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Because it’s faster. Closer to the great Chubu Region, the
fastest growing industrial area in the land. And it’s
economical. With access to the speediest overland routes in
the country. It’s the very heart of Japan, linked to 138
countries via 221 regular lines, with the container facilities
you need. Try it...n a GO y a ... the Port with the
“GO” built in,




EXPORT

Automobiles
Iron & Steel
Ceramics

Motorcycles

Textile Machinery

Other
Total

Million Yen

199,054
89,377
47,452
37,593
23,587

271,304

668,367

IMPORT

Million Yen

Cotton 47,714
Timber 46,569
Wool 38,715
Coal 37,654
Iron Ore 36,588
Other 215,726
Total 422,966

Gateway to the Central Japan

CARGO HANDLED

Foreign Trade

Export 7,922, 9?3“1

Import 23,871,608
Domestic Trade

Outgoing 9,170,713
Incoming 27,181,465

Total 68,146,747

SHIPS ENTERED

Japan 3,40 9'
United Kingdom 538
Liberia 537
Norway

U.S. A

Other

Total

NAGOYA PORT AUTHORITY

7, 6-chome, Minato-honmachi, Minato-ky,

Nagoya, Japan



SASEBO’s modernized large-scale
shipbuilding facilities plus the rich
experiences in engineering and
production techniques are utilized
in the construction of most efficient,
safe and durable offshore
structures and equipment.

VN
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OVERSEAS OFFICES:

The most significant achievement is Other products include gas and oil

the huge self-elevating column-
stabilized floating drilling barge
““TRANSWORLD RIG 617, an
entirely new type of drilling rig
now operating outside Mossel Bay
in South Africa.

Tokyo, Japan Telex: TK4245 "SSKDOCK"

separation barge, DelLong self-
elevating jack-up barges,
meteorological and oceanographic
survey vessels, hopper suction

dredgers, rock crushers, buoy
tender vessels, bulldozer carriers,
pile-driving barges, etc.

Put SASEBO equipment to work...
you’ll get there faster!

Sasebo Heavy Industries Co., Ltd.

HEAD OFFICE:

Cable Address: SASEODOCK TOKYO Phone: 211-3631
Further Information: STEEL STRUCTURE SALES MANAGER
SASEBO SHIPYARD: Nagasaki, Japan Telex: 7428-19 “SASEBODOCK SAS"

NEW YORK OFFICE: 11, Broadway, New York, N.Y., 10'904, U.S.A. Telex: 421675 “SASEBO NEWYORK"™ USA Cable Address: SASEBODOCK NEWYORK LONDON OFFICE: Bishopsgate House, 80 Bishops-
gate. London, E.C.2.N, 4AU. England Telex: 883888 “SASEBODOCK LDN” UK Cable Address: SASEBODOCK LONDONEC2 HONG KONG OFFICE: Hang Chong Bldg., Queen’s Road, Central, Hong Kong

Cable Address: SASEBODOCK HONGKONG



PATENTED NON-INCLINING BUOQY

s s iy, ;

While ordinary mooring buoys bob and weave, exposing their
underside when pulled by a large vessel, our patented Non-
inclining Buoys always keep an even keel regardiess of the
size of the tanker to which it is tied. This is because of
an ingenious device in the buoy-head. The buoy is equipped
with a movable arm and hinge anchored at the center of
gravity of the buoy. To this arm is attached a base chain
which assumes the proper radius the ship & moored rope
require.

Thus the chain inclines in place of the buoy, keeping the

buoy always even since the buoy always faces in the direc-

PATENT No. SHO 38-20927

PEG-TOP BUOY (inclining)

tion of the pulling force. Non-inclining buoys are designed,
manufactured and installed by Hamanaka.

Hamanaka has been privileged to construct the Tokuyama
Seaberth (ldemitsu Refinery) in 1966, consisting of seven
Non-inclining buoys. Each month these buoys moor the
world’s largest tanker, “ldemitsu Maru".

Since 1951, we have successfully installed more than 360
buoys. Our experience in submarine pipeline construction is
vast. We most respectfully request the opportunity to be of
service in submarine oil pipeline and seaberth construction,
and stand ready to offer practical suggestions at any time.

(© =HBHAMANAKA CHAIN MFG. CO., LTD.

TOKYO OFFICE :

YURAKUCHO BLDG., YURAKUCHO 1-5, TOKYO

Phone (213) 8681

CABLE ADDRESS :
SHIRAHAMA, HIMEJI, JAPAN

FACTORY :

CHAINBEST" TOKYO

Phone (0792) 45-5151



Three basic industries —all in one company

Nippon Kokan is a steelmaker; a shipbuilder ;
and a designer, engineer and builder of heavy
industrial equipment. Leading in each field with
advanced technology and facilities.

In steel, NKK is one of the world’s most highly
computerized steelmakers. Our two steelmaking
complexes — at Keihin and Fukuyama — have a
combined monthly production of over 1.5 million
tons.

In shipbuilding and repair, too, NKK is a pace-
setter.
a unique 500,000 dwt capacity dual-end dock
that allows simultaneous construction of two
300,000 dwt class ships.

Our newest shipyard, Tsu, incorporates

In the field of heavy industrial equipment, NKK
is widely diversified. Our line includes industrial
plants and machinery, engines, pipelines, storage
tanks, bridges and high-rise buildings.

Steelmaking, shipbuilding, and heavy indus-
tries—all specialities of Nippon Kokan. For spe-
cific information, please write.

NKIK

(<) NIPPON KOKAN

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

Overseas Offices in New York, Los Angeles, London,
Duesseldorf, Singapore, Hong Kong
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Meeting the needs created by the arrival of super containerships and increasing port congestion.

Take a step into the future. MACH
(Modular Automated Container Han-
dling) is a step-by-step approach
toward increasing Portainer per-
formance by approximately fifty
percent now and one hundred
percent in the foreseeable future.
The basic MACH Portainer, with the
Sway Stop and High Speed Module,
has provision for additional modules
leading to full automation.
The MACH Portainer Module
series includes:
1. Sway Stop and High Speed
Module (Basic MACH Portainer)

PAGEGO

Contalner Systems Division

2. Trim, List and Skew Module
3. Underdeck Module
4, Full Automation Module

MACH Portainers assure you of:

1. Increased production and
terminal throughput.

2. Lower cost per container handled
now and even lower costs in the
future as volume increases.

3. Capital equipment savings as
volume increases.

4, Future automation at lowest cost

with reduced risk of obsolescence.

Telephone or write today. Contact PACECO or your nearest licensee.

Dept. 24G — Headquarlers Alameda, California 94501 — (415) 522-6100 —Telex 335-399
European Sales Office: Paceco International Limited, London.

5. Faster service for terminal
customers.

When planning your next container

crane, consider the new generation

crane, don’t buy a crane that is

already obsolete.

Plan on a MACH Portainer. Write

or telephone today for a new*

brochure.

Ask about-the new full-color motion
picture for group showings. Paceco
is the only manufacturer offering a
complete selection of container
handling equipment, and world-
wide manufacturing and service.

A

TRANSFORTATION

A pivizion oF
4ULNAUF CORPORATION

Australia: VICKERS HOSKINS PTY, LIMITED, Bassendean. Canada: PACECO CANADA LIMITED, Vancouver. France: ATELIERS ET CHANTIERS DE BRETAGNE,

Nantes. India: BRAITHWAITE & CO,, LTD., Calcutta.

Italy: REGGIANE O.M.I.

S.p.A., Reggio Emilia. Japan: MITSUI SHIPBUILDING & ENGINEERING CO.,

LTD., Tokyo. South Africa: DORMAN LONG (AFRICA} LIMITED, Johannesburg. Spain: FRUEHAUF S.A., Madrid. United Kingdom: VICKERS LIMITED, London.



PORTS -« HARBORS

Auckland Harbour Board Centenary :

Address By
Rt. Hon.
Viscount Simon, C.M.G.

Mr. R.C.F. Savory,

Auckland,

introduced Lord

Simon, Chairman of the Port of London Authority,
who was visiting Conference in that capacity and also

representing the

International

Association of Ports

& Harbors and the International Cargo Handling Co-

ordination Association.

Rt. Hon. Viscount Simon:

May I say first how pleased I am
to be attending this Conference of
the Harbours Association of New
Zealand, at your invitation, Mr.
President.

I am privileged to be here repre-
senting not only the Port of London
Authority, which still has some way
to go to its centenary, although the
Port is of course many centuries old,
but also two much younger organi-
sations—the International Associ-
ation of Ports and Harbours whose
President, Mr. Vic Swanson, is well-
known to you, but on account of
illness cannot be here and has asked
me to represent him. And also the
International Cargo Handling Co-
ordination Association (ICHCA for
short) whose President, Mr. Axel
Johnson of Stockholm, Sweden, has
unfortunately for us all been unable
to travel to New Zealand at this
time, has asked me to represent him,
I saw him in London a few days
before 1 left and he sends warmest
greetings to you all.

When you asked me to address
the Conference I wondered what you
would wish me to talk about and I
came to the conclusion that per-
haps you would consider it appro-
priate if I spoke about the changes
in cargo handling methods which
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have recently been introduced and
which are presenting Port Authori-
ties all over the world with new
problems. This i1s of course, a sub-
ject of special interest to ICHCA
which seeks, as its name implies, to
co-ordinate activities in this field be-
tween all interested parties—cargo
owners, forwarding agents, land,
sea, and air transport companies and
the Portx where inter-change takes
place between land sea or between
land and air.

Some people have argued that
Port Authorities as such are not di-
rectly concerned with these things.
I believe this is quite wrong. Wheth-
er or not Port Authorities engage
directly in cargo operations about
which I shall offer a few observa-
tions later, we must all be concern-
ed with the speed and effectiveness
with which cargo is moved through
our installations, because it is upon
the throughput of traffic that the
return of our capital investment de-
pends. So every go-ahead Port
Authority—and I know there are
many in New Zealand—will went to
keep abreast of the latest develop-
ments and ensure, even if the Au-
thority does not itself provide these
facilities, that modern cargo handl-
ing facilities are provided to meet
whatever may be, at the Port in

The Chairman of the Auckland
Harbour Board, Mr. R. C. F.
Savory.

question, the requirement of ship
owners and merchants.

It must seem surprising in these
days of rapid change, to see, if one
looks back, for how long there was
no substantial change in the tradi-
tional method of receiving, loading
and stowing cargo on board ship and
later discharging and delivering it.
When labour was plentiful and
cheap there was little incentive to
seek for improvement. A simple der-
rick to hoist cargo over the ship’s
side and lower it into the hold or to
carry out the reverse operation, was
about all that anyone thought of pro-
viding. With the adoption of
mechanical power came the steam
winch and there progress stuck for
several generations.

It was of course, the rising cost
of labour which first led to the
mechanisation of cargo handling op-
erations. While the rising cost of
ships, and therefore of ships time
gave an added stimulus, so did the
World War of 1939-45 when “turn
around” became a watch word. Itis
quite hard to believe that that ver-
satile instrument, the fork lift truck
now found in practically every port
in the world, is only 30 years old.

Now I do not intend to take you
in detail through the history of these
last 30 years, but rather to come
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straight down to today and to look
briefly at the new cargo handling
techniques which have been devel-
oped and are now being widely and
ever more widely adopted. I need
not say much about bulk cargoes—
grain, ores and the like. These, and
oil is of course in the same category,
readily lend themselves to mechani-
cal and indeed semi-automatic meth-
ods of loading and discharge. The
development of installations for this
purpose, has been left largely to the
enterprises which produce, or as the
case may be consume the particular
commodity, and where, as is often
the case, facilities of this kind are
purpose-built in connection with a
single industrial undertaking,
Port  Authorities will normally
leave both the provision and the
operation of these facilities to
the undertaking concerned. There
are however cases where common
user facilities of this type are need-
ed, as for instance at a port where
there are several undertakings of a
similar kind, the requirements of
any one of which are not large
enough to justify the considerable ex-
pense of modern bulk handling
facilities. I may perhaps be allowed
to mention the Port of London Au-
thority’s new grain terminal at Til-
bury. This is the largest installation
of its kind in Britain, and one of the
largest in Furope, with storage ca-
pacity for 100,000 tons of grain and
able to receive ships of up to 50,000
tons capacity and discharge at the
rate of 2000 tons an hour. Clearly
no single miller would require so
large an installation and although
we did at one time discuss with
potential users the desirability of
forming a consortium to build and
operate the terminal, we came down
in the end in favour of the Authority
doing the job. We have a large area
adjacent on which several custom-
ers have built mills which are direct-
ly supplied through the terminal
while at the same time a substantial
proportion of the through-put is
despatched by road, rail, coaster or
river craft to other consumers. This
grain terminal has proved a great
success and in 1970 its first full year
of working, it handled nearly one
and a half million tons of grain.

While steady improvements have
been made through the years in the
design of installations of this kind, it
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is in the handling of that mixed as-
sortment of boxes, bales, drums sacks
and what have you that we call gen-
eral cargo that such dramatic
changes have taken place in recent
years, and to this I now turn.

The motive force behind these
changes has been first to reduce the
labour content in the loading and
discharging of cargo. Second to
speed up the operation so as to save
ships time, and third to reduce the
number of times an individual
package is handled in order to mini-
mise the risk of damage. These three
aims are of course closely related,

~and taken together they point to

what has come to be called the
“through traffic concept.” It seems
obvious enough, but while the load-
ing and discharging of general cargo
continued to be dealt with almost
piece by piece, it was natural that de-
livery from the point of production to
the ship, and again from the ship to
the point of destination, should re-
main un-coordinated. Moreover the
whole legal concept of the sea voyage
as an enterprise entirely on its own,
with a special code of duties and
liabilities attaching to carriers by
sea—a concept formulated at least
six centuries ago in Europe and
deriving from much earlier legal
codes—served to emphasize and
preserve the distinction between dif-
ferent parts of what we now see as
a single operation—the movement of
goods from where they are produced
to where they are to be consumed.
Clearly one of the best ways of
achieving the three related needs to
which I have referred is the unitisa-
tion of cargo. That is to say the
bringing together of a number of in-
dividual packages into a composite
and indivisible load that can be
moved in one piece. There are sever-
al ways in which this can be done.
The independent packages can be
stowed in a large box which we have
come to know as a container; they
can be strapped together on a pallet;
they can be loaded on to a vehicle
which can then be driven or towed
on or off the carrier ship; they can
similarly be loaded on a barge which

can be lifted or even floated on and
off the ship.

All these and other systems are
possible and all achieve to a greater
or lesser extent the three aims.
Which is the best to adopt will al-

ways depend on the characteristics
of a perticular trade, and this I hope
disposes of any suggestion that one
method is intrinsically better than
another, or that every port should
provide itself, for example, with the
most expensive facilities of all—those
required for container traffic.

Since the container is very much
in the news perhaps I should refer
to that first. Large containers capa-
ble of lifting 10 or 15 tons of cargo,
or even more, can be handled as ordi-
conventional general cargo
provided there are adequate lifting
facilities either in the ports served
or on the ships. But the full ad-
vantage of a container system de-
pends upon having ships of special
design to carry a full load of con-
tainers. The earliest ships so design-
ed carried their own lifting equip-
ment and this gave the ship greater
flexibility in operation since it can
serve any port at which quayside
berthing facilities are available. But
this means of course that the ship
has to carry and propel through the
water the considerable extra weight
of the gantry crane or sometimes
two cranes, and also that an expen-
sive piece of capital equipment is
only employed when working cargo
in port. The alternative which is
now more generally adopted when
a regular container service is estab-
lished, is to provide the gantry crane
on the quay. This involves the port
strengthening the quay to carry the
weight of the crane and if in addi-
tion the port authority provides the
crane the further heavy capital in-
vestment is involved. Container op-
eration also requires a very large
area of land adjacent to the quay
on which containers can be marshal-
led prior to loading and again after
discharge while awaiting distribu-
tion. Where land is readily available
and not excessively expensive, up to
40 acres may be set aside for -each
berth, or even more, and containers
awaiting loading or distribution are
spread over it on a pre-arranged
plan. Where adequate adjacent flat
land is not available or is too expen-
sive because of competing demands
for industry, housing etc., a smaller
area can be made to do by stacking
containers on top of each other.

nary

The question which port authori-
ties are likely to ask themselves if
their customers show an interest in
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container facilities is this—Should
the Authority in addition to provid-
ing as it obviously must the quay
and the required marshalling area,
provide also the crane or cranes, and
should it operate the facility?

Once again the answer will depend
upon the circumstances and upon
the customers wishes. But having
gathered some experience of these
matters during the last few years,
may I mention as an illustration
what we.have done in London.

