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Tender loving care for
the ships of the world.

Bridgestone marine fenders give you a
complete range of design options that offer
significant savings in overall port
construction costs.

Choose from our full range of fend-
ers: cell fenders (including the
world’s largest), our exclusive
Super-M fenders, plus all

computer and substantiated by relentless
fatigue testing, give the assurance that
our fenders are exceptionally
durable, easy-to-install, and
maintenance-free.
Bridgestone fenders. You can
depend on them for absorb-
ing high energy with low reac-

types of conventional tional force, and superior
fenders. I durability.
Bridgestone’s designs,  J#l i ﬂ e |\ Next time, be sure to specify
precisely calculated by . ‘ Bridgestone.

BRIDGESTONE MARINE PRODUCTS

Marine Fenders « Marine Hose « Oil Fences < Dredging Hose s Others.

For further information, please write or call:

HEAD OFFICE 10-1, Kyobashi, 1-chome, Chuo-ku, Tokyo, Japan
Bridgestone Tire Co., Ltd. Phone: 567-0111 Cabie: “BSTIRE TOKYO"
Telex: J22217,J23207, 23227 BSTIRE
EUROPE Lee House 15th Fi., Monkwell Sq., Wood St.,
Bridgestone Tire Co., Ltd. London Wall EC2, U.K. Phone: 606-1644-1647
London Office Telex: 885495 BSTIREG
MIDDLE EAST P.O. Box 45, Manama Bahrain
Bridgestone Tire Co., Ltd. c/o Yusuf Bin Ahmed Kanoo
Bahrain Office Phone: 230010 Telex: 8215 Kanoo BN.
SINGAPORE Inchcape House 450/452, Alexandra Road,
The Borneo Company Singapore 5, Singapore
Pte. Ltd. Phone: 625388 Telex: BORNEO RS 21400
MALAYSIA P.O. Box 1080, Jin. Semangat, P. Jaya,
The Borneo Company Kuala Lumpur, Malaysia Phone: 773744 & 775722
(1975) Sdn. Bhd. Telex BORNEO MA 30334
NORTH AMERICA 1635 West 12th St., Erie. PA. 16512 US A.
Lord Kinematics Phone: 814-456-8511
Lord Corporation Telex: 0914438 LORDCO ERI

BRIDGE STONE




In container handling cranes

°

PORTAINER® CRANES. Over 225 of these giant, -
latest state-of-the-art container handling cranes are in
use in almost 100 ports world wide. Many in service
- two decades; repeat orders as ports expand; lowest
cost per container handled; many designed for future
ed operation.
Models include MACH (Modular Automated
Container Handling), Modified ‘A’ Frame, Low Profile,
. Twin Lift, and Long span backreach. Economy
-designs for feeder and inland ports.

TRANSTAINER® CRANES. More than 250 operating

in.over 70 major terminals throughout the world. Up
to 5 times more storage capacity, typical operating

i costs up to 80% lessthan chassns orcarrierequipment.

Dual lift spreaders, minimum maintenance, lower
container and trailer damage, highest reliability (many
in service since 1960). Rubber Tired or Rail Mounted
versions. MACH models are designed for automated ,
service of the future.

~ SHIPSTAINER® CRANES. Over 85 of these high

speed shipboard container cranes are in service.
Essential where dockside cranes are not available.

Our design experience allows criteria selection

tailored to your exact needs.

If it doesn’t come from PACECO or a PACECO
licensee, its.not a PORTAINER, TRANSTAINER or
a SHIPSTAINER :

";t‘our world of exporjlonoetoworkfor you

The Only Manutacturer Offering A Comp/ete Line Of Container Hand/ing

. ';Contact A

P’Z EGO, INC.

