—The National Ports En-
terprise (ENAPU-PERU), has in-
formed that in the middle of this
year, construction a Modern Ter-
minal for Passengers will begin at
the Port of Callao, at an approxi-
mate cost of S/. 10 million.
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ALMACEN DE CARGA
AUTORIDAD PORTUARIA DEL CALLAO

This Terminal will have adequate
and necessary installations that will
permit to attend 4 berths. These
berths will be built in two periods,
first the berths 5A and 5B and in
the next period the berths 4A and
4B.

This work plans the construction
of a modern building in front of
the berth 5A and a warehouse ad-
jacent.

The dock of passengers of the
ship will be linked with the second
floor of the building, by a direct
ramp bridge; which will permit the
transit of passengers from the ship
to the lobby or viceversa.

This new system will offer facili-
ties and comfortabilities, and at the
same time will grant security and
protection to the visitors or passen-
gers in front of the daily routine
labor of the port.

The building, which will be furn-
ished with first class furnitures and
of a modern architectural design,
will count with all the necessary
services, installed at the First and
Second Floor (Mail, Cables, Tele-
phones, Cafeteria, etc.) the terrace
will function as observatory zone
like the airports that will permit to
appreciate in a view all the Port.

The project is actually in the
period of public bid, adjudication,
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acceptation, and sign of the con-
tract.

We estimate that all this proce-
dure will be over by the month of
June of the present year.

The ENAPU-PERU, considers
that in accordance to the plans
scheduled, the modern Terminal
should be completely ready, and put
into service by the month of June
of the coming year.

Projections

The planned work is considered
as very urgent, for the Port of Cal-
lao, for security reasons, attention
to passengers, facilities on service of
luggage, and more flexibility on piar
operations, traffic and cargo move-
ments.

The class of the work, as well as
the biggest of the investment, will
place the Port of Callao, among
the ones that render best services
and facilities to the sea-transporta-
tion and undoubtedly will increase
the "tourist currents by sea-way.
(Callo, Lima, Empresa Nacional de
Puertos del Peru)

1969 Tonnage

Beaumont, Texas:—The Port of
Beaumont’s 1969 tonnage was well
over the one-million mark despite
the protracted longshoremen’s strike

The Americas

early in the year. The following
statement, released jointly by Ray
A. Coale, President, Board of Port
Commissioners, and John H. Groh,
Port Director, sets forth the details:

During 1969 all facilities of the
Port of Beaumont handled a total
of 1,321,257 tons of cargo, compar-
ed to 2,162,827 tons in 1968.

Due to the longshoremen’s strike,
the grain elevator and the Carroll
Street general cargo facilities (Ship
Berths 8, 9, and 10) were shut
down from January 1 to April 13,
1969, and the Main Street general
cargo facilities operated during
that time only on military cargo,
mostly at Ship Berths 2 and 3, with
Ship Berths 1, 4, 5, 6, and 7 shut
down. (“Welcome Aboard”, Jan-
Feb., 1970)

.A.P.P.

Boston, Mass., March 10: —
Waterfront lawbreakers have been
causing losses estimated in the
millions every year at North
American ports. But they are about
to feel the impact of new stepped
up security operations in-the ports
of the United States and Canada
as a result of a new police organi-
zation being formed in Boston to-
day and tomorrow.
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San Francisco, Calif.:

California ports complimented the U.S. Army

Corps of Engineers for fostering development of harbors and channels
with an award to recently-retired Brig. General William M. Glasgow,
South Pacific Division Engineer. Receiving the commendation from
Lawrence L. Whiteneck (left), chairman of the California Marine
Affairs Conference, was Mrs. Glasgow (General Glasgow was absent
on a new East Coast assignment). Lt. General Frederick J. Clarke
(right), chief of the Corps of Engineers, took part in the recent San
Francisco World Trade Club ceremony. (Marine Affairs Conference

News Release, Feb. 3, 1970)

About
from the
Rico are

50 port security officers
two countries and Puerto
expected to organize the
International Association of Port
Police during their session at the
Hotel Sonesta at Boston-Logan In-
ternational Airport.

The gathering is being hosted by
Massport and Troop F of the
Massachusetts State Police, station-
ed at Logan. In addition to its law
enforcement duties at the airport,
the troop has been providing
security at the waterfront facilities
owned by Massport since April
1968.

The two-day organization meet-
ing is an outgrowth of previous
discussions of the problem of water-
front security by law enforcement
officials and a symposium on the
problems of cargo protection and
port security held in Toronto in
December 1968.
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“The principal benefit of the
Toronto meeting was the revelation
that the problems of cargo protec-
tion in each port are strikingly
similar and international in scope,
and that cargo protection would be
greatly enhanced through the
cooperative efforts between the port
police of all ports of the world,”
Capt. Robert E. Herzog, com-
manding officer of the state police
troop at Logan, said.

Captain Herzog, who has com-
manded Troop F for the past de-
cade is active in port security as a
member of the panel on the preven-
tion of crime in transportation of
the American Association of Port
Authorities. Under his “direction.
Troop F recently spearheaded
formation of the Logan Airport
Security Action Council to combat
air cargo pilferage at the world’s
eight busiest airport.

During the session, the law offi-
cers will follow up on recommenda-
tions of a steering committee form-
ed at the symposium.
Scheduled speakers include Edward
J. King, Massport executive direc-
tor; Captain Herzog; Don Cassidy,
director ports and
security of the National Harbours
Board of Canada (NHBC); Howard
Mann, NHBC chairman; Thomas
F. Jones, director of law enforce-
ment of the Waterfront Commission
of New York Harbor; and George
M. Murphy, chief of police of
Oneida, New York, second vice
president of the International As-
sociation of Chiefs of Police, and
executive secretary of the New
York State Chiefs of Police.

Toronto

general of

Formation of the association is
scheduled to take place Wednesday
during a business meeting sched-
uled to last all day.

New Chairman of NFTA

Buffalo, N.Y.:—William E. Mil-
ler of Lockport has been appointed
by Governor Rockefeller to be
chairman of the Niagara Frontier
Transportation Authority. Mr. Mil-
ler replaces Charles R. Diebold who
resigned because of private business
commitments. In appointing Mr.
Miller to the post, Governor Rocke-
feller said, “He will be of inestim-
able value to the members of the .
authority.” He has been a member
of the authority since its inception

in 1967.

The new chairman was the Re-
publican nominee for Vice Presi-
dent of the United States in 1964.
As a political leader, Mr. Miller
served with distinction in the House
of Representatives for nearly 14
years and simultaneously compiled
an unbroken string of political
triumphs and achievements virtual-
ly unequaled by anyone in public
life. While a member of Congress
and a prominent member of the
House Committee on Judiciary, he
played a major role in the guidance
of legislation affecting both the
courts and security of the nation.
(Port of Buffalo Progress Bulletin)
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Matson Container Terminal

Los Angeles, Calif.:—Another
major step in the development of
the Matson Container Terminal at
the Port of Los Angeles was taken
today (January 28) with the
awarding of a construction contract
for a one-story shop building and a
four-story office and observation
tower.

The Los Angeles Board of Harbor
Commissioners awarded the con-
tract to Fred A. Arnold, Inc., of
Los Angeles, in the amount of
$1,385,339 which was the lowest of
six bids.

The Matson Navigation Com-
pany, which will lease the new facil-
ity when it is completed, reviewed
and concurred in the plans for these
buildings.

Construction of the new struc-
tures, as a part of the overall project,
is to be completed within 210
calendar days. (Port of Los Angeles)

Barkerding Goes Swinging

New Orleans, La., February 13:—
A trade development trip to key
Oceania and Far FEastern points,
featuring a planned expansion of the
port’s permanent sales and trade
promotion staff in that territory,
gets underway February 13 with the
departure, enroute to Sydney, Aus-
tralia, of Robert R. Barkerding, Sr.,
Executive Port Director and General
Manager. Considerable publicity
will also be given to the port’s 30-
year GENTROPORT USA master
plan.

Barkerding will be met in Sydney
by Allen V. Junkin, the port’s Far
East trade director who operates
from Tokyo, and following activities
in Sydney the two will proceed on an
itinerary which includes calls in Mel-
bourne, Singapore, Manila, Hong
Kong and Tokyo.

Barkerding described the points to
be visited as “outstanding and vital
markets and distribution centers for
trade via New Orleans”, and added
that the appointment of a new trade
development representative for the
port to serve both Australia and
New Zealand will be announced
while he is in Australia.