At one berth we provide the crane
but the customer operates the facility
employing contractor’s labour; at
another berth the customer provides
the crane and operates the berth but
we provide the labour; at a third
berth we provide the crane and op-
erate the berth for the benefit of
common users. All these different
arrangements work equally well, but
I think it is worth mentioning that
unless a single operator at a berth
is going to have a ship in more fre-
quently than, say, once a week, a
higher through-put is likely to be
achieved over a ‘“common user”
berth, and it is that, after all, which
determines the true viability of the
capital investment.

One other matter which our ex-
perience has taught us (among many
others) is that a berth must be pro-
vided with an adequate supply of
van carriers—to use the genetic term
applied to all types of equipment
used for moving containers about
and putting them under the cranes
or taking them away—and let me
assure you that an adequate supply
is always substantially larger than
the number you first thought of.

I would like to touch briefly on
one other matter that will concern
all ports in investing in container
found possible to make existing con-
ventional] general cargo berths suita-
ble for container traffic even with ex-
tensive reconstruction, since there is
unlikely to be sufficient backup land
available. The new container facility
if it is to be used to near capacity,
as it must be if it is to justify the
investment, will be able to deal with
all the cargo that can now be han-
dled through six or seven conven-
tional berths which then become re-
dundant. That being so the eco-
nomic aim must be to redevelop
areas no longer needed and thereby
to recover in one form or another at
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Rt. Hon Viscount Simon, C.M.G. addressing the 38th National
Harbours Conference in Auckland, New Zealand, in March. With
him are left: the Hon. A. McCready, Minister of Marine, and centre:
Mr. A. Kirkpatrick, President of the New Zealand Harbours As-

sociation.

least a part of the new capital ex-
penditure.

Before I leave the subject of con-
tainers I must refer to one remark-
able “first” which has been achieved
by New Zealand. 1 believe I am
right in saying that a New Zealand
Airways operator has been a first in
the world to offer a passenger serv-
ice by container to passengers. I
congratulate them on their enter-
prise. As a fairly frequent air travel-
ler I have been waiting for the time
when I could walk into the down-
town terminal sit in a chair and be
lifted by a fork lift truck and con-
veyed door to door to my destina-
tion. May the example of this New
Zealand enterprise soon catch on
with the great international airlines.

I have spent some tirne on the im-
pact on ports of container traffic be-
cause it is a topical subject. But it
is clear that not all ports will be
required to offer specialised contain-
er facilities for this can be completely
uneconomic unless there is an ade-
quate flow of cargo to maintain
them. The unit load principle can
however, as I have already said, be
exploited in other ways and happily

these do not demand of the ports
nearly such heavy capital investment.

The strapped pallet can be loaded
in the conventional way by derrick
or crane into the ship’s hold or in
more sophisticated systems by fork
lift trucks driven through side open-
ings in the ship’s hull. This oper-
ation in other respects resembles an
ordinary general cargo operation. A
large transit shed is required and of
course the wider the apron the bet-
ter. Naturally as with any mechani-
cal operation, a well surfaced quay
and shed is a must and wide shed
doors to facilitate a movement, and
very successful operations of this
kind have been carried out in the
Millwall dock in London by the
Norwegian shipowner, Fred Olsen.
In this case the Port Authority does
no more than provide the quay and
build the shed to the customer’s
design, at his expense. The operation
is carried out entirely by the custom-
er who employs his own labour. It
is a highly efficient operation and
I can warmly recommend anyone in-
terested in this type of traffic if he is
visiting London to come and see it.

For relatively voyages the roll on
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roll off system is probably the most
effective of the unit load systems.
This is essentially a ferry. In this
case the unitised load remains on
the platform on which it is carried
from point of origin to destination.
It may be on a trailer on its road
wheels or on a low loader which can
be transferred to a road trailer, the
prime mover normally being detach-
ed at the loading point and replaced
at port of destination by another
similar one. The rail ferry is of
course a variety of the same system.
This requires the provision by the
port authority of suitable loading
ramps which in the case of a port
with a big tidal range may require
to have incorporated in them fairly
expensive devices to enable them to
be used at all stages of the tide. In
most cases it will also be desirable
to have a reasonably large marshal-
ling area, but as loads move on and
off the ship under their own power
it is not essential for this area to be
immediately adjacent to the berth
although clearly it must not be too
far away. A highly successful oper-
ation of this type is carried out by
the Swedish Lloyd Company from
one of our berths in Tilbury Dock,
also carrying passengers and pas-
senger cars; [ would remind you that
international standard containers
can of course be moved in this way
and these may well be a suitable
method of distributing containers to
and from a main line container ter-
minal if a suitable berth can be
provided nearby.

All these systems have as one of
their objects the reduction in the
number of handlings to which goods
are subjected, and the reduction of
the manpower required to move
them. It is inevitable therefore that
the adoption of any of these systems
gives rise to concern among those
previously employed in conventional
cargo handling. This means that if
the changeover is to be smoothly
effected, early discussion must take
place with the recognized repre-
sentatives of labour to agree on how
it should be done. And this brings
me to the final point I would like
to talk about.

I referred earlier to the question
of port authorities engaging in cargo
handling operations. Looking around
the world you will find that this is
not commonly done. May I express
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my own personal view. I believe
there i1s much to be gained by the
port authority engaging directly in
these operations. In fact I would
go further and say there is much to
be said for the port authority being
the sole employer of labour in the
port, as is done I know in a few
ports. I do not know if there any

gin New Zealand.

After all the port authority has
a large capital investment at stake,
and the return on that investment
depends upon the smooth and effi-
cient running of port operations. Is
it not right then that the port au-
thority should have some say in how
these operations are carried out and
in particular on the arrangements
made for labour. I recognise that
in many parts of the world—perhaps
in New Zealand—no one is likely to
jump at the chance of being respon-
sible for labour relations in this in-
dustry. But in my view that is
where port authorities ought to
stand. And may I put this final
thought in your minds—that in the
present industrial climate some ad-
vantage may be found for in difficult
and delicate negotiations, as these
always are, the employer is a statu-
tory body which is not out to make
profits for profit shareholders, al-
though I hope you are all getting an
adequate return on your invest-
ment to plough back into new facili-
ties for the benefit of your customers.

The President asked if there were
any questions.

Mr. Lyle King:

I would first say that I thoroughly
agree with everything Lord Simon
has said and T think there is a great
deal of wisdom in the broad princi-
ples you outline that each port must
evaluate its problems and trade very
carefully and determine what it
needs in the way of port facilities.

I have one question with respect
to the matter of the port actually
being a major or exclusive employer
of the men who work on the water-
front. We have carefully avoided
being an employer in New York. In
your handling of labour relations
and the negotiating of contracts
with the labour to what degree can
the Port of London Authority con-
trol the direction of these negoti-
ations and are they participated in
by other employers or is it almost

exclusively done through the Port
of London Authority.

Lord Simon

This is a pertinent question. The
present position in London is that
the port is the largest single employ-
er, therefore we take part in nego-
tiations as part of the employers
panel. This has certain disadvan-
tages and it is this which has led
me to believe myself it is better pro-
bably to go the whole way or else
to give it up.

We find that a great deal of the
difficulties in getting the smooth
working of general cargo ships arise
from the fact that there is one steve-
dore on the ship and someone else
in the shed and co-ordination of
effort leaves much to be desired.

Mr. Ingram:

Enquired whether the containers
were packed at the port side or away
from the port.

Lord Simon:

Once again things are done in dif-
ferent ways. The majority of con-
tainers come already packed from
the manufacturer, perhaps in the
midlands, by train. On the U.S.
Lines which operates out of Tilbury
has a consolidation area in the dock
itself. I really have not a complete
answer which varies according to
circumstances. Some are packing in-
land and some like the U.S. Lines
have a packing and unpacking
station in the dock area.

Mr. R. R. Reeves:

Lord Simon mentioned two or
three systems working in Tilbury,
including operation by the Port of
London Authority—would you be
good enough to broadly outline the
position of legal liability where con-
tainers are taken over by the Port
of London Authority?

Lord Simon:

Not without notes and not with-
out the Solicitors being present. I
would certainly be happy to find out
the position and let Mr. Reeves or
the Association know about it.

Mr. R. T. Lorimer:

Lord Simon you referred to the
modern technological changes creat-
ing redundancy of wharves and
dock systems, and I wondered if you
could indicate what the port au-
thority is doing about the St. Kathe-
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rine docks area. Is the Authority
maintaining this, is it free-holding
it or leasing it?

Lord Simon:

As far as the St. Katherin Docks
which is our smallest dock is con-
cerned, this was sold freehold to the
local authority some two years ago.
They have a redevelopment scheme
which has just been started. We
have much larger areas now avail-
able and our intention is to get the
best price we can. There have been
rather long and difficult negotiations
because as soon as the land is sold it
comes under ordinary planning pro-
cedure.

It is a long and painful time-con-
suming process. But our intention is
to sell. Whether or not it might be
best to keep some interest in the
land and perhaps grant building
leases, or whether to take a share
in some development, each case will
have to be considered on its merits
as it comes forward.

Mzr. Elwood:

I would like to enquire whether
the rates of remuneration paid at
the consolidation centres the same as
those paid in the consolidation cen-
tres at the port? Do the packers and
storemen receive the same rate of
remuneration as the waterside work-
ers.

My second question is after listen-
ing with interest to the Governor
General and his suggestion that there
should be greater co-ordination and
consultation between management
and unions am I correct in under-
standing that at the Port of London
Authority where you have an ap-
pointed Authority rather than an
elected Authority, that the union
have direct representation at man-
agement level?

Lord Simon:

I don’t know that I can answer
precisely the first question, but I
think in the majority of cases in-
land points are not paid as much as
waterside workers in the dock. In
the case of question 2, it is quite
right that the Port of London Au-
thority since its inception in 1909
has always had two members ap-
pointed who represent the interests
of organized labour. They are not
strictly appointed by the Unions and
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never have been. But they are ap-
pointed by the Minister who con-
sults with the Unions. I would like
to make one point. The practice
has been in the Port of London
Authority that the two members
have been closely associated with the
dock industry and have not been
officials of the union we have most to
do with. In the nationalized industry
in our country the principle of hav-
ing representatives of organized
labour was continued, but the prac-
tice has been for the Minister to ap-
point some experienced unionist
from another interest so that he
brought to the council a good knowl-
edge but not from the personnel in-
volved in the working force. I think
this is right and they maintain their
interest but it dies not make any
difficulties and they can help by
special knowledge. There are dan-
gers of course as their special knowl-
edge enables them to interfere with
management which is not the duty
of the Board.

Mr. Calder:

Having passed the initial develop-
ment stage on the English coast
what has been the experience on
this coast generally for other con-
tainer ports and are these other
ports showing any particular lean-
ing towards container cranes or roll
on roll off?

Lord Simon:

That is not an easy question to
answer. The majority of ports which
have build container facilities usu-
ally have already secured assurance
of some support because our Na-
tional Ports Council acts rather
similarly to the New Zealand Ports
Authority as to recommendation and
approval of the capital investment
and should satisfy itself that there
is some viability behind it. As to
whether you should have what is
now almost the conventional con-
tainer handling or the roll on
roll off, my idea is that in the
shore trade roll on is more profit-
able. The capital cost is much less.
The objection to it in the longer
routes is that there is a substantial
loss of space and that there is a good
deal of carrying of heavy weights.
They have found in England that
container services are generally best
for the longer journey, but roll on

successful in the trade with Europe
which is closer, But it would be
quite wrong to make it categorical
because we operate from convention-
al user berths some five or six serv-
ices to ports on the continent.

Mr. Savory:

When negotiating conditions and
wage structure for the port labour
is any regard given to its effect on
industry or industrial conditions
throughout the country. For in-
stance our direct port labour people
work under what we call the Water-
front Industry Tribunal and has no
regard to the Arbitration Court
which is over all other activity in
the community.

Lord Simon:

I think my answer to your first
question would be in the course of
negotiations of this kind very little
regard is paid to what is happening
in other industry, but there have
been times when we have had Gov-
ernment intervention to the extent
of wage freezing or wage steps and
guide lines by various trades and
during those times the port industry
is subject to the same restraints and
the same guidance as anyone else.

Mr. E. M. Hodder (Wellington):

Lord Simon it is my privilege this
morning on behalf of all present
here today to offer to you our very
sincere thanks and appreciation for
your address. Your long and active
association with ports and harbours
both in the United Kingdom and
internationally makes your presence
and address doubly welcome to us
in New Zealand at this time. Might
I offer you our very sincere con-
gratulations on holding the im-
portant office of Chairman of the
Port of London Authority for 13
years.

Your address has touched on
many problems which face every
port in New Zealand and the
amount of interest which has been
displayed by questions is I think
ample evidence of our interest in it.

Gentlemen at this point I would
like you to rise and express your
appreciation for Lord Simon’s ad-
dress.

(Applause.)



Auckland Harbour Board Centenary :

Port of New York Authority:
50 Years Young

A. Lyle King

Director Marine Terminals
Port of New York Authority

To be invited to address the An-
nual Conference of New Zealand
Harbour Boards is an occasion of
unqualified pleasure. I am delighted
and honored to be here. I am de-
lighted and honored to participate
as well in observance of the cente-
nary of the Auckland Harbour
Board, a hundredth birthday and a
century of service is a most joyous
occasion and a most impressive achi-
evement. The Port of New York
Authority will be only half that age
on our own next birthday next
month. We hail our sister port and
we wish her well:

May she see ships from every na-
tion on her sparkling waters¥*, and
may her commerce be of peace and
plenty forever.

As port people, we continue the
great tradition begun in your land
in the wake of Captain Cook, and in
mine in the wake of Giovanni Da
Verrazzano, a Florentine who in 1524,
in the service of Francis the First of
France, sailed the First European
ship into New York Harbor. He
reported to the King that the chan-
nel into New York harbor was very
deep. He said prophetically that
“any laden ship might have passed.”
Beyond the harbor entrance he
found what he called “a very beauti-
ful lake, with a circuit of about three
leagues,” now known to us an Upper
New York Bay.

The centuries have rung great
changes, not only in technology, but
in the environment, the ambience,
the community significance of a
port. The sight of a sail no longer
brings people thronging to the pier

* ‘Waitemata,” the Name of one ot
Auckland’s harbours, means ‘sparkl-
ing waters’ in Maori.
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for their only word of lands beyond
the sea,—for news of war, famine,
death and great changes in markets
and governments. There is no smell
of spices on the wharves; the work
chantey and the peddler’s song, the
awe for the mariner for having been
where you might not dare to go—
that image of wharf and harbor is
gone.

It is a hundred years since Auck-
land’s Quay Street, New York’s
South Street, St. Katherine’s Docks
in London, Boston’s Commercial
Street and San Francisco’s Em-
barcardero were a forest of masts
and spars and bowsprits. No Jack
London hero is hauled from the
waters of a port to serve under sail
and a sea wolf, and no poet, dream-
ing of himself as a mariner, sings
today that he ‘must go down to the
sea again, to the lonely sea and the
sky,/and all T ask is a tall ship and
a star to steer her by’ Even the
gala days of the great liner, with
reporters meeting her in the pilot
boat to interview and photograph
arriving celebrities, are part of the
past.

Today, in the planning, promotion
and operation of major world ports,
we put our minds to the problems of
colossal tankers and of container-
ship three times the size of a football
field.

Where the mariners of 50 years
ago listened to the lonely clang of
the bell at the harbor’s mouth, to
the melancholy call of the foghorn,
our mariners today look at blips on
a..radar screen, and use a radio-
telephone in the channels.

. The hand-copied foolscap bills of
lading, the manifests sealed in an
oilskin pouch are long gone. Even
the photocopied documents of today

A. Lyle King, Director Marine
Terminals, Port of New York Au-
thority, who presented a paper at
the 38th National Harbours Con-
ference in Auckland in March.

face replacement. Electronic data
control systems will soon flash docu-
mentary information across the
ocean to harbormaster and customs
house.

Even the coastal steamer of Mase-
field’s ‘Cargoes,” though the late.
Poet Laureate may not have so in-
tended it, has acquired a nostalgic
historic overtone, with its “salt-caked
smoke stack,/With a cargo of Tyne
coal,/Road rails, piglead,/Firewood,
ironware and cheap tin trays.”

So too, perhaps, the port problems
of today, with their new and jarring
dimensions, will look in the future
like a continuation of the old chal-
lenges and excitements.

In that light let us face the new
ones.

In New York, certainly, we have
more than enough to choose from,
whether it be in the area of public
law, or the acquisition of land for
a new port facility, or an engineer-
ing problem to be solved at any of
our piers, tunnels, bridges, terminals
or airports scattered over our as-
signed Port District of some 1,500
square miles.

The Port of New York Authority
itself, as a matter of fact, came into
being as a suggested solution of cen-
tury-old disputes between the states of
New York and New Jersey, some to
the point of official violence, over
control of the port. It was all the
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same port, serving the same overall
area, but at one time policemen
from New York on one side and
from New Jersey on the other ex-
changed small arms fire over a ques-
tion of jurisdiction. The railroads
with railheads in New Jersey fought
for freight rate advantages over rail-
roads with railheads in New York.