( Oor the offlce nearest you. Headquarters Oﬂlce_PACECO Alameda CA 94501 [415) 522- 6100 Telex 335-399 -New :
York Representative —~ROBERT MOORE CORP, 350 Main St., Port Washington, N.Y. 11050 ¢ PACECO: European Sales Office—
PACECQO INTERNATIONAL LIMITED, London, Tel: 01-681-3031/4 » PACECO Licensees; Australia-VICKERS HOSKINS DIVISION,
Perth. Canada—DOMINION BRIDGE COMPANY LIMITED, Montreal. France— ATELIERS ET CHANTIERS DE'-BRETAGNE, Paris:
JIndia—BRAITHWAITE & CO., LIMITED; Calcutta. ltaly— REGGIANE O.M.I. SP.A; Reggio Emilia: Japan—MITSUI ENGINEERING &
SHIPBUILDING CO., LTD. Tokyo Korea— HYUNDAI'INTERNATIONAL, INC., Seoul. South Africa— DORMAN LONG VANDERBIJL

~CORPORATION LIMITED Johannesburg. Spain—FRUEHAUF S A, Madrid. United Klngdom —VICKERS: ENGINEERING GROUP
LIMITED South Marston Swindon Wiltshire.

Systems And Equipment With World-Wide Sales And Serwce




SAFE BERTHING BEGINS WITH OUR
PNEUMATIC RUBBER FENDERS.

Yokohama Air Block Fenders(A.B.F.)

The ability of rubber fenders to provide safe berthing is a
major factor to those concerned with the safe and uneventful
reception of ships. Ship owners and port authorities share with
navigators the desire to see ships securely berthed without
damage to either ship or jetty.

Enter pneumatic rubber fenders

Pneumatic rubber fenders use the natural compressibility of
air while the variously shaped solid rubber type fenders use
only the elasticity of the rubber. Therefore pneumatic type
fenders display the advantages of low surface pressure, high
energy absorption and excellent oblique performance. They
are easy to install and their proven performance is well recorded.
Fender selection

To deal with all of the various movements of a ship influ-
enced by wind and waves at the time of berthing, fenders must
have excellent load deflection as well as high cushioning per-
formance. Consequently, the performance of fenders at this

critical time has now become the most crucial factor in fender
selection.

Yokohama Rubber’s pneumatic type rubber fenders meet all
of the specific requirements. They have sufficient elasticity to
accept any berthing force and because of their lower mooring
reaction force they afford protection for the ship, mooring lines
and quayside.

The same high performance also ensures the longevity of
the fenders themselves.

Yokohama Rubber offers variety

“Yokohama Rubber” manufactures floating type pneumatic
rubber fenders and “Air Block Fenders” for fixed installation in
many different sizes to suit the safety requirements at general-
purpose wharfs, special multi-purpose berths and berths
designed for the largest ships afloat.

No matter what your berthing requirement, Yokohama has
the products to meet it.

¥ YOKOHAMA

For further information, please contact your local agent of Yokohama Marine Products or write to;

THE YOKOHAMA RUBBER COMPANY LTD.

HEAD OFFICE: C.P.O. Box 1842 Tokyo 100-91, Japan. Tel: Tokyo 432-7111 Telex: J24673, J24196 YOKORUCO Cable Address: YOKORUCO TOKYO
HOUSTON OFFICE: One Houston Center, Suite 1910 Houston, Texas 77002 U.S.A. Tel: 713-654-8123 Telex: 77-5472 YOKORUCO HOU
LONDON OFFICE: 3rd Floor Standbrook House, 2-5 Old Bond, Street London W1X3T.B, England. Tel: 01-499-7134/5 Telex: 885223 YOKOCO G



WOULD
SPEND

It’'s not a dream situation-
it’'s a very real challenge
facing the Port of Houston to-
day. The people have voted
the Port another $50 million
to be spent for improvements
and expansion.

Our Port planners are
working a few years ahead
of your requirements. Then,
when you need a facility, the
Port of Houston will be able
to handle your cargo with its
usual speed and safety.

$50MILLION?

That's why the Port of
Houston is called the
Modern Port.

[} |

PORT OF
HOUSTON

P.O. Box 2562, Houston, Tx. 77001  (713) 225-0671
East Coast Field Oftice:
60 East 42nd St., New York 10017




PORT OF NAGOYA

Ocean Entrance to the Central Japan Economic Region

e Port of Nagoya offers most modern and finest facilities.
e Port of Nagoya takes any type of cargo at specific piers.
o Port of Nagoya handles over 100 million tons of cargo yearly.
¢ Port of Nagoya plans to further modernization and integration of facilities.

o Port of Nagoya hosts 12th Conference of the International Association of Ports and Harbors in 1981.