“It is possible,” he added, “that
we will also announce expansion of
our Tokyo staff while we are in Ja-
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pan, which is necessary to keep pace
with the increasing trade between
the United States and countries in
the Asian and Far Pacific range.”

Meetings have been scheduled
with steamship officials, exporters,
importers and key government re-
presentatives at each point of the
trip. While in Japan, Barkerding
will confer with Masao Anzai,
president of one of Japan’s leading
industrial firms, concerning the
Japan-Louisiana  Association, a
businessmen’s mutual understand-
ing and trade promotion organiza-
tion formed in New Orleans last
year when Anzai toured the South
as head of a Japanese economic mis-
sion. Governor John J. McKeithen
and Mayor Victor H. Schiro are
honorary chairmen, and Barkerding
serves as founder chairman of the
group.

Barkerding will be a featured
speaker and panelist before the Sec-
ond Far Eastern International
Transportation Conference of the
National Defense Transportation
Association on March 10, at the Hil-
ton Hotel in Tokyo. Attendees will
be composed of high officials of U.S.
steamship and air lines, port au-
thorities, and their Japanese coun-
terparts.

A total of 19 per cent of the port’s
foreign commerce tonnage and 17
per cent of its value was conducted
with the countries to be visited, ac-
cording to 1968 Department of Com-
merce figures.

Twenty-three steamship lines offer
scheduled sailings between New
Orleans and the Far East.

Japan leads all world nations in
both tonnage and dollar value of im-
ports and exports via New Orleans,
with over 2.1 million tons and 325
million dollars.  Australian trade
with New Orleans totals 175 thou-
sand tons valued at 55 million dol-
lars, while New Zealand accounts
for 13,000 tons valued at 4.3 million.
New Orleans’ trade with the Philip-
pine Islands totaled 150,000 ton
valued at 32 million dollars. Trade
between Hong Kong and New
Orleans totaled 43,000 tons valued
at 16 million dollars, and Singapore
had 15,000 tons valued at 5 million
dollars. (Port of New Orleans)

The Americas

Telegraphic Request
New York, N.Y., Mar. 5—The

following telegram was sent today
by Austin J. Tobin, Executive Di-
rector of The Port of New York
Authority to J. Curtis Counts, Di-
rector of the Federal Mediation and
Conciliation Service:

“J. Curtis Counts, Director
Federal Mediation and Concilia-
tion Service

Washington, D.C.

Negotiations between tug boat
operators and Local 333 AF.L.-
C.I.O. have failed to end 34-day
strike. Cargo and passenger ves-
sels are suffering considerable
delay and risk of damage in eff-
forts to supply the public with
essential commodities. As the
agency responsible for promotion
of tonnage and commerce for the
Port of New York, we earnestly
request you offer your personal
services to the bargaining parties.
I believe your personal participa-
tion would aid in early settlement.

Austin J. Tobin

Executive Director

Port of New York Authority”

(News from The Port of New
York Authority)

Container Service

Portland, Oregon, March 9: —
The Portland (Oregon) Commis-
sion of Public Docks has asked the
Federal Maritime Commission to
hold public hearings on an agree-
ment filed with the FMGC by six
Japanese steamship lines which have
formed into three groups to provide
containership service to the U.S.
West Coast.

Basis for the Dock Commission’s
hearing request is the Japanese
lines’ statement in' the agreement
that they intend to “inaugurate a
full containership service in the
trades between Japan and Oregon
and Washington ports”. The Dock
Commission is dubious that the
Japanese lines intend to provide
service to Oregon ports. Such serv-
ice will be provided to Puget Sound,
it was announced late last year. It
Is to present arguments to secure
service to Portland that the public
hearing has been requested.

31



The Americas

Andrew J. Cook, Chairman of
the Dock Commission, responded to
recent newspaper reports that
Portland has lost the Japanese con-
tainership trade. “No final decision
has been made in Japan”, he said.
“Certain recommendations have
been made on the planning levels to
Presidents of the six Japanese lines.
These executives are studying the
matter closely and the door has not
been closed on Portland.”

Cook said the Dock Commission
proposes to take every step open to
it to seek a favorable decision.
“This is why we are asking the
Maritime Commission for the hear-
ing”, he said.

He noted that the Dock Commis-
sion’s efiorts to secure containership
service extend back more than two
years. Thomas P. Guerin, Commis-
sion General Manager, and Curtis
A. Smith, Operations Manager,
have made several trips to Japan
for direct talks with the lines’ offi-
cials and staff.

“Portland has invested heavily in
container facilities,” Cook said.
“Our newest terminal, which is
now ready for service, cost about
$8,000,000 and is the most modern
on the Pacific Coast”. He noted
that the Commission has purchased
two Japanese-built container cranes,
one of them almost four years ago,
and has planned and built for high-
speed, efficient container handling
and ship turnaround capability.

The Dock Commission’s efforts
have been supported strongly by all
levels of business and government.
On one trip last year, Guerin was
accompanied by Mr. Leland John-
son, a Vice-President of the Port-
land Chamber of Commerce. Ship-
pers have confirmed their use of
Portland as a port of entry for
heavy incoming movements - of
Japanese merchandise destined for
local and overland markets. Simi-
lar confirmation has been given for
vital backhaul tonnages.

Mr. John M. Fulton, former
Dock Commission Chairman, now
Director of the Oregon Department
of Transportation, has given his
active support to the Dock Commis-
sion’s efforts. Oregon Governor
Tom McCall has cabled his con-
cern to Presidents of the Japanese
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lines and to the Japanese Ministry
of Transportation. Similar support
has been given by Oregon’s Sena-
tors and Congressmen, and by the
United  States Department of
Transportation.

Strong support has been express-
ed by the Mayor of Portland, the
Chamber of Commerce, on behalf
of labor through the AFL-CIO
and the longshoremen’s union
(ILWU Local 8), and by shippers
and receivers of heavy volumes of
Japanese tonnage.

Cook said that all will continue
to express their support and he
pledged the Dock Commission’s
continuing effort to secure the
trans-Pacific containership service.
(Portland  Public Docks News
Release)

Rail Line Merger

Portland, Ore., February 3:—The
merger of the northern rail lines as
approved by the United States
Supreme Court will vastly strength-
en Portland’s position as a major
seaport, Andrew Cook, Chairman
of the Commission of Public Docks
said today.

“The merger not only adds an-
other line to Portland, the Mil-
waukee, but opens Portland to
more fully competitive rates with
Puget Sound ports on the northern
routes,” Cook said. ‘“Portland will
continue to be served by more
transcontinental railroads than will
any other port on the Pacific Coast,
thereby giving shippers greater
flexibility of routing and car sup-
pIY.”

Cook pointed out that under past
practices, although the SP&S rail-
road is jointly owned by Great
Northern and Northern Pacific,
those northern lines preferred to
move freight on their own “long
haul” lines directly between inland
points and Puget Sound rather than
to split the revenue with the other
line when freight was routed via
Portland over SP&S tracks with
connections at Spokane and Pasco.

The merger will .give, Portland
“long haul” status on the northern
routes, Cook said, eliminating an
artificial and technical but very real
problem for Portland in the matter
of ocean borne, overland cargoes.

“Portland’s historic seaport posi-
tion as a key transportation and
distribution center will have been
materially enhanced when final
operations stages of the merger are
accomplished,” Cook said.

The Dock Commission chairman
congratulated the presidents of the
affected lines, John M. Budd of the
Great Northern, Louis W. Menk of
Northern Pacific, and William G.
Quinn of Chicago, Burlington and
Quincy; and N. S. Westergard,
SP&S vice president, for their un-
tiring efforts in bringing about the
merger. (Portland Public Docks
News Release)

Big Container Crane

Savannah, Ga., March 6:—Right
on schedule, the giant crane for the
Georgia Ports Authority’s new con-
tainer facility arrived dockside
March 6th at the G.P.A’s Savan-
nah terminal.

The shipment arrived on board
the M.V. LICHTENFELS from
Bremen, Germany and consisted of
199 pieces weighing a total of
1,530,738 pounds.

The Container Crane, the larg-
est in the U.S.A., was purchased
from the Kocks Pittsburgh Corpo-
ration in Pittsburgh and built by
Kock’s parent company in Bre-
men, Germany.

The crane will be erected on the
Authority’s new $5 million con-
tainer facility at the Garden City
terminals in Savannah. It will take,
according to a GPA spokesman, ap-
proximately ten weeks to erect the
Crane.