Finally, in 1921, after three years
of study of all the port problems by
a specially. appointed commission,
and in response to the commission’s
recommendation, the States of New
York and New Jersey entered into
an Interstate Compact creating The
Port of New York Authority, a new
and different type of public agency,
for the express purpose of develop-
ing the Port District on a joint and
cooperative basis.

Under the bi-state compact, the
two States charged the Port Au-
thority with two major responsibili-
ties: “to purchase, construct, lease
and operate any terminal or trans-
portation facility within said (port)
district”; and to promote the com-
merce of the port and to protect it
from inequitable  transportation
charges and practices. The signing
of the Compact laid the foundation
for the future development of a new
and untried agency of government.

Not only was it the first agency in
the United States to be created in
the now familiar “Authority” form,
it was also the first instrumentality
to be created by an interstate com-
pact under the express provision of
the Constitution of the United
States.

To enable the Port Authority to
pursue its mandate of providing
transportation services and port de-
velopment and protection in the
most efficient and practical man-
ner possible, Port Authority lawyers,
through the years, had to work out
on a case-to-case basis the evolution
of a new body of public law.

Even before it was officially born,
a lawsuit challenged our Port Au-
thority’s right to exist. And through-
out the half century of its existence,
every major Port Authority facility,
or group of facilities, that the States
of New York and New Jersey have
directed it.to operate, has at one
time or another been the subject of
a major court battle.

Thus the Port Authority has been
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a pioneer among government agen-
cies in the United States, a pioneer
in government, a pioneer in the de-
velopment of our public law, a
pioneer in public administration in
our country, and a pioneer in the
way in which it has financed some
$2.5 billion in public port, terminal
and transportation facilities.

Today the Port Authority oper-
ates six tunnels and bridges connect-
ing the two States, four airports and
two heliports, piers and docks along
the New York and New Jersey
waterfront, an interstate commuter
rail system, two bus terminals that
serve both commuters and over-the-
road buses, three truck terminals,
and The New York World Trade
Center, a giant complex of buildings
and services now moving toward
completion in downtown Man-
hattan.

Obviously, the New York-New
Jersey Port Authority has been
charged with a much wider range
of transportation responsibilities
than are found in the usual Port
authority concept involving marine
activities only.

In creating The Port of New York
Authority, the two State Legislatures
attached a basic condition which
is crucial to an understanding of
the nature and role of the entire
organization. They specified that
the Authority’s overall operations
must be self-supporting. They did
this by expressly providing that the
Authority should have no power
whatsoever to tax or assess or to
pledge the credit of either State.
The Port Authority obtains its capi-
tal funds through the public sale of
revenue bonds.

Thus, before the Port Authority
can go forward with any new pro-
gram, it has to be able to convince
private investors that the Authori-
ty’s program as a whole will con-
tinue to be self-supporting and that
the new project will not impair the
security of our outstanding bonds.
So too, we have to make pledges to
our bondholders as to the flow of
our revenues and the maintenance
of reserves just as a private corpo-
ration has to do in borrowing money
for capital improvements.

At the apex of the organization is -

our Board of Commissioners, ap-
pointed by the Governors of New

York and New Jersey—six from each
State—to serve overlapping terms
of six years to assure continuity of
policy and planning. Our Commis-
sioners receive no salaries or other
compensation.  Traditionally, ap-
pointments have been based on
ability, integrity, and outstanding
records of accomplishment in busi-
ness, the professions, or public
leadership. Through the years also,
Governors have appointed and re-
appointed Commissioners without
regard to political affiliation.

The Commissioners conceive the
Board’s role as the policy-making
body. They depend on an executive
director and his professional staff to
carry out these policies and for the
day-to-day management of the or-
ganization.

Reporting to the Executive Direc-
tor are a series of staff and line
departments, we have line depart-
ments for each mode of transporta-
tion—bridges and tunnels, piers and
docks, airports, bus and truck ter-
minals, the interstate railroad, and
the Trade Promotion (which in-
cludes New York’s World Trade
Center), each of these Departments
has a mixture of operating personnel,
engineers, accountants, and all the
professional specialists needed to ac-
complish its mission.

A group of central staff depart-
ments with specialized skills in policy
planning, advice, evaluation and
technical services—such as the Law
Department, the Finance Depart-
ment, the Engineering Department
are available as required by the line
departments. Internal machinery
has been set up to facilitate the most
effective interchange of information,
ideas and suggestions among all de-
partments.

The interplay of line and central
staff may be illustrated by the fol-
lowing example:

In the course of planning airport
redevelopment to accommodate the
new 747’s and airbuses, our Aviation
Department, responsible for the
functional planning, became con-
cerned with the durability and serv-
iceability of runway and tarmac
pavements. It turned to the Central
Engineering Department for a design
that would meet the new challenges,
including a target of lower cost. In
response, the Engineering Depart-
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ment developed what is now known
as ‘flyash pavement,’ a new process,
using what had been an industrial
waste product, to achieve a pave-
ment of greater durability, flexibility,
cheaper to make, lay and maintain.
Its use is spreading around the
world.

Again, when commuter traffic into
New York on workday mornings
began jamming the approaches to
one of our tunnels, our Planning and
Development Department conceived,
organized and helped the Tunnels
and Bridges’ staff to activate what
1s now known as an ‘exclusive bus
lane.” The idea was simple enough
—to convert a westbound highway
lane into an eastbound facility, for
commuter buses only, during peak
hours,—but it took seven years for
this simple pioneering concept to be
accepted as a major contribution to
mass transit by the state and muni-
cipal authorities involved. I may say
that it is so successful an innovation
that most commuter-laden cities in
the United States are studying its
application to their own urban sys-
tems.

Creative solutions to port prob-
lems, to keep the Authority not only
functioning well in its day-to-day
responsibilities, but to advance its
competitive status demands a well-
motivated staff. The Port Authority
personnel program, involving a cur-
rent roster of 8,000 employees, was
developed over the years as a system
of competitive recruitment and ad-
vancement, fashioned in a way that
will offer self-fulfillment to the em-
ployee and, at the same time, ade-
quate flexibility for supervision.
Most, important of all for the con-
tinued usefulness and future plan-
ning of a public corporation is the
sound development of a career serv-
ice which encourages young men
and women to devote their business
and professional careers to the chal-
lenges and satisfactions of public
service. One measure of our success
in attaining this objective is the fact
that a growing number of our de-

partment and division heads came .

from the universities to begin their
careers at the Port Authority as
trainees.

The Port Authority has maintain-
ed its personnel standards based
wholly on the demonstrated com-
petence and potential of those who
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join our staff. Our personnel policies
alm to recruit and stimulate able and
creative staff; to motivate them to
perform effectively; to contribute to
their development; and to make the
Port Authority a desirable place to
work. In our search for those best
able to perform the service the Au-
thority needs, the Authority early
recognized that the employment of
people from disadvantaged minori-
ties will contribute, through their
very involvement and improved
standard of living, to the greater
prosperity and peaceful development
of the Port District. Accordingly, we

"have an intensively pursued Equal

Opportunities Program as an instru-
ment to search out and encourage
talented minority members to work
with us or our contractors, and to
provide the training tools and facili-
ties, both within the Authority or-
ganization and the community at
large, by which latent talents might
be encouraged and developed.

We have plenty of work to do
and, as we enter our 51st year, many
challenges to meet.

The primary problem, from which
most others seem to spring, is con-
gestion. Some 18 million people live
within the New York Port District,
and the centralization of wealth and
livelihood in and around the port
makes for a mealstrom of local, na-
tional and international traffic,—
through the port, in the air, on the
ground and underground. The needs
of suburban commuters to get to
and from work in the center of the
city lead to some of the most com-
plicated urban mass transit problems
the world has ever seen. Air traffic
problems and the competition of air-
lines for best arrival and departure
times leads us to forecast, this com-
ing summer, over 9,000 international
arriving passengers requiring clear-
ance through a single building in a
three hour period, unless arrivals
are planned and successfully stag-
gered. We have championed a
method of reducing aircraft engine
noise, and pressed for the necessary
national ruling to effect it, on behalf
of those who live near our airports.
These are samples of problems we
face and must overcome. Solutions
will depend upon the vigor, ingenuity
and dedication of all Port Authority
people to all the tasks at hand. In
addition, it is incumbent upon the

Authority never to lose sight of its
statutory obligation, to update and,
as necessary, introduce new modes
of port operation that changing con-
ditions suggest, and sometimes de-
mand.

In lieu of refurbishing and rear-
ranging basically limited terminal
capacities at our Newark Airport in
New Jersey, for example, it was de-
cided to develop an entirely new
terminal complex—now designed,
engineered and currently under con-
struction in another area of the air-

port, at an estimated capital cost of
$200 million.

Our research had prepared us, in
addition, for the so-called ‘Container
Revolution’ that jolted so many ports
and shipping companies throughout
the world in 1966. The Port Au-
thority had, in fact, foreseen this
great technological change ten years
before and had pioneered in the
planning and construction of con-
tainer terminals—the first container
terminals to be built at any port in
the world. As a result the Port of
New York has a ten-year jump on
all other ports along the Atlantic
Coast of the United States in pro-
viding facilities for containership
operations.

Our Newark-Elizabeth docks on
the New Jersey shore comprise four
miles of wharves devoted to con-
tainership berths. Each berth—31
in all—will have 50 acres of paved
upland area in which to marshal
thousands of ocean-going containers.
Supplementing the berths at the
Elizabeth-Newark complex, nine
other containership berths are plan-
ned in other areas of the port—a
total of 44. Each berth now handles
an annual average of 600,000 long
tons, a figure about to be increased
when containerships laden with New
Zealand meat begin service this
summer to the Port of New York.
The total handling capacity of our
containership berths will run close
to 44 million long tons a year and,
as a cushion against the anticipated
development of containerization, the
Authority has now under study an
area in which to create another mas-
sive containerport fronting on Upper
New York Bay itself.

To our mind, however, world
trade has moved far beyond the sum
of the technical modalities developed
to transport it.
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No matter how modern our piers,
docks and airports may be, they
must have the backing of a modern
market place where the international
trade community can transact its
business efficiently and with the
fastest dispatch that modern com-
munications and a centralized mar-
ket place can provide. That market
place, as many of you undoubtedly
know, is New York’s World Trade
Center—two great 110-story tower
buildings and four low-rise plaza
buildings, including a hotel, now
nearing completion in downtown
Manhattan.

The Trade Center in New York
is well along in construction and
some of the tenants are already in
occupancy. It will cost about $650
million and occupancy is limited to
companies which perform functions,
activities and services in world trade.
Eighty percent of the space in the
Trade Center complex (which in-
cludes in all about 11 million square
feet of space) has been committed
either under signed leases or leases
in process. The project will be com-
pleted in 1973.

For the international businessman,
The World Trade Center will offer
the dual advantages of comprehen-
sive world trade services and rapid
and concentrated business contracts,
two factors which are indispensable
to more efficient international mar-
keting. These two advantages will
contrast markedly with the ineffi-
cient, wasteful and time-consuming
manner in which trade is conducted
at the present time. The Trade
Center will provide a focal point for
international trade much as the
clearing house does for banking and
the stock exchange for the corporate
securities market.

In the New York Trade Center,
every tool and convenience of mod-
ern business will be at hand for de-
veloping export-import activities and
for processing the essential docu-
mentation which accompanies every
shipment of overseas commerce. In-
tangible, but just as important, will
be the creation of an atmosphere of
world trade leadership and cooper-
ation.

The Trade Center will make avail-
able to our world trade community
in New York quick interchange of
information and proposals, prompt
processing of documents and rapid
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consummation of transactions. It
will house all of the services related
to the movement of trade including
such vital export-import trade serv-
ices as New York’s new GCustom
House, other government trade serv-
ices, foreign consulates and national
government trade centers, interna-
tional banks, marine insurance firms,
and steamship, rail, truck and air
carriers. Included within the Center
will be a comprehensive World
Trade Information Service which
will provide accurate up-to-date in-
formation on world trade markets,
regulations and opportunities, and
a service which we call ‘Interfile.’
‘Interfile,” as conceived by our
World Trade Center staff will pro-
vide a swift interchange of data
among the trade centers now devel-
oping all over the world. It is the
natural evolutionary step of con-
necting single trade centers, each
serving its own commercial com-

munity, into a network of compati-

ble centers monitoring, speeding and
stimulating the commerce of the
world.

Let me give you some examples of
facilities that The World Trade
Center will afford one of its tenants,
in the area of communications alone:

A. Picture-phones, closed circuit
television, telephone language trans-
lations.

B. Telephone access to central
computer processing at substantial
savings. As one example of the
countless services possible with such
a system, a company traffic manager,
via his desk telephone, may send
details of an order into the Trade
Center computer and receive a type-
written response telling him the most
economical use of carrier—truck, air
and railroad—to meet a dockside
delivery date;

C. A videophone that will per-
mit a dialer to scan quickly an en-
tire library for desired information,
and obtain a hard copy of any data
required for permanent use.

D. Prompt international com-
munications including public inter-
national telex booths;

E. Telephone access to informa-
tion storage and retrieval units that
provide instant verbal, video or hard
copy on world trade data;

F. A system for receiving the
thousands of daily business visitors

to the Center, electronically analyz-
ing their interests and referring them
to the appropriate places and ten-
ants in the Center.

If all this sounds something like
TV’s science-fiction Twilight Zone,
I urge you to think of it not in terms
of twilight but of the dawn of a new
day in world trade.

The World Trade Center in New
York will house, in addition, the
World Trade Institute dedicated to
world trade education, the exchange
of trade concepts and analyses of
developments in international trade
and commerce.

That the World Trade Centers of
the world will stand, each in its own
community, as the essential medium
for the development of world trade,
is evidenced by the spectacular
spread of the concept, from Malay-
sia to Chicago, from Japan to
Amsterdam, and the extent to which
major business areas have sought to
join the World Trade Centers As-
sociation. I know of the effort, well
begun here in Auckland, to raise a
Trade Center on your own water-
front, a project described with singu-
lar appeal, in my opinion, as a ‘mini-
Manhattan’. The intent I read be-
hind the phrase, to create the means
of centralizing and facilitating all
aspects of trade in the port, is one
with which T am in complete ac-
cord. It is my opinion that a trade
center in any community capable
of sustaining it will be the key tie-
line to all world trade systems. It
will be the major means of trade
stimulation, and commercial effi-
ciency, ultimately as necessary to the
competitive status of any broad com-
mercial community as the telephone
today is to the individual business-
man.

With the availability of container-
ships of unbelievable tonnage, with
the capacity to interchange informa-
tion and documentation as never be-
fore, and with the evident determi-
nation of the members of this con-
ference to contribute your full share
to world progress and trade, I can
safely prophesy for all the people of
New Zealand what I have already
wished for Auckland: A thriving
prosperous future lies just below the
horizon, on its way to your ports.
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Auckland Harbour Board Centenary :

Auckland Harbour Board

Celebrates

When Auckland city was first en-
countered by Europeans in 1840 its
harbour was little more than one
long beach set half a mile from navi-
gable water.

Today the city is the commercial
centre of New Zealand and has the
largest, busiest, port in the country
—right at its doorstep.

The port began with one small
jetty. Now eleven wharves are in
full operation, and others are being
built to meet the demands of hightly
sophisticated  shipping operating

throughout the world.
The rapid growth of the Port of
Auckland and its expansion are the

i)

Centenary

results of careful planning and fore-
sight. A foresight which began with
the first Harbour Board, which
formed 100 years ago in 1871.

That foresight has passed to each
subsequent generation of Harbour
Boards, and is still a major quality
of the present Board under its chair-
man, Mr. R. C. F. Savory.

The first Board, whose chairman,
Captain William Crush Daldy, was
both a seaman and a financier,
adopted a reclamation policy, which

‘dispensed with the non-navigable

water, replacing it with many acres
of solid, valuable leasehold land,
which it let to the young industries

The redevelopment scheme instigae by the Auckland Harbour Board is providing

that were forming in the emergent
city. This land is still a major source
of revenue to the present Board.

Some of the land is being redevel-
oped under an ambitious scheme
instigated by the Auckland Harbour
Board. Known as the Downtown
Redevelopment Scheme, it involves
the reconstruction of seven acres of
land immediately behind the pas-
senger wharves to form a gateway
to the city.

When the scheme is completed it
will provide the city with a new
department store, a shopping mall,
and a world trade centre. This is in
addition to a motor hotel and multi-
storey car park which were com-
pleted recently.

The project—which will cost $36
million—is being built in three
stages, and work on the first phase
began two years ago.

The world trade centre will be
housed in a 32-storey building ear-
marked for commerce. Due to be
completed by 1974, this construction

the city with a World Trade Centre, a Motel Hotel, car park facilities, and an

Airways Terminal.
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A westerly view of the Auckland

extension in the forground.

will be the tallest building in New
Zealand.

The trade centre is one of 40 be-
ing developed in world commercial
capitals. They are linked by the In-
ternational World Trade Centres
Association which controls a world-
wide information service.

The Auckland centre will house
export groups, government trade
agencies, overseas consulates, New
Zealand manufacturers and retailers
representatives, customs and ship-
ping agents, foreign trade associ-
ations, bankers and insurance com-
panies, shipping companies, airlines
and other transport specialists.

In the course of the coming three
years in phases, just under 60 acres
of land will be used for container
shipping operations. Already 950 ft
of wharf is in readiness for the first
cellular ship which is expected later
this year, and the gigantic twin-lift
crane, costing just under $1 million,
is ready for its first loading and un-
loading task.

JULY 1971

Eventually this wharf will be ex-
tended by another 900 ft to accom-
modate two container ships at once.
This should be possible by 1975.

The first berth will be used by all
shipping companies until container
trade increases to the extent that
one major shipping line would need
sole access to the wharf. This would
be leased to the company concerned.

A second container crane is en-
visaged, again when trade increases,
and a transtainer crane will be ad-
ded to the terminal facilities.

In the past ships coming into the
port have spent days, often weeks,
for unloading and loading. Con-
tainer ships will spend only hours in
port; helping to eliminate one of the
high costs of shipping.

Still with an eye to the future, the
Auckland Harbour Board sent offi-
cers to America recently to look into
the question of bulk granular cargo
handling, realising that facilities for
this are of vital importance to the
shipping industry. The Board will

Harbour, showing the Container Terminal

be planning suitable wharves for this
function in the near future.

Creating new ports is only a part
of the Harbour Board’s current
story. In addition, it is replanning
and revamping the wharves built by
that first Board at the turn of the
century. They have served the Port
magnificently for the greater part of
100 years. Reconstruction will en-
sure that they continue to function
even more efficiently.

Looking to the future, the Chair-
man, Mr. Savory, says the introduc-
tion of new kinds of ships and even
hovercraft will be included in the
Port’s progress.

“The evolution of the container
principle will continue to expand
and develop. Likewise the vehicle
deck and stern door loading ships
must be catered for. Plans are al-
ready on the drawing board and it
is expected that a comprehensive
development scheme will be publish-

(Continued on Next Page Bottom)
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An Appeal for Improved
Philadelphia Port Area

Statement of S. Harry Galfand,
City Representative and Director of
Commerce, before the Pennsylvania
State Government Committee of the
House of Representatives, Friday,
March 26, 1971, at 10:00 a.m., at

the State Office Building, Penthouse, -

Broad & Spring Garden Sts., Phila.,
pa. (Rep. Harry R. Comer, Chair-
man)

Mr. Chairman, and distinguished
members of the Committee:

My name is S. Harry Galfand,
City Representative and Director of
Commerce for the City of Philadel-
phia. By definition under the City
Charter, both positions are occupied
by the same appointee who is the
ceremonial representative as well as
chief commercial officer of the city.

It is in this latter capacity that
I should like to address the members
of the Pennsylvania State Govern-
ment Committee here today, since
the Commerce Department is re-
sponsible for the promotion and de-
velopment of the city’s commerce
and industry through its port, air-
port, civic center and business serv-
ices.

The Port of Philadelphia plays a
vital role in advancing the welfare
of both the city’s and the state’s
commerce and industry, and I want
to thank you gentlemen for taking
the time to conduct these hearings
on the Port. I hope they will im-
prove our mutual understanding and
advantages.

While we in the Commerce De-
partment prefer to look to the fu-

(Continued from Page 17)

ed later this year.”

“World port authorities have an
enormous task in keeping abreast of
new methods and the Auckland Har-
bour Board, as it has shown through-
out its 100 years, will be prepared
to apply the latest technology to its
business of working an efficient port
for the benefit of all New Zealand-
ers,” he said.
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ture, rather than the past, it some-
times helps to review where we have
been in order to know where we
stand now, and where we want to go.

July, 1, 1965, was an important
date in the long history of the
world’s greatest freshwater seaport.
On that day, the city began to
transfer its port operations from the
Commerce Department to the new
Philadelphia Port Corporation. It
promised then—and has since be-
come—an effective partnership be-
tween the City, the Commonwealth,

and the Greater Philadelphia Cham-

ber of Commerce. It represented
positive action based on the re-
cognized need to keep the port
healthy, for the economic good of
this area and indeed of the entire
Commonwealth.

As many of you know, Philadel-
phia has long been an important im-
porter of bulk cargo, mostly, oil and
ore. While we still remain largely
a bulk-handling port, most of you
in the port community will agree
that general cargo generates more
business, more jobs, and more re-
venue.

To increase this flow of general
cargo, the Port Corporation was
commissioned to construct from fif-
teen to twenty-one new ship berths
as promptly as possible, and the City
and the Commonwealth budgeted
about $100 million for this port im-
provement program.

In the six years since the Port
Corporation was formed, Philadel-
phia’s waterfront has taken on a new
look. As you saw on your port tour
yesterday, the two major construc-
tion projects of the corporation—
the Tioga Marine Terminal and the
extension of the Packer Avenue
Marine Terminal—are well along
toward completion. Additional im-
provements are being made to older
pier facilities, and plans for future
port expansion are under way. The
Port Corporation’s 1970 annual re-
port, given to you by the Chairman,

Mr. Potts, describes these facilities
and plans in detail, so I will not
take the time to do so today.

Much has been accomplished, but
much more remains to be done.
Since this will require additional fi-
nancing on the part of the City and
the State, I am encouraged to note
that several members of your House
State Government Committee are
also on the Appropriations Com-
mittee—including Chairman Harry
Comer, Vice Chairman Peter Perry,
Martin Mullen, Guy Kistler, and
William Piper. The Port needs your
help, gentlemen.

When the Port Corporation was
formed, the Commonwealth and the
City each agreed to appropriate
$600,000 annually for a period of
approximately 12 years. However,
due to delays in construction and
engineering which could not have
been foreseen, costs have greatly in-
creased.

In order to meet our commitment
to make the Port of Philadelphia
one of the finest in the country,
both the City and the Common-
wealth must now increase their ap-
propriation to the Port Corporation,
each by $400,000 annually to a total
of $1 million for the five year period
1972 through 1976. The Commerce
Department has recommended this
increase in its budget to City Coun-
cil, and we sincerely hope the state
will join us in this partnership by
also appropriating $1 million.

The Port Corporation has under
construction enough berths and
facilities which will be capable of
handling an additional one and a
half million tons of cargo per year.
We strongly feel that this tonnage
can be attracted from competitive
ports and will represent new busi-
ness for the Port of Philadelphia, the
Commonwealth of Pennsylvania,
and the entire country. For example:

The economic importance of the
Port of Philadelphia in the nation’s
economy is indicated by the cus-
toms receipts collected on imports
of foreign goods and raw materials
entering its industrial-commercial
life. For the past five years these
import duties have been in excess of
$100 million, reaching the figure of

(Continued on Page 25)
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A Glimpse of Nagoya Port

By Kiyoshi Sugito

President, Nagoya Port Authority
Mayor of Nagoya City

First, look for those green islands
with the sea all around—]Japan.
Then run your finger along the east-
ern seaboard till you reach their
center. There, sheltered deep in Ise
Bay by the protective arms of the
Chita and Kii Peninsulas, is a harbor
of unusually calm waters. There is
Nagoya Port. And we are proud of
it.

In the more than 70 years since
it assumed the name, Port of Na-
goya has grown, matching strides
with ongoing industry, first with
more and better moorings, then
wharves and industrial sites, and

now with the most modern facilities
ever among man-made ports.

It was between 1955-1961, those
miraculous years of economic
growth in Japan, that our progress
was most marked. Heavy industry
sprang up along the southern sea-
front and industry boomed inland.
The Port rode this crest, handling
in 1968 almost five times 52,450,000
tons the cargo of a decade earlier.
And in a single year—1969—cargo
increased 20% (61,120,000 tons).

It was not long until ships of call.-
came to number well over 72,000
per year, making Nagoya rank only

Kiyoshi Sugito

behind Yokohama and Kobe in
Japan.

Recent times have seen all major
ports confronted with the same
phenomena. There are more ships
calling. And more congestion and
“full house” situation. Ship size is

Piers shown in the foreground are (from left) Inae Pier No. 1, No. 2 and Coal Pier.

A reclaimed island in the center is the oil storage base.
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MAP OF THE PORT OF NAGOYA
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increasing, exclusive handling facili-
ties in demand and containerization
on the march. There is the appear-
ance of long-distance ferries, a dif-
ference in cargo handled, and many
qualitative and quantitative changes
at work in maritime transport. All

this is why we came to revise our
Port and Harbor Plan.

1. Nagoya Port Plan Revision of
1970

The revision projects a 145 mil-
lion tons in cargo handling capacity
by 1980. It streamlines distribution by
exclusive handling at enlarged for-
eign trade terminals, centralizes
berthage and slates pier improve-
ments for increased domestic cargo
for the burgeoning industry inland.

There will be tramper berth con-
struction for lumber and the like,
and improved terminal function with
commercial port facility develop-
ment. Coastal transportation net-
work is to be improved, moorings
modernized, provision for construc-
tion of mammoth tanker sea berth
and selective incorporation of the
planning previous, regarding indus-
try. All this figures to turn Nagoya
into a strategic port of international
proportions. Development of port
function will be integral, efficient
and more than apt to meet expec-
tations for Chubu Region industrial
development as well as contribute to
international trade.

2. Containerization Sparks Estab-
lishment Of Unique Company

Unitization for efficiency and
economy of distribution is now a
watch-word. The dawn of contain-
erization has meant speed, safety
and cost-down at world ports, these
latter being well on their way to
being equipped to handle it. In
Japan, both in the Tokyo-Yoko-
hama and Osaka-Kobe districts, a
special container organization (Kei-
hin & Hanshin Port Development
Authority) was set up in 1966 to
provide foreign trade container
berths and facilities. The need was
seen in Nagoya. But realization had
to lag a bit behind. The Port Au-
thority stepped in with hurried con-
struction of two container berths at
Kinjo Pier in 1968-9. But these
would not be able to cope with on-
coming containerization.

Hence, a new foreign trade group
was formed speedily to run exclusive
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Public container terminal at Kinjo Pier.

Mr. Fumio Kohmura, Exec. Vice

President of Port Authority,
elected President of N.C.B. on
Dec. 26, 1970.

container terminal dealings and de-
velopment. In May of 1970, at Na-
goya Port’s strong urgings, the Japa-
nese Government made an unprece-
dented decision to allow private in-
vestment participation in port and
harbor projects. This new policy re-

versed previous legislation, making it
possible for private sectors outside
existing public foreign trade terminal
corporations, to undertake construc-
tion of authorized container facilities
under port authority supervision.

Nagoya Port here opted for a
company type approach. On De-
cember 26, 1970 an official joint
stock company was formed under
the title ‘“Nagoya Container Berth
Co.” and headed by Mr. Fumio
Kohmura, the executive vice presi-
dent of Nagoya Port Authority.
This company was made up of the
ruling body for Nagoya Port, Nago-
ya Port Authority, and six maritime
companies which are container ship
operators (Japan Line, K Line,
NYK Line, Mitsui OSK Lines, Sho-
wa Line and YS Line).

The new company project plan
calls for a target date of fiscal 1974
as to completing a 4-berth container
wharf in West-4 complete with load-
ing equipment and leasing services
for full container companies, These
-exclusive container pier construction
plans promise Nagoya the needed
facilities for forthcoming cargo
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MAP OF DETAILS OF KINJO CONTAINER TERMINAL AND
N.C.B)s CONTAINER WHARF
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Particulars of N.C.B.’s Container Wharf at West-4 Section

Berth No. Depth Berth Length Ship Capacity Crane Opening Date

Ist Berth —12m 300m 35,000 P/W April 1, 1972

2 gantry cranes per berth

2nd Berth —12m 300m 35,000 P/W April 1, 1973

3rd Berth —12m 250m 25,000 P/W April 1, 1974
Rated load 30.5t

Lifting load 37.5¢

4th Berth —12m 250m 25,000 P/W April 1, 1975

handling volume. of containerization is sure to con- capacity. It wants to be a step

For the efficiency and economy it tinue. Nagoya is thinking ahead, ahead always. Yes, NaGOya is “on
brings to distribution, the advance too. In terms of 1980 cargo handling the GO.”
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Maybe your link is Rotterdam-Europoort. Home to Europe’sbiggest oil refining conglomerate
-60 million tons last year. With super tanker harbours that can take ships of up to 250,000 dwt.
Pipelines to Belgium, Germany, throughout Holland. Europe’s biggest harbour and petroche-
mical centre. Europe’s biggest container terminals. Spang in the middle of Europe’s greatest
concentration of big-spending consumers. The nucleus of inland waterways and sea routes,
railways, superhighways, airways. Rotterdam-Europoort. On the map Dutch. Industrially spea-
king, very European. If oil and Europe interest you, look into Rotterdam-Europoort.

For data on what's happening, write the Municipal Port Management of

rotterdam-europoort

Poortgebouw, 27 Stieltjesstraat, Rotterdam.




PORT OF LISBON

"Among the facilities both for bulk and general
cargo to be found in our ever growing port......
A special container terminal is in operation NOW

and NOW

you can ship your containers safety
VIA PORT OF LISBON.

ADMINISTRAGAO - GERAL DO
PORTO DE LISBOA
Cais do Sodré - LISBOA - 2 - PORTUGAL

SHlBATA FENDERS ASSURE YOU FULL-INE SERVICE

Circle-type Fender is
“all directions, all angles” Performer

1. Strong against shock from any direction!

Conventional fenders have demerits together with their merits.
Some- are strong against pitching but weak against rolling, some
are quite contrary. But, Circle-type Fenders will never directions!
It shows a perfect performance against any shock from any direc-
tion.

2. Superb in a listed contact!

Circle-type Fenders are highly efficient in the contact at a listed
position. Its flexion increases and its energy absorption is constant,
while conventional fenders have a lessen performance when a slant
pressure is placed.

3. Prevents damage to the hull!

Conventional fenders have the positional defects in its installing.
Horizontally installed fenders occupy frame space, while vertically
installed fenders bring about a mowing-down pressure to the hull
when coming alongside a quay at a listed position, damaging fenders.
Circle-type Fenders are quite different!

it covers both frames and longitudinal members. Consequently it
gives no damage to the fenders and the hull at all!

Sister products: Pneumatic type fender - Roller type fender

SHIBATA INDUSTRIAL CO.LTD.

Tokyo Office: No.6,2-chome, Awaji-cho, Chiyoda-ku, Tokyo, Japan. Tel. (253) 2056~8
Kobe Office: No. 38, Seni-boeki-tonyagai, Ikuta-ku, Kobe, Japan. Tel. (34) 1675~9




Orbiter Probe

IAPH News :

Mr. McConnell

Tokyo:—Mr. McConnell, J. P,
A.A.S.A., Chairman, Fremantle Port
Authority, Australia, arrived in
Japan Wednesday, May 26 on his
way to Montreal, Canada. He called
on Mr. Toru Akiyama, Secretary
General, Friday at his business office,
and was invited by the S. G. to a
dinner that night. On Sunday he
inspected Tokyo Port’s container
wharfs and later Tokyo’s sightseeing
highlights. Monday he toured Yo-
kohama’s container wharfs. He is
scheduled to depart for Montreal
via Vancouver on Tuesday.

World’s Biggest Ore Port
New York, N.Y., May 11:—Con-

struction is underway at Tubarao,
Brazil of facilities to handle 250,000
DWT ore carriers and to increase
shiploading capacity of the port to
30,000 tons per hour.

The sixty million dollar expan-
sion was engineered by Soros As-
sociates, consulting engineers of
New York, to handle annual ship-
ments of 50 million tons. The pro-
ject provides a second ore berth
with two 16,000 ton per hour slew-
ing shiploaders, a four and a half
kilometer approach channel and an

IAPH News

enlarge turning basin. On shore, a
new two million ton ore yard with
16,000 ton per hour stockpiling
capacity connected to two twin ro-
tary car dumpers will be located on
reclaimed land, with sampling and
weighing facilities as well as full in-
tegration of the conveying systems
to merge with existing operations.

This expansion is being carried
out in accordance with a MASTER
PLAN developed by Soros Associ-
ates on the basis of long term pro-
jections of global bulk movements
and fleet compositions, providing a
staged program to increase annual
ore shipments to 80 million tons and
accommodate vessels up to 400,000
DWT. Coal and fuel berths, as well
as large scale general cargo oper-
ations to serve a planned steel mill,
are part of the comprehensive Soros
plan.