The high-speed Container Crane
will have a capacity of 90,000
pounds at an extended reach of
1131, feet, either seaward or land-
ward.

The gage of the gantry rails of
the new crane will be 90 feet with a
clearance under the boom of 107
feet. Lift above rail elevation will
be 72 feet, and below rail, 58 feet.
Diesel electric powered, the crane
will have a full load hoist speed of
100 FPM, a trolley travel speed of
400 FPM and a travel speed of 150
FPM.

The container terminal will cover
over 20 acres and provide paved
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storage for over 3,600 forty foot
containers.

J. D. Holt, Executive Director of
the Georgia Ports Authority, com-
menting on the future of the Au-
thority’s container program said,
“Three factors assure the Port of
Savannah leadership in South Atlan-
tic container traffic. First, Savan-
nah handles substantially more
general cargo today than any other
competing port in the South Atlan-
tic, much of which can, and will be,
containerized. Second, Savannah is
located in the direct center of the
South Atlantic range providing a
vast natural hinterland funnel for
containerized cargo at great savings
to the shipper. And finally, with
the arrival today of this mammoth
container crane, Savannah will be
ready in June for full container
service at least nine months or a
year ahead of any South Atlantic
competition.” (Georgia Ports Au-
thority News Release)

OCP Forwarding Combine

Seattle, Wash., January 21:—]Ja-
pan Intermodal Transport Co.,
Ltd., a newly-formed combine of
four large warehousing and freight
forwarding firms in Japan, has
selected Seattle as its U.S. head-
quarters and operations port for
warehousing and forwarding im-
port and export cargo. A team of
Port of Seattle officials returned
from Japan today to announce the
signing of an agreement for the use
of the Port’s new Terminal 115,

now under construction on the
Duwamish River.
Operations will start late this

year upon completion of the Ter-
minal 115 facilities. In addition to
its Seattle headquarters, Japan In-
termodal Transport Co. will estab-
lish sales offices in Chicago and New
York. Much of the cargo handled
by the combine will be destined for
the OCP (overland common point)
territory of the U.S. midwest and
east coast.

The agreement, which was signed
in Nagoya on January 14, marked
the culmination of nearly a year of
negotiations between the Port of
Seattle and the four Japanese firms,
Towa Warchouse Co. of Yokosuka
and Yokohama, Meiko Warehous-
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Container Crane

The “Americas

at Savannah

Two of the Georgia Ports Authority’s gantry cranes unload a part
of their big brother from the German freighter, M. V. LICHTENFELS.
When all 199 pieces of the Container Crane are put together at the
Authority’s Savannah terminal, it will be the largest (over 15 stories
high) in the U.S.A. GPA officials say it will take 10 weeks to assemble
big Little Brother. (Georgia Ports Authority)

ing Co. of Nagoya, Omori Ware-
housing Co. of Kobe and Keihin
Warehouse Co. of Tokyo and Yo-
kohama.

The Port of Seattle officials han-
dling the negotiations included
Taul Watanabe, Director of Far
East Trade, A. H. Yoshioka, Plan-
ning Director, and Richard D. Ford,
Legal Officer.

Representing the Japanese firms
were N. Tanikawa, president of
Towa, G. Takahashi and 1. Torii,
chairman and president of Meiko,
T. Hayashiya, executive director of
Omori, and T. Morimota, president
of Kehin. The firms, in addition to
being major warehouse operators,
also act as agents in Japan for a
number of Japanese and U.S. steam-
ship lines.

A number of officials of the Japa-
nese firms visited Seattle during
1969 to inspect the Port’s facilities.
Choice of Terminal 115 for a ma-
jor portion of the combine’s opera-
tions resulted in an accelerated
program of construction on the 81

acre site. A contract for $2,785,000
has been let to General Construc-
tion Co. covering demolition, dik-
ing, filling and surfacing the yard
area and construction of a 1,200-
foot ship berth. December 15 is the
target date for completion.

Port of Seattle officials consider
the agreement a major step in fur-
thering trade between Japan and
the United States. As far as is
known, no other American port
has such an agreement. (Port of
Seattle)

Prevention of Pollution

Melbourne:—Constant  vigilance
to prevent pollution in the Port of
Melbourne, particularly by oil, is
paying dividends for the Authority
in the slowly decreasing incidences
of pollution.

Pollution by oil is a problem
which port authorities throughout
the world are trying to meet and
solve, and in Melbourne during
1969 — which covers one financial
year of the Port Authority—112 re-
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ports of oil pollution were investi-
gated. As a result five prosecu-
tions were launched in the courts, of
which four were successful. Pro-
secutions — under the Navigable
Waters (Oil Pollution) Act of
1960—in three further cases al-
leging offences committed during
1969 will come before the Courts
this month.

In respect to the number of re-
ports received for the year, it has
been established over many years
that one single incidence of pollu-
tion is frequently the subject of
several separate reports so that the
total number of 112 reports cannot
be taken to be 112 separate incid-
ents of pollution.

In the Port of Melbourne, pre-
vention of pollution and investiga-
tions of alleged offences are carried
out by the Security Section of the
Port Emergency Service, and since
1960, when the Navigable Waters
(Oil Pollution) Act was passed by
the Commonwealth and State
Governments, prosecutions by port
officers have been laid under the
State Act instead of the Port Au-
thority’s own regulations as in
previous years.

On the question of pollution of
all types, including oil, the Chair-
man of the Port of Melbourne, Mr.
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V. G. Swanson, said last month that
the Authority was the recipient of

trade waste from many industrial
premises and installations outside
its jurisdiction. The waste came by
way of common drains, creeks and
rivers — including the Yarra and
Maribyrnong—beyond the port’s
territory, and this made it most
difficult for port officers to trace
the sources of pollution.

Mr. Swanson said it was felt that
the authorities responsible for areas
outside the port’s territory could be
more active in legislating for the
prevention of pollution, and also in
policing existing legislation.

He also felt that more could be
done to prevent the discharge of
matter which polluted rivers and
streams passing into drains in areas
under the jurisdiction of these au-
thorities. Mr. Swanson said he felt
that pollution should be prevented
at its source and that pollution
should be detected when it passed
into drains rather than delay detec-
tion until the waste reached the
port area.

He also felt that, in areas outside
the Port Authority’s jurisdiction,
legislation should provide for com-
pulsory inspection pits in easily
accessible areas on industrial pre-
mises, which would make it possible

Melbourne Port

RAILWAY  YARDS

to inspect all drains leaving these
premises and installations in the
event of pollution, or incidences in
which pollution was suspected.
(Melbourne Harbor Trust
Gazette, Feb. 1970)

Road Network

Melbourne:—Work has started
on the second stage of a major road
development project in the Swan-
son Dock-Appleton Dock area of
the port, which will completely
change the topography of this area
mnto what could now almost be
called a “closely settled” industrial
complex.

Contracts for part of the second
stage-—amounting to approximately
$163,000—were let at the beginn-
ing of the year, bringing the total
road development cost to date to
nearly half a million dollars over
the past three years.

The character of the Swanson
Dock-Appleton Dock area is chang-
ing rapidly in line with changes in
the cargo handling activities at the
two dock systems, as the cargo
handling associated with containeri-
sation and unitisation requires an-
cillary landbased terminals and de-
pots to gain the maximum effici-
ency.

Prior to 1966, when Swanson

Port
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Dock was carved out of the land in
this area, the entire 300 acres of
land had been partially reclaimed
from former swamp land pending
ultimate port utilisation. The Ap-
pleton Dock system comprising 5
berths was the first major port
development in this region and
construction of this system was be-
gun in 1954.

The development of container
and unitload ships and cargo handl-
ing methods was much more rapid
than could be anticipated, and the
land area, with its new network of
access road and link roads, is now
becoming of greater importance
than the dock systems themselves.

The new and existing roads in
the region are all port roads which
were built, maintained, and con-
trolled by the Melbourne Harbor
Trust Commissioners — the Au-
thority for the Port of Melbourne.
Up to the present there are nearly
18 miles of port owned roadways,
and the increasingly extensive road
network in the port area is also in-
cluded in street directories of the
City of Melbourne. In line with
the policy of the Commissioners all
roads are named after serving and
former Commissioners.

Two roads, Mackenzie road and
Kermode road are named after
former Chairmen and Commission-
ers. Kermode was Chairman and
a Commissioner from 1934-40, and
Mackenzie, Chairman  1940-60.
Commissioners who have had streets
named after them include one of the
present Commissioners, Sir Charles
McKay, who first joined the Port
Authority in 1956. Others were
Boyd, 1913-1941; Cowper, 1884-
1905; Cummins, 1954-60; Dahlen-
burg, 1950-53; Gibbons, 1951-58;
Mountain, 1883-1906; Oliphant,
1953-58; Phillipps 1958-65; Sud-
holz, 1953-56; Swanton, 1958-64;
and Trevella, 1964-65.

One other road has been named
after Sir John Coode, the prominent
British engineer, who the Commis-
sioners of the newly-appointed Mel-
bourne Port Authority in 1877
decided to bring out to Melbourne
to advise and plan a comprehensive
port development for the growing
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Victorian capital established only
42 years earlier.

Port facilities in the River Yarra
and in the Port of Melbourne and
Williamstown area of Port Phillip
Bay at the time were no longer ade-
quate to meet the demands of the
growing volume of shipping and
trade.

Much of the present layout of
the Port of Melbourne is according
to the original plan submitted by
Coode to the Commissioners in
1879.

New port roads in stage two of
the overall project which are sched-
uled for completion this year are the
remaining portion of Coode road,
Swanson Dock road, McKay road,
and the remaining portion of
Phillipps road. (Melbourne Harbor
Trust Port Gazzett, Feb. 1970)

Container Terminal

Sydney, 10th February: — The
first ship to use the “Common Us-
er” Container Terminal provided
by the Maritime Services Board at
No. 4 Berth, White Bay, was the
Farrell Line ship, “Austral Pilot”
under the agency of Wilh Wilhelm-
sen Agency Pty. Ltd. which com-
menced to. load and unload con-
tainers there today.

In announcing this today, the
President of the Maritime Services
Board, Mr. W. H. Brotherson, in-
dicated that although the vessel is
not a cellular container ship, the
number of containers carried by it
warranted the Board placing it at
the Container Terminal to use the
specialised facilities there.

He said that some sixty odd con-
tainers would be handled including
some of the 40 ft. variety.

Mr. Brotherson explained that
the Port of Sydney is the only Port
in Australia to provide a “Common
User” Container Terminal operated
by a Port Authority.

He mentioned that the labour
for the operation will be provided
by Patrick Stevedoring Co. Pty.
Ltd. on a contract basis with the
Board as owner and operator of
the Terminal.

He said that No. 4 White Bay,
which embraces an overall area of
11 acres will offer an alternative to
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the adjacent terminal (Nos. 5/6
White Bay) operated by Seatainer
Terminals Ltd. to the east of the
Board’s terminal.

The equipment on the “common
User” Terminal includes an ASEA
wharf mounted crane with a ca-
pacity of 45 tons. The crane is
capable of lifting two 20 ft. con-
tainers at a time or one 40 ft. con-
tainer.

Four skeletal trailers with tow
motors are employed together with
a side loader for the movement of
the containers between the various
modes of transport.

The area will be served by gan-
try cranes each spanning 74 ft. and
mounted on rubber tyres enabling
them to be moved around the area
and provide flexibility.

Each of the gantries is designed
to allow of containers being stacked
six abreast and up to three high and
over 1,000 container can be han-
dled at one time at the Board’s
Terminal.

The mobile gantries, have been
ordered and will be delivered ready
for operation in September when
the European cellular container
ships are due in the Port of Sydney.

In making the announcement,
Mr. Brotherson indicated that a
great deal of work and organisation
had been involved in setting up the
“Common User” concept, but the
Board was pleased to record that
the problems had been overcome
resulting in a unique facility by
world standards and the only one
of its kind in Australia. (The Mari-
time Services Board of N.S.W.)

Ship Smoke Control

Sydney, 30th January: — Regula-
tions covering the emission of
smoke from ships in port were
gazetted today.

This was announced in Sydney
by Mr. W. H. Brotherson, President
of the Maritime Services Board,
who said that the new Regulations
are known as the “Port Authority
Smoke Control Regulations,
N.S'W.”. Mr. Brotherson said that
the Regulations will come into ef-
fect immediately.

He said they are designed to
cover the emission of dark smoke
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from ships and are based on a
standard known as the Ringelmann
Scale.

He said that five standards are
provided in the scale ranging from
0 to 4.

Standards 0 and 1 cover light
coloured smoke, whilst 2, 3 and 4
cover varying standards of intensity
of dark smoke.

Mr. Brotherson said that smoke
which is light in colour and is
covered by standards 0 and 1 is
permitted under all circumstances
but the Regulations prohibit the
discharge of smoke darker than the
standards shown in the chart as
number 2 and 3 under certain de-
fined circumstances whilst smoke of
the standard of 4 in the scale is
completely prohibited.

He said that the blowing of tubes
is permitted only with the appro-
val of the Board.

Mr. Brotherson pointed out that
there are certain coal burning ves-
sels which have operated in the port
for an extended period and these
will need to be specially considered
by the Board. He said the Board
will see that the spirit of the Re-
gulations is preserved without caus-
ing undue hardship to the opera-
tions of these vessels for an interim
period.

A minimum penalty of $200 is
provided for a breach of the Re-
gulations. (The Maritime Services
Board of N.S.W:)

5 Container Cranes

Tokyo: — IHI has
lump order from the Transocean
Gateway Corp. (TGC) of the U.S.
for five container cranes each with
a 40-ton lifting capacity.

The TGC is a terminal com-
pany operating under the Ameri-
can Export Isbrandtsen Lines Inc.,
a well-known shipping firm.

received a

Four of the five cranes ordered
will be installed at the new terminal
located in Staten Island, New York,
which is used exclusively by Is-
brandtsen Lines, while the one of
them will be installed at the
Isbrandtsen Lines’ container ter-
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minal at Long Beach, California.

IHI clinched the order as a
result of hard negotiation with
TGC in competition with leading
manufacturers of the United States
and Europe.

The cranes are to be shipped
from Japan and delivered to the
above site from October, 1970 to
March 1971. The installation of
the cranes will be undertaken by
local firms. (IHI Bulletin, February)

400,000-dwt Tanker

Tokyo:—IHI has concluded a
provisional contract for building a
400,000-DWT _ class tanker with
Globtik Tankers, Ltd., London.

Globtik Tankers, Ltd. and IHI
are to make a final decision on the
and the
formal contract is scheduled to be
signed in the spring this year.

The 400,000-DWT tanker will
be chartered on a long-term basis
by the Tokyo Tanker Company, a
Japanese shipping firm. It will be
built based on the specifications of
a 372,000-DWT tanker already or-
dered from IHI by Tokyo Tanker
Company.

To be built at IHI Kure Ship-
yard, the ship is expected to be
completed in the spring of 1973.
(IHI Bulletin, March)

tanker’s  specifications,

Penang Visited By
President & S.G.

Penang:—The Penang Port Com-
mission was honoured recently, by
the visit of the President of JAPH
Mr. V.G. Swanson and Mrs. Swan-
son and the Secretary-General, Mr.
Toru Akiyama. Mr. Akiyama was
accompanied by Messrs. Shigehiro
Kusu and Takuji Nakanii of JAPH
Secretariat, Tokyo.

They were in Penang from 13th
to 16th February, 1970 after at-
tending the inter-conference meet-
ing of the TAPH Executive Com-
mittee held in Singapore from 10th
to 12th February, 1970.

Mr. and Mrs. Swanson and Mr.
Akiyama, were met at the airport
by the Chairman of the Penang

Port Commission, Dato Laksamana
Haji Md. Razalli and the General
Manager, Inche Ismail b. Ngah
Marzuki, on 13th February, 1970.

A crowded programme was
drawn up for the guests by the
Penang Port Commission. The pro-
gramme included a tour of the Port
installations both on the Island and
mainland side of the harbour. Ac-
companied by the Chairman, Gen-
eral Manager and Heads of Depart-
ments, the guests were taken
around the recently completed But-
terworth Deep Water Wharves on
the mainland. The 57 million
Malaysian dollar project capable of
accommodating five Ocean Car-
riers, is the latest and largest devel-
oped project undertaken by the
Penang Port Commission. The
guests were shown the two berths
specially built for container traffic,
and the extensive land reserved as
marshalling yard for containers.
Mr. Swanson and Mr. Akiyama
were impressed with the layout of
the whole area, and commended
the Port Commission for it’s far-
sighted policy in providing for con-
tainer traffic at the new Wharves.