The new loading berth and han-
dling systems now under construc-
tion are designed so that at a later
stage vessels up to 400,000 DWT can

(Continued from Page 18)

$150 million in 1968.

The taxes generated by the four
million tons of general cargo im-
ports brought to the city over $2.5
million dollars revenue (at 70 cents
per short ton) and approximately
similar tax benefits accrued to the
Commonwealth. The bulk shipments
of petroleum products, ores and
minerals, sugar and molasses provide
the raw materials for factories em-
ploying many thousands of Pennsyl-
vanians in such industries as petro-
leum processing, chemicals, metals,
textiles, paper, food, transportation
and electrical machinery.

It is on the export side that we
have to concentrate our efforts and
for which we urgently ask your as-
sistance. The U.S. Census Bureau
reports that Pennsylvania produced
nearly $2 billion worth of U.S. ex-
ports in 1969, while the total value
of the general cargo shipped out of
that amount ($483 million). Using
an average value of $256 per ton of
export general cargo, both Philadel-
phia and the Commonwealth could
have benefited by an additional an-
nual revenue of $3 million each if
we had the facilities to handle addi-
tional cargo.
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The task before us can be even
better illustrated by an analysis of
the five Pennsylvania Counties com-
prising the major portion of the
Greater Philadelphia Metropolitan
Area (Bucks, Chester, Delaware,
Montgomery and Philadelphia). The
Commonwealth’s Department of
Commerce statistics show this area
producing over $420 million worth
of goods for exports in 1968, but
shipping only about one third of
this amount through the Port of
Philadelphia. This indicates that the
City and Commonwealth are losing
annually a total of some $1,400,000
of potential tax benefits from these
five counties alone.

In order to get our full share
of port business the task of port
improvement and development re-
quires the help of all interested par-
ties. I should like to emphasize, how-
ever, that the benefits which our
port will reap will far surpass our
investments and our efforts.

In conclusion, I should like to call
your attention to Penn’s Landing,
which is being developed in three
stages at the Port. The Commerce
Department has been the moving
force behind this project for many
years. The Penn’s Landing Corpo-
ration, chartered by the Common-

wealth of Pennsylvania Development
Corporation.

This project will add an exciting
dimension to the Philadelphia water-
front. It will realize the historic,
aesthetic, and commercial potential
within the entire area from the Ben-
jamin Franklin Bridge to Catharine
Street.

It is being designed with a care-
ful balance of private commercial
and public uses in mind. This would
involve restaurants, specialty shops,
recreational facilities, and other
tourist attractions in an area near
Independence National Historical
Park, where Independence Hall al-
ready has more than three million
visitors a year.

The city is grateful for the sup-
port which the Commonwealth has
already contributed to this project.
However, if Penn’s Landing is to
become a reality, we urge—indeed,
we need—your continued support of
this unique development on the
Philadelphia waterfront.

Thank you, Mr. Chairman. I con-
sider it a privilege to have this op-
portunity to speak to the members
of the Pennsylvania Government
Committee. (City of Philadelphia
News Release, March 25)
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Gantry cranes
from Mitsubishi

e ;\w&r 1

S

A good example of our latest crane technology is the
37.5-ton container and general cargo handling model above.
(A 39-ton model of the same type is under construction now.)
If features reactor controls, automatic hoisting, trimming
operation, and an all-welded construction that assures reliable
performance for decades to come.

On the heavier side, we are now manufacturing 600-ton
gantry cranes with two hooks of 300 tons each; and for
lighter lifting, a 3-ton gantry deck mode! with man trolley.
As a variety of different gantry cranes in between.

You've got the cargo, we‘ve got the lift for it.

Fast, economical, and safe.

MlTSUBISHI Crane Section, Steel Structure Dept.

HEAVY INDUSTRIES, LTD. Head Office: 5-1, Marunouchi 2-chome, Chiyoda-ku, Tokyo



be loaded at a rate of 32,000 tons
per hour when the channel depth is
increased to 28 meters. In combi-
nation with the existing finger pier
this will provide an ultimate ship-
loading capacity of 46,000 tons per
hour at Tubarao. (Soros Associates
International)

Bulk Port Expansion

New York, N.Y., May 25:—The
Board of Commissioners of the Port
of New Orleans has adopted a new
master plan developed by Soros As-
sociates, Consulting Engineers of
New York.

The first stage of improvements
under the new plan has been au-
thorized and is scheduled to be oper-
ational in 1972. This expansion plan
conforms with the Soros recom-
mendations to tailor the port facili-
ties to attract the growing and
changing bulk markets in the Gulf
Region, as indicated by their study.

The new master plan calls for
creating additional facilities in stages
during the next 25 years to handle
competitively a 400% increase in
annual tonnage throughput.

Elements in the $37,000,000 over-
all plan include adaptation of exist-
ing structures to larger vessels,
creation of open and covered ground
storage, separate silo storage, sepa-
rate barge loading berth with addi-
tional barge fleeting facilities, third
unloading berth, second railroad
loading station, enlargement of rail-
road marshalling yards and conveyor
system geared to simultaneous han-
dling of multiple products. (Soros
Associates Inc.)

Reefer Service
Duluth, Minn., April 28:—A new

combination refrigerated and gen-
eral cargo service linking Duluth-
Superior with European ports will
be inaugurated this season, Duluth
Port Director C. Thomas Burke an-
nounced today.

Burke said East West Lines, head-
quartered in New York City, has
agreed to include Duluth-Superior
as one of two Great Lakes ports of
call for three refrigerated, or ‘“reef-
er,” ships.

Sailings will be triweekly to and
from Antwerp, Belgium, Newhaven,
England (near London), and Le-
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The Americas

Montreal:—The Port of Montreal sends off its top people on a two-
week long selling tour through Europe. Among those on the trip,

which starts in Scandinavia, are:

Guy Beaudet, Montreal’s Port

Manager; Ben Jansen, of Scandinavian Airlines, and J. M. Chabot,
representative of the Montreal Port Council. The group will meet
ship owners, freight forwarders and exporters in a number of European
countries to convince them of the advantages of shipping to Canada

through the Port of Montreal.

Havre, France. Company officials
said cargoes also will be accepted
for Rotterdam, Holland.

Burke said the new liner service
is especially significant because it
marks the port’s entry into the
“reefer” trade and further enhances
Duluth-Superior’s status as a full-
service port.

Refrigerated cargoes will be
handled through Mid-Continent
Warehouse Co.’s public dry and re-
frigerated warehouse at the Clure
Public Marine Terminal in Duluth.
The Mid-Continent facility, built on
property leased from the Seaway
Port Authority of Duluth, has been
used almost exclusively for domestic
products since its opening in Sep-
tember 1969.

Burke said establishment of the
service is the result of numerous
meetings involving representatives
of the Port Authority; Mid-Con-
tinent; Ceres, Inc., managing agent
of the Public Marine Terminal; East
West Lines; Nordship Agencies, Inc.,
Chicago, general agents for East
West Lines; Guthrie-Hubner, Inc.,
Duluth agent for Nordship, and
Midwest firms engaged in interna-
tional movements of refrigerated
cargoes.

A Nordship official said the serv-
ice will begin when the Ulysses Reef-
er loads cargo for Duluth and other
ports in Antwerp May 5. The ship
is expected to call at Newhaven and
LeHavre May 8 and 10, respectively,
and is due in Duluth about June 1.

Joining the Ulysses Reefer in the
service will be the motorships Ulysses
Island and Ulysses Castle. All are
modern vessels under Greek registry.

In addition to Duluth, other
North American ports to be served
by East West are Milwaukee, Wis.,
and Montreal, Que.

Burke said he was extremely
pleased with East West’s decision
and pointed out that the inclusion
of Newhaven on the schedule will
help Duluth regain cargoes poten-
tially lost by the discontinuance of
service by Manchester Liners, Ltd.,
of Manchester, England. The Man-
chester firm recently announced it
was eliminating its traditional Great
Lakes service to Duluth and, instead,
plans to concentrate on huilding
container shipments.

Fast West’s schedules will provide
new opportunities for transportation
savings for Upper Midwest shippers,
Burke said.

“Regularly scheduled ship service
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is a must if a port is to continue its
growth in world trade,” he said.
“These new sailings by reefer ships
not only contribute to such growth,
but actually open new trade areas
for us.”

Spokesmen for the line said the
ships will carry general cargo in ad-
dition to the refrigerated commodi-
ties, particularly on the westbound
sailings from England and the Con-
tinent.

Marshall Chabot, Duluth, Mid-
Continent president, praised the ef-
forts of the Port Authority and
others involved for “turning an idea
into a reality.”

Chabot observed that the Mid-
Continent facility was built to help
the port become a factor in the
refrigerated cargo world market.

“This service is just the first step
in Duluth’s development as a reefer
service port,” Chabot said. “Once
the freight savings become evident to
our Midwest customers, I'm certain
that this trade will grow substan-
tially.” (Seaway Port Authority of
Duluth)

New Executive Director

Houston, Texas, April 28: —-
George W. Altvater has been named
executive director of the Port of
Houston to replace J. P. Turner,
who resigned earlier this week.

Meeting in executive session to-
day, members of the Port Commis-
sion selected Mr. Altvater after sur-
veying a list of eligible port man-
agers.

Mr. Turner, 67, who has directed
the Port of Houston for the last 14
years, resigned Monday. He will
continue to serve as a special con-
sultant for the next 16 months when
his contract expires.

“The Port Commissioners selected
George Altvater because we believe
that he is the logical man to direct
the port during this extended pe-
riod of growth which we are enter
ing,” said Fentress Bracewell, chair-
man of the commission. “Mr. Alt-
vater is already intimately acquaint-
ed with many of the problems which
will face us in future years and we
believe he will be able to give us
the best solutions.”

Chairman Bracewell praised the
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Mr. George W. Altvater

new executive director for his-out-
standing ability and the adminis-
trative leadership he has demon-
strated since he joined the Port of
Houston in May, 1959.

“We are happy to be able to pro-
mote someone on our staff to this
position of responsibilty and au-
thority,” Bracewell added.

Mr. Altvater said he is eager to
mmplement the broadened powers of
the Port of Houston Authority,
which was recently passed by the
Legislature.

“We were the first port in the
world to handle a container ship
and this new concept has revolu-
tionized shipping around the world,”
Mr. Altvater said. “To retain our
position as the leading container
port on the Gulf I want to push the
rapid development of our new $100
million terminal facilities at Bar-
bour’s Cut.

“l want to strengthen our rap-
port with all segments of the indus-
try, the maritime group, the rail-
roads, the truck lines, freight for-
warders and brokers, consular corps
and labor because we must have
complete cooperation of everyone
involved to give our best service,”
Mr. Altvater said.

Mr. Altvater has been involved
in planning port facilities as well as
the development of foreign and do-
mestic trade. He has spoken to
meetings in the major cities of the
United States, Great Britain, Eu-

rope and Japan and he has toured
extensively to develop better rela-
tions with shippers, importers and
exporters.

While president of the Houston
World Trade Association, Mr. Alt-
vater led three delegations to Wash-
ington and succeeded in having
Houston named as one of nine re-
gional headquarters for the U.S.
Customs.

Widely recognized as a dynamic
leader in the transportation industry,
Mr. Altvater served as co-chairman
for the American Association of
Port Authorities national convention
which was held in Houston last Oc-
tober and he is general chairman
for the national convention of the
Propeller Club of the United States
to be held in Houston in 1972. He
is also active in the Traffic Club,
Rotary Club and the international
business committee of the Houston
Chamber of Commerce.

Mr. Altvater, who was born Janu-
ary 6, 1914, in Lynn, Massachu-
setts, was graduated in 1938 from
Northeastern University in Boston
with a business administration de-
gree. He worked days and attended
school at night.

In 1938 Mr. Altvater went to
New York City as a sales repre-
sentative for Waterman Steamship
Corporation. In 1954 he was named
manager of the New York office for
the Port of Mobile, which at that
time was managed by Mr. Turner.
In 1957 Mr. Altvater became man-
ager of the Port of New Orleans’
New York office, a position he held
until he was named executive direc-
tor of the Port of Baton Rouge in
1958.

In May, 1959, Mr. Altvater moved
to Houston to become general sales
manager. He has been director of
sales and director of international
trade and development prior to being
named deputy director of the port
in 1967.

Mr. Altvater is married and has
a son, Kenneth, who is with Ameri-
can General Insurance Company,
and a daughter, Janet, who is a
senior at the University of Texas.
He is an elder in the Memorial
Drive Presbyterian Church. (Port
of Houston News Release)
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Port’s Customer
Los Angeles, Calif., May 24:—

Testimony, unsolicited, to the value
of Port of Los Angeles ‘trade mis-
sions’ was given Wednesday (May
19) by a man who expects, before
the year is out, to be a million dollar
customer of the port.

The customer, already in the half-
million bracket, is Yohji Ban, presi-
dent of Japan’s Tokai Shipping Co.,
Ltd., and chairman of the board of
Ban Warehouse Corp., which is a
Los Angeles Harbor Department
tenant.

Ban appeared at the regular week-
ly meeting of the Board of Harbor
Commissioners and was introduced
(by retiring Commissioner Fred 1.
Wada, who is of Japanese descent)
as “a man who brings us $500,000
yearly,” moving 500,000 tons of
cargo, generally steel pipe, at a $1
per ton tariff.

The visitor from Tokyo quickly
corrected the figures.

“I hope,” he told the commission,
“that before the year is over I will
have brought between 800,000 and
900,000 tons of cargo into this coun-
try through the Port of Los An-
geles.”

With a scheduled tariff increase
to $1.25 per ton, that would make
Ban a $1 million-or-more customer
of the Harbor Department.

A major portion of the increase,
Ban said, will ke 150,000 to 200,000
tons of steel products from the Wa-
kayama works of Sumitomo Metals
Industries, Ltd.

According to Ban, until recently
Sumitomo’s Wakayama steel had
been imported into this country
through another port.

“But a little more than two years
ago,” Ban told the Harbor Com-
mission, “the City of Los Angeles
and the Prefecture (state) of Waka-
yama signed a trade agreement.
Commissioner Wada was one of the
signatories for Los Angeles.

“Because of that, Wakayama Pre-
fectural Governor Masao Obhashi
used his influence to favor the Port
of Los Angeles when it became time
for contracts to be renegotiated.”

Harbor Commissioner Frank C.
Sullivan noted that “while these
trade agreements of the City of Los
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Angeles are strictly unofficial, with
no legal power, they and city’s trade
missions ‘do establish friendly rela-
tions that help increase business
through the Port of Los Angeles.”

Ban thanked the Harbor Com-
mission for “the big help,” on both
sides of the Pacific, they had given
him, saying he would “endeavor to
bring more and more trade to and
through Los Angeles.

If it were not for unofficial quotas
on steel imports from Japan, he ad-
ded, he believed he could even now
be importing much more.

Ban ended his remarks, after say-
ing he hopes the growth of the Port
of Los Angeles would continue un-
interrupted, with a deep bow, Japa-
nese style, to the commission. The
bow was returned by Commission
President Sullivan. (Port of Los
Angeles)

L. A. Port Praised

Los Angeles, Calif., May 19:—
Writing as one congressman to an-
other, Michigan’s John D. Dingell
has high praise for the operation of
the Port of Los Angeles, and thinks
other American ports would do well
to follow its lead.

Dingell’s views, in a latter to
Maryland’s Congressman Edward
A. Garmatz, were made public
Wednesday (May 19) when Los
Angeles Harbor Commission Presi-
dent Frank C. Sullivan read a copy
of the letter at the board’s weekly
meeting.

Dingell, a member of the house
Merchant Marine and Fisheries
Committee, told committee chair-
man Garmatz he’s “had the oppor-
tunity to observe the splendid job
done by the port authority in han-
dling heavy traffic at the busy port”
of Los Angeles.

“That port does one of the best
jobs of handling traffic...I have
ever seen,” Dingell wrote, “both by
coordinating the intelligent use of
its pilots and utilizing a large capa-
ble shore based radar coordinated
with VHF radio telephone and
closed circuit teletype.”

In February, Dingell chaired a
special house subcommittee studying
port traffic safety. This followed the
January 19 collision, in San Fran-
cisco Bay, of the tankers Oregon
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Standard and Arizona Standard,
with subsequent oil spillage. Hear-
ings were held in both San Francisco
and Los Angeles.

Sullivan later wrote Dingell and
other federal officials, urging a
federal Marine Traffic System be
instituted for the Port of Los An-
geles. In his letter, Sullivan outlined
current traffic safety procedures in
use at the port.

The hearings, Dingell wrote Gar-
matz, “led me to the clear conclu-
sion that the kind of system outlin-
ed by (board) President Sullivan. ..
is clearly a necessity in every major
port, and in heavily congested water-
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ways. ..