Accompanied by the Chairman
and General Manager of the Penang
Port Commission, Mr. Swanson
and Mr. Akiyama paid a courtesy
call on the Chief Minister of
Penang, Dr. Lim Chong Eu at his
office. Later they called on the
Governor of Penang, Tun Syed
Sheh Barakbah and his wife, Toh
Puan Sharifah Fatimah at their
residence.

Mr. Swanson and Mr. Akiyama
also had discussion with members
of the Commission and senior Port
officers on port development, par-
ticularly in this part of the world.

The guests were taken on a tour
of the city and to many of the tour-
ist attractions on the Island of Pe-
nang, such as the Snak Temple, the
Aquarium and the Botanical Gar-
dens. The tour included a visit to
Penang Hill, 2000 ft. above sea level
from which vantage point they had
a bird’s eye view of the whole city
and harbour. (Penang Port Com-
mission)
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Visit of IMCO Official

Karachi: — Mr. Leighton of
I.M.C.O. visited the Karachi Port
on 18th November, 1969 and called
on the Chairman, K.P.T. He ex-
plained the working and functions
of the LM.C.O. and discussed the
problems of mutual interest.

The Chairman, K.P.T. outlined
the Ports development programme
and the future planning strategy.
Mr. Leighton was gratified to learn
from the Chairman, K.P.T. that
the Karachi Port had trained Pilots
from Somalia, and requested the
Chairman if such facilities could
- be made available for training of
Pilots from other under-developed
friendly countries. The Chairman,
K.P.T. agreed that K.P.T. would
offer similar training facilities in
the future.

During discussions with the Chair-
man, K.P.T. Mr. Leighton stated
that the I.M.C.O. would be in posi-
tion to provide training facilities
for Pilots of Karachi Port for the
handling of large mammoth tank-
ers for the Port future Bulk Oil
Terminal. Mr. Leighton assured
the Chairman, K.P.T. that I.M.C.O.
would offer training fellow-ship for
K.P.T. Officers. Later, Mr. Leigh-
ton was conducted around the
Port on board the tug “FIR-
DOUSI” and shown the Port’s new
development schemes and Opera-
tions. Mr. Leighton during his
visit to the Port was accompanied
by Mr. Zakaullah, Nautical Ad-
visor, Directorate General of Ports
& Shipping. (K.P.T. News Bulle-
tin, December 13)

Pipeline from Rotterdam

Antwerp: — Negotiations regard-
ing the building of this oleoduct are
likely to be completed after also the
Netherlands Government gave their
assent.

If our understanding is correct,
the next move will be the setting
up of a company, having its re-
gistered office in Antwerp under
the style of RAPL (=Rotterdam-
Antwerpen Pijpleiding), the task
of which will be the laying down of
the piping. Both the Belgian and
the Netherlands Governments will
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see to it that the administrative
proceedings, being inherent in the
granting of the concessions, become
properly accelerated.

This must logically entail that
any fresh complications will be
avoided and, this being the case, it
is anticipated that the pipeline will
be quite ready to be operated as
from the second quarter of 1971,
which date is, however, some 15
months later than originally ex-
pected.

The pipeline is to provide sup-
plies to four oil companies in Ant-
werp, viz. Esso, British Petroleum
and Petrofina (jointly operating the
SIBP-refinery), R.B.P. and also the
Chevron-refinery the erection of
which is contemplated at Feluy.
(Antwerp Port News, January)

ICHCA-U K.

London:—The implications of a
predicted 40 to 60 per cent increase
in world trade within ten vyears,
the standardisation and simplifica-
tion of cargo document systems and
an address by the recently announc-
ed Chairman-designate of the pro-
posed National Ports Authority are
the highlights of this year’s Inter-
national Cargo Handling Co-ordi-
nation Association
London.

To be held at the London Hilton
on June 4th and 5th, the conference
will have as its theme ‘International
Cargo Handling in the 70s’. It is
being organised by the U.K. Nation-
al Committee of I.C.H.C.A.

On the first day the conference
will be opened by the Lord Mayor
of London after which port, ship-
ping and land transport experts
will deal with the problems arising
from the expected world trade in-
crease before the end of the 1970s,
in line with the UK. Committee’s
aim to ensure that the implications
of such an increase are fully real-
ised by all concerned. The introduc-
tory paper will be given by Mr. P.
E. Cangardel, President of the
Union Industrielle et Maritime on
the subject ‘Growth of World
Trade, 1970~80’. The other papers
to be delivered on June 4th will be
‘Developments in Australian and

conference in
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Far FEast Ports’, by Mr. E.A.C.
Howells, E.R.D., Chief Docks Man-
ager of the British Transport Docks
Board, Southampton; ‘Develop-
ments in Sea Transport’, by Dr.
E.C.B. Corlett, Managing Director
of Burness, Corlett and Partners
Ltd. and ‘Developments in Land
Transport’, by Mr. T.R.V. Bolland,
Assistant Managing Director of
Freightliners Ltd. Discussions will
follow all papers.

On the morning of the second
day, members of the Simplification
of International Trade Procedures
committee (SITPRO), introduced
by the Rt. Hon. Lord Thorney-
croft, P.C., will explain the findings
and recommendations of their re-
cently published report.

Mr. G.H.B. Cattell, Director,
Manpower and Productivity Serv-
ice, Department of Employment
and Productivity and chairman of
the National Modernisation Com-
mittee for the Ports Industry will
sum up the conference.

On the evening of the 4th June,
a formal dinner for all conference
delegates will be held at the Hilton
Hotel when the main speaker will
be Mr. Peter Parker, M.V.O.
Chairman-designate of the proposed
National Ports Authority.

The conference is being arranged
in association with the 4th Inter-
national Container Services &
Equipment Exhibition to be held
at Olympia, London between Ist
and 5th June, 1970.

Container Terminal

Glasgow, 4th March:—The rapid
build-up of container traffic has
prompted the Clyde Port Authority
to seek Government approval for a
£114 million extension to the Clyde-
port Container Terminal at Green-
nock.

Plans have been made to extend
the 850-foot quay by 330 feet, to
add a further six acres to the 22-
acre container parking area, and to
provide a third container trans-
porter crane and more straddle
carriers so that two vessels may be

berthed and worked simultane-
ously.

Hapag-Lloyd Container Lines are
the terminal’s newest customers
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with a weekly service to New York
and Philadelphia commencing in
mid-March. U.S. Lines and ACL
already operate weekly services to
New York, Baltimore and Norfolk.

Head-Donaldson  Liners have
three-weekly sailings to Canada,
scheduled to become weekly in
April through a joint operation
with CP Ships in association with
Manchester Liners.

Meanwhile, the Authority is
negotiating for more services with
a number of other container lines
which are becoming increasingly
aware of the advantages of using a
deep-water terminal with sheltered,
fog-free approaches in a port with
an enviable record for good labour
relations.

The increase in traffic will be
further affected by the commission-
ing this summer of a Freightliner
railhead bringing trains loaded with
containers from any part of the
country to within 200 yards of the
berth. (Clyde Port Authority)

Joint General Manager

Liverpool, 6 February: — Mr.
George W. Brimyard, Freight Man-
ager, London Midland Region of
British Railways, has been appoint-
ed a Joint General Manager of the
Mersey Docks and Harbour Board
as from March 1st next.

In November last it was an-
nounced that the Board had decid-
ed to divide the management
structure under the Director Gen-
eral by appointing Joint General
Managers, each with a specific area
of activity. Mr. James H. Mundy,
who has been with the Board for
40 years, and previously Assistant
General Manager, was appointed
Joint General Manager responsible
for policy and administration and
Mr. Brimyard will be responsible
for commercial and operational
activities.

Mr. George Welsh Brimyard, B.A.

Mr. Brimyard, who is 44 years
of age, is a native of Staffordshire
and was educated at Wolstanton
Grammar School, Staffordshire and
Selwyn College, Cambridge. He
graduated with Honours in 1949
and entered the service of London
Transport Executive in the same
year. In 1951 he was appointed
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Personal Assistant to the member
of the Executive responsible for
rail and road operating and com-
mercial matters. Three years later
(1954) he took charge of the South-
ern Section of London Transport’s
Public Relations Office.

He joined British Railways in
1957 as Public Relations  Officer,
Great Eastern Line, and in 1960
became the District Commercial
Officer, Norwich.

Mr. Brimyard was promoted to
be District Passenger Manager,
Manchester, in 1962 and Divisional
Freight Manager, Manchester, in
the following year. He return to
London in 1965 to become Freight
Marketing Manager, Euston, and
two years later (1967) was appoint-
ed Regional Passenger Manager,
Euston. He became Freight Man-
ager, London Midland Region in
the following year.