Legislation covering harbor traffic
safety procedures with “positive con-
trols in port areas,” Dingell added,
is “an absolute necessity if other
disasters in the harbors of...our
major cities is to be avoided.” (Port
of Los Angeles)

Coastal Development

Los Angeles, Calif., May 12:—
California is being short-changed
in the matter of coastal develop-
ment, but there is an organization
trying to correct the situation, a Los
Angeles Area Chamber of Commerce
committee meeting was told Tues-
day.

The organization is the newly-
formed California Marine Affairs
and Navigation Conference (CMA-
NC). Proposed remedies were out-
lined by its president, Lawrence L.
Whiteneck, chief engineer of the Los
Angeles Harbor Department, at a
meeting of the chamber’s Maritime
and Harbor Affairs Committee.

Since the national government
was formed, Whiteneck said, it has
collected $45 billion in customs du-
ties, but has spent only $1.5 billion
on navigation channel development.
Local governments have added an
additional $3.7 billion.

In 1969, he continued, customs
brought in some $3 billion, of which
only $55.9 million was spent on
navigation channels.

And npeither in relation to its size
or its needs, Whiteneck charged, is
California receiving a fair share of
coastal development funds from the
federal government.

“California’s underwater coastal
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areas represent its greatest—and
least developed—area of potential
resources,” Whiteneck said. He
urged that the state’s entire 1,500
miles of coast line be developed ac-
cording to an integrated plan.

“Changes along the coast in one
spot can affect what happens at
another spot miles away,” he ex-
plained. “San Pedro Bay can be af-
fected by what happens as far south
as Newport Beach or as far north
as Ventura.”

CMANC, Whiteneck said, was
organized from two earlier groups
interested in, respectively, small boat
harbors and commercial ports. The
combined forces plan to support co-
ordinated requests for funds for har-
bor and coastal development, either
from state or federal government.

Additionally, CMANC will urge
local input of planning in overall
development of the state’s coastline,
opposing “from the top” planning
in Sacramento and Washington that
does not take into consideration lo-
cal desires and needs.

Whiteneck  particularly  urged
chamber members to contact their
congressional representatives to sup-
port increased appropriations for a
hydraulic study model of San Pedro
Bay. He said an appropriation for
$350,000 was included in the pro-
posed President’s budget for the
coming year, but that at least $500,-
000 is needed, and the entire project
will cost about $1.6 million.

“Because of an inadequate budg-
et,” Whiteneck said, “the model
study project will be delayed at least
a year, and because of that, coastal
development planning in many areas
is stymied.” (Port of Los Angeles)

Port Economic Benefits

New Orleans, La., April 26:—
Economic benefits totaling $226,671.-
721 to the local New Orleans area
were realized from the movement of
22,815,632 tons of foreign water-
borne commerce thru the Port of
New Orleans during calendar 1970,
according to a study just completed
by port statisticians.

The tonnage figures were supplied
by U.S. Department of Commerce
and the per-ton benefits are based
on projections of figures reported by
the Commerce Department’s Mari-
time Administration in a publication
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entitled “The Economic Impact of
U.S. Ocean Ports.”

Port economic benefits are com-
puted by averaging costs for handl-
ing various commodity groups, based
on actual costs tabulated in U.S.
ports. They do not take into ac-
count cost factors relating to move-
ment of the cargo to and from the
port area.

Economists estimate that money
generated by port activity turns over
four or more times in spending
channels before leaving the com-
munity. Total benefit to the New
Orleans area economy, therefore,
was close to $1 billion.

A total of 7,835,383 short tons of
general cargo, handled at an average
cost of $19.21 a ton, provided a total
port benefit of $150,517,707—largest
commodity group in the study.

Tanker cargo (refined and crude)
totaled 2,742,885 tons, was handled
at $4.57 a ton and produced a total
benefit of $12,534,984.

Coal and coke moving thru the
port weighed 491,626 tons and, at a
per-ton handling cost of $3.14, deliv-
ered a total port benefit of $1,543,-
706.

Grain and soybeans totaled 7,260,-
581 tons, with a per-ton cost of $7.35
and a total port benefit of $53,365,-
270. Ores totaled 1,080,371 tons,
with a per-ton cost of $3.65 and a
total benefit of $3,943,354. All other
commodities totaled 3,404,786 tons,
with an average per-ton cost of $1.40
and a total port benefit of $4,766,700.

Port benefits cover port terminal
expenditures and consist of pilotage,
tug hire, line running, dockage, gov-
ernment charges (including immi-
gration service, entrance and clear-
ance fees); labor — stevedoring,
clerking, checking, cleaning and
carpentry, repairs, supplies (includes
dunnage doctor, laundry and chan-
dler) ; bunkers—coal, oil and water;
miscellaneous vessel disbursements;
port terminal income (includes car
loading and unloading, handling and
storage, and demurrage); rail and
motor freight revenue credited to
area; auxiliary services (steamship
agents, foreign forwarders, custom-
house brokers, public warehouse
companies, marine insurance com-
panies, and foreign departments of
area banks. '

All of the port benefit data is

based on a study initially made in
1966 by the Maritime Adminis-
tration. (Port of New Orleans Press
Release)

Port Assisted by PNYA

Camden, N.J., May 7:—At the
request of Chairman Edward J. Mc-
Manimon, Jr. of the South Jersey
Port Corporation, Camden, New
Jersey, The Port of New York Au-
thority will assist the South Jersey
Port Corporation by providing ex-
ecutive staff assistance. This was an-
nounced jointly today by Chairman
James C. Kellogg III of the bi-state
agency and Chairman McManimon
of the Port Corporation.

Robert L. Pettegrew of the Port
Authority’s Planning and Develop-
ment Department staff, has become
Executive Director of the South
Jersey Port Corporation as part of
the arrangement.

Chairman McManimon said that
as the South Jersey Port Corpo-
ration’s first Executive Director,
Mr. Pettegrew will direct staff in
carrying out policies during a period -
of great challenge and potential
growth.

The South Jersey Port Corpo-
ration was established in January
1969 to operate the Camden Marine
Terminal. It has recently purchased
the former New York Ship Building
Corporation properties in Camden
County, New Jersey, and is plan-
ning to convert these properties into
modern marine terminal facilities.
The Corporation is the successor
organization to the South Jersey
Port Commission and acts as the
sole agency of the State of New
Jersey for port development in the
South Jersey Port District which en-
compasses the counties of Mercer,
Burlington, Camden, Gloucester,
Salem, Cumberland and Cape May.

Chairman McManimon said: “We
are very pleased with the arrange-
ment, which was approved unanim-
ously by the Board of Directors at
its public meeting of April 21.”

Mr. Pettegrew is joining the South
Jersey Port Corporation as part of
a program in which outstanding
Port Authority staff members are
assigned to managerial positions in
other departments of the bi-state
agency or in other organizations.
Under this program, such staff mem-
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bers have held responsible positions
in the administration and manage-
ment of land, sea and air terminal
and transportation facilities at Og-
densburg, New York; Newburgh,
New York; Washington, D.C. and
London, England.

Robert L. Pettegrew

Mr. Pettegrew has specialized in
planning since joining the Port Au-
thority in 1956 as a Management
Engineer in the Operations Services
Department. In his present position
of Manager, Freight Transportation
Planning in the Port Authority’s
Planning and Development Depart-
ment, he is responsible for formulat-
ing and conducting studies to deter-
mine long range freight and cargo
facility requirements in the New
Jersey-New York Port District.

In 1968, on loan from the Port
Authority, Mr. Pettegrew was a
member of an international team
which, at the request of the Indian
Government, made a comprehensive
study of that country’s major sea-
ports to provide for more efficient
movement of India’s foreign com-
merce.

Before joining the Port Author-
ity’s Planning and Development De-
partment, he was a member of the
Agency’s original World Trade Cen-
ter Study Task Force which did the
basic planning for that project, now
under construction.

Mr. Pettegrew is a senior member
of the American Institute of Indus-
trial Engineers, the Railroads Sys-
tem and Management Association,
and the American Railway Engi-
neering Association. In the last or-
ganization, he formerly served as
Chairman of its Rail-Water Transfer
Tacilities Committee.

Born in Toledo, Ohio, Mr. Pet-
tegrew attended public schools in
Cleveland and received his Bachelor
of Science Degree from Bowling
Green State University in 1952. He
served as an officer aboard a Navy
tanker in the Far East and with
Submarine Squadron 6, U.S. Atlan-
tic Fleet. He is now a Commander
in the United States Naval Reserve
and is Commanding Officer of Naval
Control of Shipping Company 3-34
in Clifton, New Jersey. In 1960,
Mr. Pettegrew received his MBA
Degree from the Graduate School
of Business, New York University.
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He lives with his wife and daughter
in Clifton, New Jersey. (South
Jersey Port Corporation and The
Port of New York Authority)

Lighterage Opposed

New York, N.Y., Apr. 1:—James
C. Kellogg III, Chairman of The
Port of New York Authority, an-
nounced today that the bi-state
agency will vigorously oppose the
Penn Central Railroad’s proposal to
impose a charge for lighterage serv-
ice in the Port of New York. The
railroad announced yesterday that it
is taking steps to establish a charge
of $15.08 per cent ton for cargo
moved by lighter in the Port of New
York.

Chairman Kellogg pointed out
that “almost since the inception of
railroad service to and from New
York, the railroads have provided
lighterage service from the New
Jersey rail heads to points and piers
throughout the Harbor. Until the
present time, there has never been
an additional chiarge for this serv-
ice, lighterage being considered an
extension of the line of each of the
railroads.”

At the present time, the great bulk
of lighterage service is to and from
steamship piers in Brooklyn. “The
imposition of the Penn Central’s
proposed new charge for lighterage,”
Chairman Kellogg said, “will severe-
ly affect steamship operations on the
Brooklyn waterfront. We believe the
result of any such charge will be to
drive the steamship lines now using
Brooklyn to other ports with a con-
sequent loss of traffic, employment
and other benefits which Brooklyn
now receives from its docks and
piers.

“The Port Authority will, there-
fore, oppose this proposal in every
available forum, as we have opposed
similar attacks on the harbor’s light-
erage service over the past 50 years.”
(New from The Port of New York
Authority)

PAD Line

Oakland, Calif., April 7:— Pacific
Australia Direct Line introduced
roll-on/roll-off service to Northern
California when the company’s new
vessel Paralla arrived at the Port of
Oakalnd April 3.

PAD, which has served Australia
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through the Port for more than
three decades, established the base
for its new roll-on/roll-off operation
at Oakland’s 140-acre Seventh Street
Terminal.

The cargo handling method em-
ployed by the Paralla is termed roll-
on/roll-off because freight is actual-
ly driven aboard the ship via a 150-
ton angled stern ramp which lowers
onto the wharf. Additional ramps
provide internal connections to each
of the ship’s four cargo decks.

The Paralla carries her own cargo-
handling equipment for loading and
discharging operations. Included are
four straddle carriers, six forklifts
and a side loader for 40-foot con-
tainers. The ship also has two 18-
ton cranes that provide vertical ac-
cess to all decks.

PAD official selected the roll-on/
roll-off system after careful study,
believing it combines the best fea-
tures of containerization, unitization
and break-bulk techniques. While
containerized cargo is expected to
be an important portion of their ton-
nage, a number of products in the
Australia-West Coast trade do not
lend themselves well to containeriza-
tion. Examples are heavy earth mov-
ing machinery and farm equipment,
lumber, wood pulp, sheet steel, pipe
and similar commodities.

The Paralla, along with two sister
ships, will form an  international
fleet of vessels for PAD’s new serv-
ice. The Paralla flies the Swedish
flag; a second vessel, the Allunga,
will be of Australian registry; and a
yet-to-be-completed third vessel will
fly the British ensign.

The three ships are 653 feet long,
of 20,300-ton deadweight capacity
and feature a speed of 2214, knots.

Each will offer 1.8 million cubic
feet of inside cargo space, plus the
weather deck which has nearly 300,-
000 cubic feet of freight space.

When the latter two ships are in-
corporated into the PAD operation
later this year, the company will
offer service every three weeks be-
tween ports in the Adelaide/Towns-
ville range of Australia and the

Pacific Coast. (Port of Oakland)

1971-72 Budget

San Diego, Calif., May 18:—A
preliminary budget for 1971-72 fiscal
year was distributed to Unified Port
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District Commissioners at Tuesday’s
board meeting with total proposed
budgetary requirements down $300,-
000 from last year.

Gabriel J. Gallina, Assistance Port
Director, noted that year-end undis-
tributed reserves will not be reduced
as expected because revenues were
greater than anticipated, and less
expenditures for pay-as-you-go capi-
tal that budgeted. (Greater em-
phasis was placed on bond projects
during this fiscal year.)

Revenues are expected to be
“about the same next year,” he noted
“with the principal difference ex-
pected in interest income. It'll be
down next year about $300,000 be-
cause of a smaller ‘carry-over’ re-
serve and lower prevailing interest
rates than those enjoyed last year.”
He told Commissioners, however,
that he expects revenue increases
from operations to offset this an-
ticipated loss.

The capital outlay part of the
budget is reduced by almost two-
thirds in 1970-71 “because em-
phasis will be placed on bond related
projects next year,” he explained.

A net of sixteen additional person-
nel are requested with significant in-
creases in personnel in marketing,
planning and harbor police. (Port
of San Diego News Release)

Man-of-the-Year

Seattle, Wash., May 21:—]J. El-
don Opheim, general manager of
the Port of Seattle, was today named
the Maritime Man-of-the-Year by
the Puget Sound Maritime Press As-
sociation. Opheim is the 21st reci-
pient of the award which is given
to the person who has contributed
the most to the maritime field in the
Puget Sound area. The award was
announced by Martin L. Erickson,
president of the Maritime Press As-
sociation, at the annual Maritime
Day luncheon sponsored jointly by
the Seattle Chamber of Commerce
and the Propeller Club and held at
the Olympic Hotel.

Opheim became general manager
of the Port of Seattle in 1964 after
several years as controller and as-
sistant general manager. During his
seven years of direct leadership of
the Port, the market value has more
than tripled and Seattle has been an
unexcelled period of waterfront and
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airport growth. Seattle has become
the No. 1 port on the West Coast
in the handling of OCP cargoes—
cargoes arriving from the Pacific
Rim countries and destined for de-
livery beyond the Rockies. The new
export grain terminal at Pier 86,
deepest in the world, the big con-
tainer complex at Terminal 18, de-
velopment of the Duwamish Indus-
trial Waterway and the soon-to-be
trans-European container terminal
at Pier 25 are all major accomplish-
ments and additions to the Port
under his stewardship.

Opheim joins a distinguished
roster of previous Maritime Men-
of-the-Year including today’s prin-
ciple speaker, Warren G. Magnuson,
senior senator from Washington,
who was named in 1956. (Puget
Sound Maritime Press Association)

0.C.P. via Seattle

Seattle, Wash., April 29:—The
Port of Seattle has been named the
official port of entry for Datsun
cars and truck destined for delivery
to the mid-west and east coast, ac-
cording to Karl A. Henning, Na-
tional Car Distribution Manager for
Nissan Motor Corporation in U.S.A.
Cargo originating in the Pacific Rim
countries and destined for delivery
beyond the Rockies is known as
O.C.P. or overland common point.
Since the Port of Seattle is the near-
est to the Orient via the Great Cir-
cle Route—only 8 days by record-
breaking cargoliner — and only 56
hours by rail to Chicago, it seemed
a logical, and most economical
choice for Nissan motors to route its
ships, each with nearly 2,000 Dat-
suns, to Seattle for rapid transit to
the mid-west and eastern markets.
Los Angeles, headquarters for Nis-
san in the U.S.) will receive Datsuns
for other mid-west and east coast
areas not conveniently served by the
Port of Seattle.

This marketing concept via the
Port of Seattle’s O.C.P. system was
arrived at by careful study of the
results of a 3-month experimental
run just ended in which the Port,
Nissan, Burlington Northern Rail-
road and Auto Warehousing Co. of
Seattle teamed up to bring in several
shiploads of Datsuns to Pier 91. It
was a simple task to off-load thou-
sands of Datsuns, place them on

special auto carrying railcars which
Burlington Northern had brought
out from Detroit with U.S. vehicles
for west coast markets, and then
ship the Datsuns back east in quick
time. Having Datsun’s own special
auto carrying ships coming direct to
Seattle amounts to more than 22
days saved in running time per ship
per voyage, when compared with
the old system of sailing directly to
the east coast—almost 11,000 miles
longer roundtrip. Since ships cost
several thousands of dollars to oper-
ate, it is easy to see that delivery via
the Port of Seattle would cost less
that half just in ship’s operating
time alone. Since there is a critical
ship shortage in Japan these days,
the shorter turnaround of vessels
calling at Seattle (18 days roundtrip
via Seattle versus 40 to east coast
ports), gives Nissan a double fleet
in effect, and tends to relieve the
vessel shortage for Japan.

Several ports on the west coast
were considered and results com-
puted. The Port of Seattle’s natural
advantages, modern facilities and
closeness to markets helped cinch
the bargain. Supplementing these
advantages were the services and
facilities of Burlington Northern and
Auto Warehousing.

Working with Henning in this
effort were J. Eldon Opheim, gen-
eral manager of the Port of Seattle
and his Far Eastern Representative
Taul Watanabe who conducted the
project from the beginning. For
Burlington Northern, two vice presi-
dents worked on the project, Mal
Scanlon of marketing and traffic and
George Difiel of real estate.

Jim Stein, Auto Warehousing’s
president, provided the quick trans-
fers from discharge off ship to the
loading on railcars and their unload-
ing in Chicago. His firm handles
most of the incoming import cars
through the Port.

This business, which is in addition
to all Datsuns arriving at the Port
for local deliveries, is one more
foundation block in local economy.
Some 3,500 Datsuns each month will
enter the Port of Seattle for this
O.C.P. traffic, plus the Datsuns ar-
riving for local distribution.

It is interesting to note that the
Pier 91 area, known as Smith Cove,
was in the news in a similar way
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over 60 years ago when the fa-
mous Silk Trains stood by with
steam up to receive bales of raw
silk from Japan from ships docking
at Pier 88. Trains were sometimes
loaded and underway in 3 hours and
rushed with white flags flying on
highest priority orders to the east
coast in only 75 hours. It’s the same
Smith Cove, the same railbed, but
now it’s Datsuns.

And it’s still the fastest ship-rail
transport in the country, as history
repeats itself. (News Release from
Port of Seattle)

American Memorial Day

Sydney, 26th May: — American
Servicemen who visited Sydney dur-
ing the Second World War will be
remembered In a ceremony at a
memorial situated in Sommerville
Road, Glebe Island, at 12 noon on
Friday, 28th May, 1971. This was
announced today by the Maritime
Services Board.

The Ceremony is held each year
on a week day near the 30th May,
American Memorial Day, which is
regarded as being a day of remem-
brance in America for ex-service
personnel.

The memorial commemorates the
first landing of American Armed
Forces at the Port of Sydney on 28th
March, 1942, and the fact that
1,000,000 U.S. personnel and 5,000,-
000 tons of U.S. war materials were
transported through the Port of
Sydney and were handled by the
N.S.W. Government Railways dur-
ing the Second World War.

Glebe Island was the principal site
of U.S. Army Operations in the Port
of Sydney which was a major base
for Allied operations in the South
West Pacific Area.

At the ceremony wreaths will be
laid on the Memorial by the Hon.
J.C. Maddison, B.A., LL.B.,, M.L.A,,
Minister of Justice, representing the
Premier, Mr. J. L. O’Sullivan, the
American Consul General in Syd-
ney, Mr. G. P. Hill, Acting Presi-
dent of the Maritime Services Board,
Mr. D. H. Watson, representing the
Commissioner for Railways, repre-
sentatives of the Navy, Army and
Air Force and representatives of
American organisations in Sydney.

The ceremony is usually attended
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Kobe:—In this photo taken on December 1, 1970, the celebrated Kobe’s
Port Island is seen taking shape in the foreground. The reclamation
work has progressed since to one-half of the projected (400 ha) area
now. On the left is seen No. 1 Container Wharf opened last fall in
operation with two giant cranes in place (Port and Harbor Bureau,
Kobe City Government).

by a number of prominent American
Citizens resident in Sydney and it
is also open to members of the pub-
lic. (The Maritime Services Board
of N.S.W.)

30th Anniversary

Tokyo, May 20:—The 30th anni-
versary of the opening of the Port
of Tokyo as a trade port will be
celebrated today with the holding of
a port festival and various other
commemorative functions.

The port was designated as an
international trading port in May

1941.

Since then, it has grown into one
of Japan’s largest ports.

According to port officials, a total
of 76,816 ships, aggregating some 38
million g/t, called at Tokyo Port
last year.

They included 2,796 oceangoing
vessels, aggregating some 15 million
g/t.

The port has berths and piers ex-
tending a total of 8,779 meters, or
five times that at the time of its
opening.

It also has 23 gantry cranes and
27 sheds and open-air cargo storage

space covering an area of 1,024,135
square meters.

The Tokyo Metropolitan Govern-
ment is now pushing its second plan
to improve and expand the port at
a total cost of ¥300,000 million.

When the plan is completed in
1975, the port will be able to handle
72,450,000 tons of cargoes annually,
or 10 times the volume at the time
of its opening.

The port also will boast 96 berths,
extending a total length of 20,983
meters. (Shipping and Trade News)

Flat Racks

Tokyo, May 25:—First additional
deliveries of highly wversatile flat
rack containers have been made
here to Australia Japan Container
Line Ltd. (AJCL).

AJCL recently ordered 150 more
of these special-purpose containers
in view of their popularity with
shippers on the Australia-Japan
container route.

Flat rack containers have a fixed
floor and frame, with removable
roof and sides. They are ideal for
transporting heavy or bulky cargo,
such as machinery and metal prod-
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ucts. They are also used for bagged
commodities, including agricultural
produce.

When deliveries of the 150 extra
flat racks are completed in June,
AJCL will have a total of 300 of
these -special-purpose containers to
offer shippers.

AJCL, represented in Japan by
Swire Mackinnon, operates a regular
container service between Japan and
Australia.

Photo shows a complete flat rack
container.

Bulk Container

Tokyo, May 12:—A special-type
bulk container to be used by Over-
seas Containers Limited on its
Japan/Europe  through - transport
container service beginning early in
1972, was recently displayed at the
AJCL depot in Yokohama by Swire
Mackinnon, the OCL agents in
Japan.

Executives of major Japanese
trading firms and manufacturers
were invited to inspect the many
advantages of the bulk container
and to acquaint themselves with the
loading-unloading process of such
containers.

OCL staff personnel were on hand
to explain details of the Australian-
made twenty-foot steel bulk con-
tainer, which is used for transport-
ing bulk commodities such as wheat,
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corn, malt grain, beans and synthe-
tic resin.

Among its unusual design features
are three holes on the top through
which commodities are blower-
packed. The bottom of the contain-
er opens during unpacking, which is
accomplished almost instantaneous-
ly by crane-lifting the container to
a slanting position.

Among those inspecting the bulk
container was Mr. Ken Ochiai of
Shell Kagaku K.K., who said, “We
export our company’s main product,
synthetic resin, in paper bags. This
requires much time and is an ex-
pensive method of packaging. Quite

often, bags are torn during shipment.
It seems quite obvious that bulk con-
tainer shipment is simpler and more
efficient. 1 hope to try a test ship-
ment of plastic resin via OCL dry
container very soon.”

Photo shows executives of Japa-
nese trading companies inspecting
the bulk container. (OCL Press
Release)

Container Terminal

Hong Kong, 6 May:—Three mil-
lion cubic yards of seabed material
is to be dredged from Rambler
Channel in connection with the con-
struction of the Kwai Chung Con-
tainer Terminal. The Government
will carry out the dredging under
the conditions of sale of the contain-
er terminal land. The approach chan-
nel to the berths will be dredged to
a depth of 40 feet below Chart
Datum, which is the minimum depth
required for large container ships ex-
pected to use the terminal.

Three container berths are now
under construction by the purchasers
of the lots.

Easter Ferry Service

Penang:—The first of the two new
ferries, the “Pulau Redang”, will be
arriving Penang during the first half
of May this year, and it is very likely
that she will join the service at the
end of May. The eighth ferry
“Pulau Labuan” would follow in
four months time.

With the addition of the “Pulau
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Redang” to its ferry fleet, the Com-
mission will be running a regular
six-ferry service, and also provide a
more frequent service for ferry users.

A new time table, which will be
implemented with the addition of
the “Pulau Redang” to the present
five ferries, will enable the Ferry
Service to cope with the increased
day time traffic as well as give a
better service to those who use the
ferry at night. (Berita Pelabohan,
April)

Supertankers

Whangarei, N.Z.:—Marsden Point
hit the headlines early this year with
the arrival on January 28 of the
largest ship yet to come to New
Zealand.

She was the 103,998-ton Mobil
supertanker Aramis which carried
77,400 tons of crude oil and 22,000
tons of naphtha {rom the Persian
Gulf for the refinery.

Her arrival was in the middle of
a particularly busy time for Marsden
Point with five visits from tankers
over 90,000 tons dwt.

Starting the year off, the 101,282-
ton Mobil Astral and 94,411-ton
Tasman Maru preceded the Aramis
in January, while the 101,307-ton
Mbobil Comet arrived in February
and the Tasman Maru returned in
March.

The Aramis, over 900 ft long and
with a 127 ft beam, was shepherded
in by the Northland Harbour Board’s
four big tugs. Sitting low in the
water with 50 ft 2 in below the sur-
face, she berthed at the refinery’s
discharge jetty.

Owned by Mobil Oil Francaise
and named after one of “The Three
Musketeers” in Alexandre Dumas’
novel, the Aramis is 91,000 tons
larger than the first tanker to visit
Marsden Point, in 1964.

The previous biggest tanker to
visit Marsden Point was the 102,154-
ton World Centenary, on December
15, 1969. (Points North, March).

Huge Corn Mill

Liverpool, 30th April:—The most
modern and advanced mill of its
kind in Europe, costing £1.7 million,
is to be built at Seaforth by the Kel-
logg Company of Great Britain Ltd.

The Company has leased more
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Tokyo, May 13:—Mr. Anders Hillerstrom, center, a Director of Aus-
tralia Japan Container Line (AJCL), was introduced to local shipping
and business leaders at a reception at the Okura Hotel Tuesday.
Mr. Hillerstrom, who is also a Director of Overseas Containers
(Australia) Ltd., based in Sydney, is currently visiting his agents in
Japan, Swire Mackinnon, to study AJCL’s operations and marketing
activities in this country. The company operates a direct container
service between Australia and Japan. Pictured with Mr. Hillerstrom
are Mr. Y. Tanaka, left, Sales and Marketing Manager for AJCL in
Japan, and Mr. Y. Arimoto, right, a senior Swire Mackinnon execu-

tive. (AJCL News)

than 16,000 sq. yds., of land from
the Mersey Docks and Harbour
Board, adjacent to the £40 million
Seaforth Dock which will be com-
missioned at the end of the year.

Described as vital to the Kellogg
Company’s expansion plans for their
factory at Trafford Park, Manches-
ter, the installation will be the largest
Corn Mill in Europe and will be
supplied from the Dock Board’s
Grain Terminal now in an advanced
state of construction as part of the
Seaforth complex. The Terminal
will be capable of handling 75,000
ton bulk grain carriers.

The mill has been designed by the
Company’s own engineering and de-
sign staff at Manchester and will
have a direct conveyor link with the
Seaforth Grain Terminal capable of
delivering 500 tons per hour to re-
inforced concrete silos 32 feet in dia-
meter and 120 feet high with a
capacity of 7,500 tons. All the mill’s
conveying equipment will be the
most advanced in design in the
world.

The initial capacity of the mill,
which is expected to be in oper-
ation by the summer of 1972, will be
30 tons per hour and this can be ex-
tended to 45 tons per hour in the
future. The installation will be op-
erated on a ‘round-the-clock’ basis
five days a week.

The mill has been designed in
close co-operation with the Borough
Engineer of Crosby and their Con-
sultants to be acceptable to local
residents. Particular attention has
been given to the limitation of noise
level, and the most modern air filter
systems have been designed to pre-
vent any dust nuisance. Gas fired
boilers supply the 5,000 h.p. electric
power necessary for the machinery.

The mill will process maize from
South America and South Africa.

The Kellogg Company export
some 10% of their output from their
Trafford Park factory and much of
this bound for destinations such as
Japan and Venezuela is exported
through Liverpool. They also use
the port for imports of American
rice amounting to some 50% of the
total tonnage into Britain. (Mersey
Docks and Harbour Board)

Tilbury Grain Terminal

London, 14th May:—A fine achi-
evement, believed to be a world rec-
ord for two Marine Leg grain dis-
charging towers, was reached vyes-
terday (May 13th) at the Port of
London Authority’s £6 million Til-
bury Grain Terminal.

The two Terminal shifts working
the “BONANZA”, which had ar-
rived with 25,000 tons of Australian
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grain, discharged a total of 19,582
tons in the 14 hours working day.
The first shift at 7.00 a.m. and
completed 10,593 tons by change-
over time at 2.00 p.m. This beat
the previous best at the Terminal by
1,123 tons; the record set up last
October on “OLYMPIC PEARL”
was 9,470 tons. At that time two
consecutive shifts out-turned 16,630

tons and yesterday’s performance ex-

ceeded this by 2,952 tons.

Colin Betts, the Grain Terminal
manager, is at present in Australia
discussing forward shipments with
grain exporters. He had the suc-
cess story flashed to him by Doug
Wright, his deputy, who said: “We
had everything going for us, includ-
ing a spell of good weather, and we
made the most of our opportunities.”

(News from PLA)

Southampton

London, 19 May:—A standard
shipping note is to be introduced by
the British Transport Docks Board
at Southampton on Monday, 14th
June, ~for goods forwarded to the
port by road and rail for shipment.

The new note, which is similar to
those already in use in London and
the Tees, will apply to all services
operating from Southampton except
the British Rail Channel Islands
Service and the cross-Channel fer-
ries operated by Thoresen Car Fer-
ries, Normandy Ferries, Southern
Ferries and Swedish Lloyd; full con-
tainerload traffic delivered direct to
the Container Terminals is also ex-
cluded, but where loose cargo is sent
for consolidation at the Docks
Board’s Container Depot the new
shipping note will apply.

Use of the standard shipping note
will become compulsory from Mon-
day, 13th September, 1971, and after
that date all goods subject to the
new system must be accompanied
by a properly completed standard
note when presented at the docks.
If a standard note is not provided
or 1is incorrectly completed, the
Docks Board will prepare one,
charging £1 for the service.

Describing the method of using
the new standard note, which con-
sists of an aligned, colour-coded
and numbered six-part set, a Docks
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Board spokesman explained that the
company preparing the note should
retain Copy No. 6 (white), present-
ing copies 1-5 with the goods. Copy
No. 5 would then be returned to the
driver as a receipt for the goods
received and copies 1-4 would be
retained for port use.

Supplies of the new note are avail-
able free of charge from local agents
in Southampton or direct from the
British Transport Docks Board,
Dock House, Canute Road, South-
ampton, S09 1PZ. Postal applica-
tions should be marked ‘Shipping
Note’ and include an addressed
label, stamped to the value of 9p
for first class postage on a packet
of ten sets, 20p for 20 sets, 30p for
30 sets, 45p for 40 or 50 sets, and
60p for 60 sets. (British Transport
Docks Board)

Inflatable Transit Shed

London, 27 April:—A 30,000 sq.ft.
Polydrom Air Structure supplied by
Youngman System Building Limited,
of Crawley, believed to be the first in-
flatable building used in a British
port, is being installed by the British
Transport Docks Board this week
(ending 30th April) at Cardiff
Docks for use as a transit shed for
the increasing tonnages of imported
fruit passing through the port.

The Polydrom, a dome-shaped
structure some 60 ft. in height,
230 ft. in length and 120ft. in
width, is being sited at Bell’s Wharf,
at the eastern end of the north side
of Queen Alexandra Dock, at a cost
of about £20,000. Manufactured in
Sweden by Polydrom AB, of Enkop-
ing, the building is a frameless struc-
ture fabricated from PVC reinforced
with woven nylon, anchored to the
ground at the periphery and sup-
ported by air at low pressure. It is
capable of withstanding winds of
up to 90 m.p.h.

Following preparatory work, erec-
tion of the Polydrom is expected to
take four or five days, and the final
stage of inflating the structure is
scheduled to begin at 1400 hrs. on
Wednesday (28 April).

The low-pressure air supply is
provided continuously by a double
fan unit, with an emergency diesel
generator as an automatic standby

in the event of power failure. Access
points to the building are of three
types: an air lock, 40 ft. long, 13 ft.
high, and 10 ft. wide, which permits
the entry of road vehicles collecting
or delivering cargo; an air curtain
which provides an opening of the
same height and width for continu-
ous use by mobile equipment during
working hours; and three emergency
personnel exits.

The Polydrom is particularly well-
suited for the storage of fresh fruit,
as the reflective qualities of its fabric
result in an internal temperature
several degrees below ambient tem-
peratures outside. Light penetration
permits work to proceed without
artificial lighting during daylight
hours. Portable floodlights will be
used at other times.