Mr. Brimyard is married with a
son and a daughter and is at pre-
sent living in Berkhamstead, Herts.
(Mersey Docks and Harbour
Board)

Corporate Planning
Manager

Liverpool, 2 January: — The
Mersey Docks and Harbour Board
are to form a Corporate Planning
Unit and Mr. Andrew Davidson,
their Personnel Manager, has been
appointed Corporate Planning Man-
ager.

The Board consider it essential
that in view of rapidly changing
trends in sea transport and the in-
creasing capital intensiveness of port
operations, it is imperative to take
all possible steps to ensure that the
Port’s existing facilities are studied
as part of the overall modernisation
programme.

The Director General, Mr.
Robert S.F. Edwards, C.V.O.,
C.B.E., said today, “The Board

have taken this decision because
Heads of Departments are already
fully occupied and the Corporate
Planning Unit will be free-from day
to day departmental responsibility.
Their main function will be to plan
ahead. The Port of Liverpool is
in direct competition with every
other British and FEuropean Port

and its future depends on our
ability to provide a first class serv-
ice at competitive rates. This
means that we have to take a very
hard look at ourselves and see that
our expenditure is made where it
can be most effective and all un-
necessary facilities phased out.”

Mr. Andrew Davidson has been
Personnel Manager since 1962.
Previously he was an Assistant
General Manager and for many
years represented the Board in
London. He is the son of the late
Sir Jonathan Davidson, C.M.G., at
one time City Water Engineer at
Liverpool. Mr. Davidson was edu-
cated at Fettes College and was
commissioned in the Liverpool
Scottish in 1937. During the Second
World War he served in Norway
and with the Central Mediterra-
nean Forces, attaining the rank of
Major. (Mersey Docks and Harbour
Board)

Closing Railway Service

London, 2 March:-—The Port of
London Authority have announced
that after close of work on Friday,
May Ist conventional rail services
direct to individual berths in the
Royal Docks and the India and
Millwall Docks will be withdrawn.

A special link will be retained for
heavy lifts of up to 25 tons gross
weight to the heavy lift berth in
Royal Victoria Dock.

On and after May 4th wagon
load traffic for these docks will be
dealt with by a alternative services
which British Railways Board will
provide. They will be advising
customers about facilities which will
make use of road haulage between
the docks and a suitable railhead.
National Carriers Ltd., in collabo-
ration with B.R.S. (Parcels) Ltd.,
will continue to provide services
for small and middle weight {reight.

Freightliners Ltd., operate daily
services between main industrial
centres of Great Britain and their
London terminals and will, by ar-
rangement, provide road haulage
services between these and the
Royals and India & Millwall Docks.

The PLA have suffered heavy
financial losses on their convention-
al rail system for some years now
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and these can no longer be justified.
The well established transition to
the movement of cargo by contain-
ers and the development of the
freightliner system are resulting in
ever decreasing tonnages over the
conventional dock railways.

The closure of the PLA’s rail net-
work will enable them to develop
the docks to cater more efficiently
for the modern methods of cargo
handling. (news from PLA)

Shareholders’ Meeting

Manchester: — The Manchester
Ship Canal Company announce that
the net surplus for the year 1969
is £1,843,097 after:—

1) bringing back provisions no

longer required from the re-
venue of earlier years total-

ling  £624,233  (including
£310,000 in respect of taxa-
tion}) ;

2) providing £574,726 for de-
preciation, £404,263 to major
maintenance equalisation ac-
counts and £700,000 for taxa-
tion;

3) meeting interest charges of

£701,840;

4) setting aside £53,520 to the
sinking fund for redeemable
loan capital.

At a meeting which took place this
morning the Directors resolved to
recommend to the Shareholders at
the Ordinary General Meeting to
be held on February 27 the follow-
ing dividends:—

5 per cent on the Preference

shares

11 per cent on the Ordinary
shares plus a special payment
of 1.685 per cent out of the
amount brought forward from
1968 and which would have
been paid if dividend restric-
tion had not been in force.

The balance of the surplus has
been set aside as follows:—

£200,000 to a dividend equali-
sation account

£966,344 to general reserve.

Because of a new form of ac-
counts prescribed by the Minister
of Transport no strict comparison
can be made with figures for 1968.
If the provisions brought back
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from earlier years to the revenue
account for 1969 are subtracted the
comparable net surpluses were 1968
— £856,638; 1969 — £1,218,364.
(The Port of Manchester, Febru-
ary 9)

Container Port

Le Havre:—Due to the arrival of
the ATLANTIC CAUSEWAY,
December 5th, 1969, the Port of Le
Havre is now the port of regular
calls of five major world companies
specialized in container transport:
the American companies Container
Marine Lines, United States Lines,
Sea-Land and Moore McCGormack
as well as the European consortium
Atlantic Container Line which
owns the foresighted vessel. The
units of these five companies actual-
ly ensure 25 calls monthly. We
must add to these transatlantic
lines the services between France
and Ireland ensured by the France
Ireland Line and Palgrave-Murphy.

Thus is won the wager that the
Port of Le Havre Authority under-
took several years ago concerning
this controversial means of trans-
portation now accepted as an irre-
versible fact.

The adaptation of the Port of Le
Havre to this traffic includes three
stages:

Ist stage — Foreseeing as soon as
1966 beyond the realities of today,
the Port of Le Havre has installed
at “Quai de la Floride” a berth
suitable for coasters and for large
vessels equipped with their own
gear.

2nd stage—The construction of the
“Quai de I'Atlantique”, equipped in
view of transatlantic and coastal
container traffic only, was begun at
the same time in the extension area
of the “Bassin de Marée” The quay
offers a length of 800 m permitting
the berthing of three large vessels,
a storage area of 12 hectares and
modern equipment including essen-
tially four 40 t gantry cranes.

Jrd stage—Finally, in the new
canalized zone of the port (bassin
Sud-Est) a 1,200m quay will be
built serving an area of 50
hectares. The first of the four
berths could be completed in 1971,
simultaneously with the world’s
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biggest marine lock, giving access
to this quay.

In 1972 seven berths for contain-
er-carriers will be in use and will
permit the Port of Le Havre to con-
firm and to reinforce its rank in
the European Market concerning
the traflic in question.

Standardized Container Traffic at

Le Havre
1966 1,600 units
1967 6,600 "
1968 17,600 ”

1969 31,200  ”

Principal Realizations of the Port in
Favour of Transatlantic Container
Traffic

November 25, 1966—“Quai de la
Floride”, first call of a container-
carrier the CONTAINER DIS-
PATCHER — Container Marine
Lines.

December 27, 1968—First call of a
container-carrier of the United
States Lines AMERICAN LAN-
CER who inaugurated at the
same time the berth n°l of the
“Quai de I'Atlantique”.

October 12, 1969—First call of a
Sea-Land container-carrier the
MOSTANGEN.

November 14, 1969 — The MOS-
TANGEN inaugurates berth n°2
at the “Quai de ’Atlantique”.

December 5, 1969—First call of an
Atlantic Container Line vessel,
the ATLANTIC CAUSEWAY,
inaugurating the linkspan allow-
ing access on board to merchan-
dise transported by lorry, for
which the A.C.L. vessels have
also been constructed.

February 27, 1970 — For the first
time, the “Quai de I’Atlantique”
is completely occupied by three
big  container  carriers, the
MOSENGEN inaugurating berth
n°3.

April 15, 1970 — First call of a

Moore McCormack container-
carrier the MORMACGCSEA. (ex-
pected)

N.B.: This chronology does not take
into account the conventional ves-
sels adapted to container traffic.
(Port of Le Havre Authority)

Record Year 1969

Bremen, February 2:—1969 was
indeed a record-breaking year for
the Ports of Bremen/Bremerhaven.
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For the first time in their history
the total amount of cargo han-
dled exceeded 20 million tons. The
10-million-ton mark was passed in
1955 and the 15-million-ton mark
in 1960. The calculation shows
20.74 million tons—an increase of
1.75 mill. tons or 9% compared
with 1968.

Furthermore it has been calcu-
lated that there was also a re-
markable increase in the turnover
of general cargo by more than 8%
to a total of 11.15 million tons.
This development is partly due to
the fact that the amount of con-
tainer traffic increased to 73,311
containers of the 20°, 35 and 40
types (117926 on 20 feet basis),
which is equivalent to 8208457 tons.
These figures exceed even the op-
timistic estimates made at the be-
ginning of last year. The achieve-
ments of 1968 (46,873 containers
with 464.553 tons) have been ex-
ceeded by 56% with regard to the
number of containers and by 76%
with regard to the tonnage. By
the introduction of the full-con-
tainer service of the Seatrain Lines,
Inc., on the US route at the end
of 1969 and of the liner service of
the Australian Container Service
starting in August of this year the
amount of container traffic will be
increased still further, so that we
can expect a total of more than
90.000 containers by the end of
1970.

As one of ‘the directors of the
Company emphasized, the Bremer
Lagerhaus-Gesellschaft will make
due allowance for this development
in container traffic as well as in
conventional transport and has
made plans for further investments.
On the one hand the Ports of Bre-
men/Bremerhaven have been try-
ing to strengthen their leading posi-
tion in container traffic by building
new specialized berths and facili-
ties on the open sea in Bremer-
haven; on the other hand there
will be an extensive expansion pro-
gramme in the field of conventional
cargo handling. Above all these
investments are intended for the
expansion and modernization of the
present shed facilities. The expan-
sion of the shed No. 20 in the
Neustadt Docks by one further sec-
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tion to a total area about 33,300
square metres is to begin in spring
1970. It is also planned to start
enlarging the consolidated cargo
distribution shed, “Weserbahnhof”,
by about 6,000 square metres to
nearly 19,000 square metres. The
reconstruction of shed No. 17 in
the “Uberseehafen” is also to be
started at this time. These invest-
ment projects should probably be
completed by approximately the be-
ginning of 1971. In addition to
this the Bremer Lagerhaus-Gesell-
schaft will put two further floating
cranes with a lifting capacity of
100 tons into operation in Febru-
ary and April of this year.

After completion of these build-
ing projects the Ports of Bremen/
Bremerhaven will be in a position
to offer shippers as well as shipping
companies an even quicker service
and will be able to adapt them-
selves very easily at any time to the
development of both freight and
shipping traffic.

Total amount of carge handled in
the Ports of Bremen

Total amount

1968: 18,985,800 t

1969: 20,740,100 t
General cargo

1968: 10,361,700 t

1969: 11,145,900 ¢
Bulk cargo

1968: 8,624,100 t

1969: 9,594,200 t

Container traffic

1968
. 20=23,898=204,128 t
40'=22,975=260,425 t
Total=46,873=464,553 t

1969
20'=28,696=266,085 t
40'=44,615=554,760 t
Total=73,311=820,845 t

(Via Bremen Bremerhaven)

Container Statistics

Hamburg:—Port statistics publ-
ished for general use should have an
informative value which can easily
be compared with other countries’
turnovers. The figures published
every month by Hamburg, for in-
stance, on the turnover of seaborne
goods according to weight and type,
as well as the yearly figures on for-
eign trade routed via the Port of

Hamburg according to countries of
origin and consumer countries in
terms of D-marks, can be compared
with the figures of other ports in
a way that makes sense.

Statements made by some ports,
however, on the number of contain-
ers handled are often only insuffi-
ciently comparable with one an-
other:

Some ports include not only
large containers (20 ft. and more),
but also small ones under 20 ft.,
which have been used for decades in
conventional general cargo traffic.
Others give a sum total for con-
tainers in the 20, 35 and 40-ft. class,
others differentiate according to
size.

Full and empty containers are
often added together, without the
weight being stated which alone
shows the volume of goods handled
in containers.

Again, the handling figures of
several ports with different location-
al conditions are often added
together, making a comparison of
ports competing against one another
within one range almost impossible.

Hamburg’s Senator for FEcono-
mics. and Transport, Helmuth
Kern, has therefore proposed that
the ports should agree on a uniform
basis of calculation, i.e. the 20-ft.
container (one 40-ft. container =
two units) as is customary in stat-
ing the capacity of container ships.
(Ship via Hamburg, December)

Port of Nacala

Lourenco Marques: — The man -
is fortunately still living and is
therefore able to follow the rising
progress of Nacala, who in the last
quarter of the century, with the
same clear sightendness that was
well indicated in his wide activity
in the Port and Transports of
Mogambique, worked most for the
construction of the Port of Nacala.

Not always properly understood,
and having to fight against big in-
terests which concerned themsel-
ves with other areas, which neither
on a long nor short term basis could
in any way be substitutes for an
exceptional port like Nacala, he
waited patiently, but not without
a struggle, for the right moment.
This came when Dr. Vieira Macha-
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Port of Nacala, Expansion Plan

do was Minister for Overseas and
the Under-Secretary was Eng. Ruy
de Sa Carneiro.

The truth, however, is that Naca-
la took its time to get started,
although it was fully evident that it
was the port par excellence of the
North of Mocambique, just as Bei-
ra was that of the centre and Lou-
renco Marques that of the South,
without here taking into account
the vast hinterland which any of
them serves.

The references to the bay of
Ferndo Veloso, which is separated
from the Indian Ocean, by the
peninsula of the same name, have
always been enthusiastic, even in far
off days.

With a length of 13 kilometres
and width more or less of 5 kilo-
metres, it covers an area of about
6500 hectares, having a wide en-
trance of more than 1000 metres
and depths of water to the order of
60 metres.

It is a magnificent port, complete-
ly sheltered, and they were, the men
of old who alluded to it so fre-
quently, it being strange however
that it was never used as a port of
call by the early Portuguese navi-
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gators.
Engineer Pinto Teixeira had

even more reason when, foreseeing
the development of Niassa and the
countries in the interior, he realised
clearly that it would have to be the
port to be utilised in the future and
he did everything to see that those
who had the last word would so
declare.

It was the Minister, Dr. Francisco
Vieira Machado, referred to above,
who nominated the commission to
study the port, putting at its head
Eng. Viriato Canas, who presented
the general plan and project in 1941.

Later on, Engineer Miranda
Guedes was entrusted with a new
study, which he presented in 1953.

In the meantime, with some basic
arrangements promoted by the
C.F.M,, it was possible to open the
Port to navigation in 1951 and in
1952 statistics show that the port

already handled 67,149 tons of
cargo.
This reached 176,094 tons in

1958. By 1964, already in different
conditions, cargo handled was
185,078 tons and the total reached
500,000 tons in 1968.

With the connection of the

-

Mogcambique system to the Malawi
Railways, which will be commis-
sioned into service in July of 1970,
a greater traffic of cargo will flow to
the Port of Nacala, from Malawi
as well as from the district of Tete.
(Boletim Portos, Caminhos de Fer-

ro e Transportes de Mocambique,
August, 1969)

S/S “Montenaken”

Louren¢o Marques:—The Com-
pagnie Maritime Belge (Lloyd
Royal) has commenced a regular
service between Furope, South
Africa and Mogambique.

The “Montenaken”, which in-
augurated this service, was in the
port of Louren¢o Marques in the
middle of this month, and Miller,
Weedon and Salm, the Agents for
the Owners in the capital, took
advantage of this to hold a recep-
tion on board. People connected
with this activity were received on
board, where the ladies struck a
note of refined elegance. (Boletim
Portos, Caminhos de Ferro e Trans-
portes de Moganbique, August,
1969)
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Container Traffic

Barcelona:—Several numbers of
this Bulletin have included short
notes on the progress of our facil-
ities for container traffic and the
evolution of this traffic in recent
years. In view of the importance of
this subject, we wish to devote this
number mainly to a general sum-
mary of the matter and to express
all that has been done and is being
done in this field in the Port of
Barcelona.

Small size container traffic had
been operated for a long time with
the Canary and Balearic Islands, but
the generalisation of the system on
the basis of the large ISO contain-
ers dates from 1966 only, when the
first regular line was established
with the Port of New York through
the American Export Isbrandtsen
Line.

From that time up to date, traffic
of this nature has grown extremely
rapidly and we frequent hear of the
the opening of new lines. Currently
we have two regular lines, the
Isbrandtsen above and the Fabre
Line.

The former uses vessels with on
board wunloading facilities, con-
verted merchantmen of the Export
Challenger, Export Champion type,
etc. and the latter uses medium
sized cellular container transporters

such as Meta Reitz, Willi Reitz and~

Ede Reitz.