The Polydrom is the second pro-
ject announced by the Docks Board
recently to cater for the growth of
general cargo trade, particularly
fruit imports, at Cardiff. A £350,-
000 redevelopment is already under
way at Queen Alexandra Dock
which will provide a permanent new
90,000 sq. ft. transit shed early next
year to cater for an estimated extra
90,000 tons of trade a year.

The inflatable shed will provide
valuable additional storage accom-
modation in the interim and will al-
most certainly continue in use after
the redevelopment is completed. The
fact that it is portable also means
that it could easily be transferred to
another site, possibly to meet in-
creased demand for transit accom-
modation at another Docks Board
port.  (British Transport Docks
Board)

New Chairman, B.T.D.B.

London:—S8ir Humphrey Browne
was appointed chairman of the Brit-
ish Transport Docks Board from 1
May 1971. He is also deputy-chair-
man of the Woodall-Duckham
Group, and becomes chairman in
July 1971. He has spent most of his
working life in the coal industry,
and was deputy chairman of the
National Coal Board from 1960 to
1967. Sir Humphrey received his
C.B.E. in 1952, and was knighted in
1964. He is a Fellow of the British
Institute of Management.
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Career Details

Chairman,  British = Transport
Docks Board, May 1971.

Deputy-chairman, Woodall-Duck-
ham Group, 1967, (becoming
chairman in July 1971).

Director, Bestobell Ltd., 1969.

Chairman, John Thompson Limit-
ed, 1967-1970.

Deputy Chairman, National Coal
Board, 1960-1967.

Chairman of the West Midlands
Division, National Coal Board,
1955-1960.

Director-General of Production,
National Coal Board, 1948-—
1955.

Production Director, North West-
ern Divisional Coal Board,
1947-1948.

General Manager and Director,
Manchester Collieries Limited,

1943.
Manager, Chanters Colliery, 1936.
Joined  Manchester  Collieries

Limited, 1932.
Other Offices

Member, Commonwealth Devel-
opment Corporation since 1969.

President, British Coal Utilisation
Research  Association, 1963—
1968. '

President, Institution of Mining
Engineers, 1957.

Member, Clean Air Council, 1960—
1967.

Director, National Industrial Fuel
Efficiency Service, 1960-1969.

Director, Benzole Producers Limit-

ed, 1960—1969.

Personal Details

Born at Astley, Warwickshire on
7th April 1911.

Educated at Report; Magdalene
College, Cambridge.

Married 1934; two sons.

Hobbies are shooting, fishing and
gardening.

Bridge at Southampton

London, 24 May:—A contract
valued at over £300,000 has been
awarded by the British Transport
Docks Board to Brims and Company
Limited, of Southampton, for the
construction of a major new dual
carriageway road bridge to cross the
main London/Bournemouth railway
line and provide a completely new

JULY 1971

access route for road traffic to the
container berths at Southampton’s
Western Docks Extension.

By using this new route, heavy
road vehicles carrying containers
will avoid Southampton city centre
completely, passing to and from the
Western Docks Extension direct to
the trunk road system.

Commenting on the announce-
ment of the contract, Mr. Donald
Stringer, port director, Southamp-
ton, said the new bridge would
bring important benefits both to port
users and to the people of South-
ampton.

“Whilst I feel that the people of
Southampton welcome, by and
large, the tremendous development
taking place in their port, they have
naturally felt concerned that the
economic advantages should not be
outweighed by environmental dis-
advantages.

“From the outset the Docks Board
have been conscious of the possible
impact of the dramatic growth of
container trade, which we estimate,
on known business, will reach 1,000
container movements daily over the
next two years,” he said.

“We have planned accordingly,
and this new bridge, together with
the improved link road being pro-
vided by Southampton Corporation
to connect it with the Millbrook
roundabout, will carry virtually all
the additional, as well as much of
the existing, heavy docks traffic
away from the city centre.”

For port users, Mr. Stringer went
on, the new bridge represented a
major step towards improving in-
land access to the port. Southamp-
ton’s easy accessibility to shipping
had been a vital factor in attracting
new business, but if the port was
to deal with that business completely
successfully road and rail links with
the rest of the country must be
equal to the task.

“The new bridge, which is an
integral part of the Western Docks
Extension project, will give direct
and speedy access to the container
berths and avoid the problems of
congestion which have bedevilled
the ports industry in the past,” he
said.

The new bridge will have an over-
all width of 67 ft., with dual 24 ft.

Europe-Africa

carriageways, two 7 ft. footpaths
and a 5 ft. central reservation. Over-
all length of the bridge, including
approaches, will be 1,067 ft., of
which 557 ft. will be suspended.

Eleven arches with a maximum
clearance of 16ft. will carry the
new access road over both the new
railway line and the major Maritime
Freightliner Terminal being con-
structed by Freightliners Ltd.

Work on the bridge, which is part
of the current £14 million extension
being carried out at the Container
Terminal, will begin immediately,
and is scheduled for completion ear-
ly in 1972. (British Transport
Docks Board)

Old Freighters Doomed

Bremen: — The increase and
strengthening of the container serv-
ices operating on the universal trad-
ing highways between Europe,
North-America and Japan will soon
result in 800 conventional freighters
becoming superfluous. A total of
212 ships will be put into service for
the combined trade on these routes
by 1973/74, which will—according
to the Institute for Maritime Econo-
my, Bremen’s publication “Statistik
der Schiffahrt”—have the effect of
847 conventional freighters having
to be withdrawn from these trades.
This will be seen to be exactly four
times the number of the new speci-
alised ships. Particularly pro-
nounced is the relationship be-
tween the old and the new type of
freight vessels operating in trades re-
quiring the covering of greatest dis-
tances. Thus on the FEurope-
Australia service there are 19 con-
tainers ships as opposed to 117 con-
ventional type freighters. For the
freight trade between Western Eu-
rope and the Far East the propor-
tion is given as 23, against 172
units; and for that between Western
Europe and North-America as 66
to 240. (Bremen Air Mail, May)

Fast Container Handling

Bremerhaven:—The container ter-
minals in Bremen and Bremerhaven
did a roaring trade also in April
1971. In the first 7 days 14 full-
container ships handled 4,503 con-
tainers. The m.v. “Euroliner” of
Messrs. Seatrain Lines, for instance,
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—which was in Bremerhaven on her
maiden voyage, handled 1,136 con-
tainers in 19 hours; which gives an
average of 60 containers per hour.
The m.v. “C.V. Staghound”, of the
American Export Isbrandtsen Lines,
required-.23%, hours for 948 con-
tainers. In just one shift a total of
460 containers were loaded and dis-
charged; giving an average of 62
container for 60 minutes, in using
two-container bridges. The handling
of the m.v. “Encounter Bay” on the
23rd April 1971 saw the start of the
first cargo-berth of the 450,000 sq.
metre large new Terminal on the
Sea being utilised. This will result
in the aforementioned peak-handling
of the first April week becoming
standard. The second berth of this
giant plant will be put into oper-
ation at the end September 1971—
and the third in the Spring of 1972.
A computor-controlled systemized
method will then result in a still
further handling improvement. .(Bre-
men Air Mail, May)
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Gas-Turbine Containership

Bremen:—The container fleet is
becoming ever more diverse. At the
end of March 1971 the Rheinstahl
Nordseewerken in Emden delivered
the first gas-turbine driven full-con-
tainership, under the name “EURO-
LINER” to the Scarsdale Shipping
Company of London, who have
given the gas-turbine vessel on long-
term charter to Messrs. Seatrain
Lines, for their North Atlantic serv-
ice. The “EUROLINER” has a dis-
placement of 32,000 tons, a length
of 243.3 metres, a beam of 30.5
metres, a side-elevation of 19.2 metres
and a draft of 10.7 metres. A double-
turbine plant, generating 60,000
s.h.p., gives the ship a speed of 27.9
knots. The improved space-avail-
ability, allowed by the gas-turbines,
gives the “EUROLINER?” a capaci-
ty of 816 40-foot-type containers.
A centralised AEG-computor con-
stantly controls several hundred

measuring instruments within the to-
tal engine-range, detecting any in-
correct deviation and, as a super-
ordinate system-component, executes
spontaneous action in the even of
dislocations occuring. All check and
control installations are concentrated
through to one location. This auto-
mated ships-propulsion-system, to
include gas-turbines and shaft-gen-
erators, is an initial joint-develop-
ment in the specialised field of ship-
building of AEG-Telefunken and the
American firm of Turbo Power &
Marine Systems—which is one of the
Pratt & Whitney group (power-unit
manufacturers for the Boeing jet-
aircraft)—which, itself, is a sub-
sidiary of the United Aircraft Corpo-
ration. Gas-turbines were first to
gain significance in aeronautics, they
attain their maximum output al-
ready three minutes from a cold
start. Conventional steam-propul-

sion plants require several hours for
this. (Bremen Air Mail, May)
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Larger Tankers

Amsterdam:—A  working party
studying the proposed outer port for
Amsterdam at IJmuiden has con-
cluded that it would be technically
feasible to make such a port naviga-
ble for ships of us to 180,000 tons.

If the port were built on a 100
hectare site and made to accom-
modate ships of up to 150,000 tons,
costs would be about 220 million
guilders. On 200 hectares and nego-
tiable for 180,000 ton vessels, the
outer port would cost 320 million
guilders.

The working party has also stu-
died the feasibility of the construc-
tion of new sealocks at IJmuiden
leading to the North Sea Canal and
the Port of Amsterdam itself. This
project could be carried out in
about 12 years and cost between 400
and 450 million guilders. The work-
ing group’s report noted that a real
improvement in accesibility to the
North Sea Canal area can only be
attained by the construction of an
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outer port.

This conclusion concurs with the
points raised in the Inbucon Report
which was published last December.
Commissioned by the Municipality
of Amsterdam, the Shipping Associ-
ation North and the Amsterdam
Chamber of Commerce, the Inbucon
Report urged construction of an
outer port in order to attract more
traffic and industry to the entire
Amsterdam-North Sea Canal area.

Recommendations are that the
outer port be sited to the south of
the present port entrance to take
advantage of good existing road and
rail connections. The working party
was ordered to make the report by
the government in The Hague and
a final decision on the construction
of the facility has been promised be-
fore the end of the year. (Amster-
dam Newsletter, May)

Export of Iron Ore

Lourengo Marques:—FEach year
that passes shows an increase of
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traffic in the handled. It is con-
tinuously difficult to make forward
forecasts because the movement has
always turned out to be greater than
calculated.

There is naturally an explanation
for this—it is in the development of
the hinterland areas of the port,
which for years has been so bewilder-
ingly rapid as to make an accurate
forecast impossible, even by the gov-
ernments of the countries in those
areas.

Recently, just after a contract had
been closed with Germany for the
supply of some millions of tons of
irons ore, there arose an agreement
between the Swaziland Mines and
Japan for the delivery of 7,500,000
tons of the same ore over and above
that already contracted.

In this ways; Lourenco Marques,
from the middle of next year, will
see yet another substantial increase
in traffic. (Boletim Portos, Caminhos

de Ferro e Transportes de Mogam-
bique, April 1970)
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THE SHOWA LINE OPERATES-

-WORLDWIDE

Taking the lead among Japanese shipping companies in
August, 1968 in using fully containerized ships on the
Japan /Pacific South West Route (P.S.W. Line), the
Showa Shipping Co. has exerted its utmost during the
past year in the rationalization of container trans-
portation by evolving a transport system for “faster,

safer and cheaper transport” of cargoes on a large

scale, which is now the motto of transportation revo-
lution. The Showa Line has thus contributed a great deal
to the expantion of trade between Japan and the U.S.A.
Making active use of the abundant experience and fine
record achieved during the past year in the operation
of container service, the Showa Line opened in May
1970 a container service on the Japan/‘ Pasific North
Route (P.N.W. Line) with a view to responding to
the expectation of our shippers. Rely on the Showa
Line for container transportation of your cargoes
of the Japan /P. N. W. Route.

®\ SHOWA LINE

1,4 Chome, Nihonbashi-Muromachi, Chuo-ku, Tokyo 103, Japan. SHOWA SHIPPING CO., LTD.




Boom with us?

Container cranes supplied to

the Port of Portland, U.S.A.

Profits go up. Costs go down.

In Portland, Seattle and Yokohama.
And in Boston, Honolulu,
Singapore and other Japanese
ports, too.

Worldwide.

Via over 15,000 Hitachi cranes.
Container and otherwise.

Five container cranes load
and unload quickly at the Port
of Yokohama, Japan.

And a word to the wise.

Check out our patented
“semi-rope’’ trolley gantry cranes.
They eliminate shock and sway
of cargo.

We have also developed high
speed container cranes which
employ our most recent control

A pair of diesel-electric
cranes hoist for the Port
of Seattle, U.S.A.

technology.

Put both in your port and see for
yourself.

You will be busy . .. but happy.

@ HITACHI

6-2, 2-chome, Otemachi, Chiyoda-ku, Tokyo 100
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The Bank of Tokyo, with more than 100 offices, representatives, affiliates, associated
banks, etc. throughout the world, can offer you thorough knowledge of foreign and
domestic banking matters. Our long experience enables us to deal with any financial
or banking problems, including international capital transactions.

Safety plus Convenience

U.S. Dollar Travellers Cheques-and Yen Travellers
Cheques — both from the Bank of Tokyo.

& BANK OF TOKYO

HEAD OFFICE: TOKYO, JAPAN

BANK OF TOKYO GROUP: THE BANK OF TOKYO OF CALIFORNIA, THE BANK OF TOKYO TRUST
COMPANY, THE CHICAGO-TOKYO BANK, BANCO SA0O PAULO-TOKYO S.A., BANQUE EUROPEENNE DE
TOKYO S.A.,, BANK OF TOKYO HOLDING S.A.,, BANK OF TOKYO (SCHWEIZ) A.G., THE
INTERNATIONAL BANK OF IRAN AND JAPAN, PARTNERSHIP PACIFIC LIMITED, BENEFICIAL
FINANCE CORPORATION LIMITED ,, CENTROFIN”’ FINANZIERUNGS -VERMITTLUNGS -HANDELS -UND
TREUHANDGESELLSCHAFT m.b.H.




WHY SHELL CHOSE
YOKOHAMA
PNEUMATIC RUBBER FENDERS

for lightening operations-for oil jetty service

SHELL knows the importance of dependable equip-
ment. Their shipping operations involve valuable
tankers, cargoes and other vessels— all reliably pro-
tected with YOKOHAMA PNEUMATIC RUBBER
FENDERS. Our pneumatic fenders absorb impacts
from contact with other ships, quays, buoys or jetties.
Now widely used by whaling fleets, factory ships,
tankers and ore carriers around the world, they
successfully protect both vessel and cargo. Patented
in Japan, the United States, England, Norway and
elsewhere-eleven sizes are available according to
ship tonnage and impact requirements. A mammoth
fender for 500,000ton tankers {(energy absorption‘
1920 ft-kips (260 ton-m) per piece) is also available.

/ outer rubber

L d

synthetic tire cord / \ inner rubber

CONSTRUCTION OF A FENDER
It consists of an outer rubber layer, a reinforcement synthetic cord

layer, and an interior rubber layer, and has a rational construction

wherein characteristics of respective layers are utilized to the fullest.
For further information, please get in contact with our export department, and regarding U.S.A. and Canadian market, Mitsubishi International Corp., Hous-

ton Branch (1101, First City National Bank _Bldg. Houston, Texas 77002, U.S.A. Phone: 228-7423 ~5) or New York Branch (277 Park Aveneue, New York,
N.Y. 10017 U.S.A. Phone: 922-3700). They'll be happy to go into details.

< YOKOHAMA

.0.Box: No.46, Shiba, . - lex: (o]
THE YOKOHAMA RUBBER CO.,LTD. C...c Xuiress: ~VOKORUGO TOKYO"  Telophone: Tokyo 432711




We plan
ahead

In 1827, a man called Johann Smidt,
Mayor of Bremen, founded Bremerhaven.
Bremen’s port on the open sea.

Step by step we have built a modern
seaport complex. Planned for the future,
geared to modern sea transport.

Bremerhaven has a lot to offer. The
Columbus Quay for giant passenger liners.
Berths for sea-going ferries.

The deep-water iron-ore port, Weserport.
Non-tidal docks for efficient

handling of both roll-on/ roll-off vessels
and full-container ships.

We have planned ahead, so that we
can give you a service others dream of:
two speedy, all-round ports; one of them
direct on the sea.

And here we are now building berths
on the deep-water channel.

For the huge carriers of tomorrow.

We plan ahead.

To keep our service up-to-date.

for your
benefit

The key ports of Europe

Bremen
Bremerhaven

For details write to: Bremer Lagerhaus-Gesellschaft, 28 Bremen, Uberseehafen, Phone 3 89 61, Telex 2 44 840
Kajeanstalt Bremerhaven der Bremer Lagerhaus-Gessellschaft, 285 Bremerhaven, Steubenstr., Phone 48 41, Telex 2 38 722
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