To cover this traffic, we have ar-
ranged two provisional terminals,
one situated in the angle formed
between the Poniente Sur and Costa
Wharves, which has already under-
gone 3 extensions and currently can
handle 550 20 ft. containers. This
terminal is served by 3 wharfside,
modern, speedy 15 ton cranes which
can unload 96% of the 20 ft. con-

tainers:

For the Fabre line, we have ar-
ranged another provisional terminal
on the Poniente Norte Wharf with
a capacity for 160 containers where
unloading is performed by the on
board facilities these vessels have.
During the first eight months of
1969, these two lines have moved a
total of 8,000 containers, represent-
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ing a volume of transported ton-
nage of 84,000 tons. If we compare
these figures with the tonnage han-
dled in 1968 (48,000 tons in 7,000
containers) and with the tonnage
handled in 1967 (42,000 tons in
6,000 containers), we can see the
quick growth of this system. In-
dependently of the above, up to
date this year 103,000 non unified
containers of different sizes have
been shipped on mixed cargo vessels.

The progressive acceptance of
this system is shown by the an-
nouncement that as from January
Ist next, the Sea-Land Company
will be making a weekly voyage
with 40 or 50 containers picked up
or left by a vessel in the Genoa
Terminal and also the announce-
ment that as from March Ist, the
MacAndrews Co. will be making a
fortnightly sailing with 100 con-
tainers for Barcelona as base port
for transit to Tarragona and Valen-
cia.

In the coastal trade, the Spanish
companies have not been left behind
and thus the Naviera Mallorquina
will very shortly be installing a ter-
minal on the Clock Wharf with a
capacity for 350 containers, in frac-
tional multiples of the ISO size.
These will be carried in two 80 m.
long vessels now under construc-
tion specially for this type of trans-
port. It is expected that this service
will come into operation during the

..early months of 1970.

One very definite example of the
extremely rapid growth of this type
of cargo is the channelling of foot-
wear exports. One single North
American chain creates an annual
movement of 1,000 20 ft containers
for the Port of New York.

The Port Authority of Barcelona,
in its wish to provide the necessary
facilities for the channelling of this
traffic, decided to build a special
wharf as a container terminal. This
will have a capacity for 1,200 20ft.
containers, with a section for refrige-
rated containers, 214 linear metres
berthing and 14 m. water depth.

The shed for the formation or
emptying of containers will measure
40,361 sq.ft. and the terminal has
three railway sidings, refrigerated
container section, etc. Work started

on this terminal on April 11th, 1969,
is currently progressing at full speed
and is expected to be finished for
the first half of 1971.

We reckon that it will very likely
be necessary to extend container
transport connections with the use
of roll-on/roll-off ferries and also
the conversion of cargoes unshipped
by one or the other type into mobile
units suitable for TIR transport and
vice versa.

A result of the above is the plann-
ing of a 15 Ha. complex alongside
the container wharf under cons-
truction. This complex includes
berthing for 6 ferryboats, a com-
pound for TIR goods with 269,070
sq. ft. covered storage space and
parking for 350 trucks, a passenger
terminal, for home and internation-
al traffic, cargo consolidation and
break-down warehouse outside the
Customs area, ancillary facilities
such as hotel for truck drivers, serv-
ice station, etc.

All these facilities together, bud-
getted in 350 million pesetas, will
provide a port unit of the most
modern type, capable of receiving
and channelling enormous amounts
of traffic because of the ease of con-
nection with the motorways already
being built by the State and the
future centralised goods station in
Barcelona. For handling the con-
tainers on land, we have currently
4 straddle carriers, two mobile
cranes and one transfer gantry
crane, all belonging to the Port
Authority, apart from forklift trucks
and side loaders belonging to pri-
vate stevedore firms.

Currently we have a tender open
for the acquisition of a 50 ton, 34
metre reach gantry crane for quick
discharging of cellular vessels. The
delivery of this crane will coincide
with the commissionning of the
container terminal currently in con-
struction.

Through the provisional facilities
and the final ones planned and un-
der construction, the Port of Bar-
celona offers home and internation-
al transport systems the necessary
facilities for channelling an extreme-
ly high tonnage. (Puerto de Barce-
lona, Boletin Informativo, Sept.
1969)

PORTS and HARBORS



Your new CONTAINER
PORT-S. ATLANTIC
is almost ready

In May, containerized general cargo movement
to and from the United States will benefit from
the speedy and efficient handling Savannah's
new container facility will provide. This 20-acre
paved terminal features new, double rail mar-
ginal berths, service by major rail and truck lines
and a container crane larger than any in the U.S.
and faster than any in the world. The Port of Sa-
vannah, long the leading general cargo port on
the U.S. South Atlantic, will soon

become the leading container '\ og-

port for the region. Route your ‘sl\\\\}‘
container shipments through \!\““‘“‘“
Savannah and enjoy the savings. SRYLAN

GEORGiA PORTs AuThoRriTy

J. D. Holt, Executive Director

Sates Offices: Savannah, Brunswick, New York,
Chicago, Bonn, Tokyo

Georgia Ports Authority’s new container facility at Savannah
is scheduled for completion in May.

THE MOST CONVENIENT HOTEL FOR AIR PASSENGERS

TOKYO
AIR
TERMINAL
HOTEL

HOTEL
Single Room with Shower
Studio Twin Room with Shower
¢ Completely sound-proofed and air-
¢+ TV and information radio sets in each room.

RESTAURANTS
GRILL AVION- -~ French cuisine

YAMATO - - Japanese cuisine

SAIHO ... --.- Chinese cuisine
COCKTAIL LOUNGE

TOKYO AIR-TERMINAL HOTEL

3rd floor, Tokyo International Airport Terminal Bldg. For reservations Tel: 742-1111 Cable : AIRPORTEL



WORLD TRADE CENTER BUILDING

Yasunori H. Matsui
For Eost Manager

Suite 1211
Massachusetts Port Authority
Port of Boston

Tel.435-5376/7

eI
CENTR(™PORT
03

Allen V. Junkin

Far East Trade Director

Suite 1210
Port of New Orleans
Tel. 435-5381

WORLD TRADE CENTER BUILDING

5,3-chome,Shiba-Hamamatsu-cho,Minato-ku,
Tokyo, Japan




ARE VOU IN THE PICTURE ?

Are you making the scene in the world’s fastest-growing economy and
Asia’s most promising market?

In less than one generation, Japan has sprinted from a trailing
position to become a front runner among the major industrial nations—
first in shipbuilding, motorcycles and radios; second in automobiles, oil
refining, television sets, cameras and watches; and third in steel and
electric power. All this adds up to the 2nd largest gross national
product in the Free World.

Quite a record. But leading economists agree that this is only
the beginning.

Some of the most astute businessmen overseas are already firmly and
prosperously established in Japan, and others with a keen sense of
destiny are moving in rapidly. In scouting your stake in this dynamic
economy, you will profit from the services of a first-class Japanese bank.

If you want to know more, ask Fuji—Japan’s largest and most
progressive commercial bank.

It pays to go with FUJI and grow with FUJI

A FUJI BANK

C.P.O. Box 148, Tokyo, Japan

Los Angeles Representative Office: Suite 1790, Crocker-Citizens Plaza,

611 West Sixth Street, Los Angeles, California 90017 Phone: 213/680-9855
New York Agency: 1 Chase Manhattan Plaza, New York, N.Y. 10005
Phone: WH3-7013~7017

Other Overseas Offices: London, Diisseldorf, Calcutta, Seoul
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What Facilities Protect the Ships
in YOUR Harbor?

Today’s huge, ocean-going vessels
require modern harbor protection that's
100% adequate. How about the
facilities in YOUR port?

Unless it’s designed and construct-
ed to accommodate today’s mammoth
ships, don't  automatically assume
that YOUR home town portis al00%-
safe docking facility. If it's not
doing an excellent job of protect-
ing the ships that dock there, we'll
tell you what steps to take in plar-
ning to MAKE it safe (and economical-
ly, too)!

Our TOSBAC-3400 computer system
is ideally designed for analyzing vari-

ous sea wave phenomena — such as
the generation of sea waves, cur-
rents, mixed currents, shallow water,
and so on. Practical application of
this modern harbor equipment is ex-
emplified in  designing tide - block
banks and in preparing computerized
data for planning every type of
antitide structure for marine faci-
lities.

By putting the TOSBAC-3400 to
work for you. your vital port facility
can be efficiently and scientifically
designed or modified, offering a
truly appropriate and safe sanctuary
for vessels that cost millions of

And the tremendous man.
savings in  planning  simply
be ignored!

= TOSHIBA

TOKYO SHIBAURA ELECTRIC CO,,LTD,

1-6. 1-chome, Uchisaiwaicho, Chiyoda-ku,
Tokyo, Japan Cable TOSHIBA TOKYO
Telex TK2587 TOSHIBA