=y’ NAGOYA PORTAUTHORITY

8-21, 1-chome, Irifune, Minato-ku, Nagoya, Japan

NAGOYA
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COMPUTER SERVICES
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TERMINAL

CLYDEPORT
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steadily building its
services to industry
=on land and sea

Clydeport is not only a superb natural estuary with every modern
quayside facility. It also offers a growing range of shore-based
activities which provide a comprehensive transport and business service.

Marketing Department

CLYDE PORT AUTHORITY

16 Robertson Street, Glasgow G2 8DS, Scotland
Telephone 041-221 8733  Telex 778446



IAPH announcements and news

New President and 3 Committee Chairmen
depict programs for 2 years to come

Besides the changeover in the executive offices of the
Association, an overall reshuffle was made at the 11th Con-
ference in Deauville of the chairmanship of the Interna-
tional Port Development, Large Ships and Membership
Committees.

The Association’s ace members elected to head the three
Committees for the next term are; Mr. Keith Stuart of
British Transport Docks Board for the International Port
Development Committee and concurrently as Liaison
Officer with UNCTAD.

Mr. John Wallace of the Maritime Services Board of
N.S.W., Australia for the Large Ships Committee.

Mr. J.P. Davidson of Clyde Port Authority, UK for the
Membership Committee.

The new chairmen have been active on duty since May
under the leadership of President Bastard.

This issue features the messages of the President and the
three committee chairmen outlining their programs for the
term to come. (TKD)

Presidential Message
by Paul Bastard

Dear IAPH Members,

It is now a few days since the last fire of the 11th IAPH
Conference went out. Speaking in the name of the whole
Association I think I can renew our warm thanks and our
warmest congratulations to Mr. Chairman Le Chevalier, Mr.
J. Dubois and the whole team which organized the Con-
ference. We will long keep in mind the memories of this
week during which we met in Deauville.

So far as I am concerned I must tell you once more how
deeply moved I am by the honour you have shown me in
giving me the IAPH Presidency for the next two years. I can
assure you that, after the great President George Altvater, I
will dedicate all my energy to the continuation of the task
we have undertaken for the promotion of our actions and
for the realization of our requests. I shall do it with the
valuable help of the 3 Vice-Presidents A.S. Mayne, A.J.
Tozzoli, P.K. Kinyanjui and the Executive Committee as
also the Secretary General.

Therefore I wish, at the dawn of these two years before
me, to tell you a few words about the main topics which to
my mind, should be the subject of our efforts and our work.

It goes without saying that the continuation of the
action undertaken for the recovery and the final reorganiza-
tion of the Association’s situation constitutes one of our
priority objectives. I have complete confidence in the
Finance Committee and more particularly in its Chairman
J. den Toom to reach the objectives fixed. I think I must
also emphasize the intense and steady promotional effort
which we all have to make around us to give rise to the
registration of new members, I thank Mr. J.P. Davidson and
the Membership Committee he presides over for the vigour-

Mr. Paul Bastard

ous action he undertakes in this direction. I am satisfied
with the decisions made in Deauville on the proposals made
by J.HW. Cavey and his Committee on Constitution and
By-Laws. Our Association has all the assets necessary to be
strong, efficient and respected. I rely on you to act in this
way.

Furthermore as regards the topics which are to be dealt
with in priority, since they correspond to the problems the
ports of the world already meet or will meet in the coming
years, I see 4 main topics: SAFETY, EFFICIENCY, RA-
TIONALIZATION and PROMOTION.

SAFETY: The role of IAPH in this field must assert itself
in a clear and important way. Be it either in the field of
reception of ships, detection, prevention and fight against
disaster or pollution, handling of substandard ships, special
measures to be taken for some types of ships (very large
draft, nuclear propulsion, ships carrying chemical ...) or
for some types of goods, ports have to defend their inter-
est and to improve, as much as possible, techniques and
procedures. The Committee on Large Ships and the Com-
mittee on Legal Protection of Port Interests with the im-
pulse of their chairmen J.M. Wallace and A. Pages have to
go on with their work in this direction so that they can
show us their proposals as soon as possible.

EFFICIENCY: Because of the decisive role they play in
international trade, ports have to be ahead of the fight in
the field of efficiency. We all know how serious the pro-
blems of port congestion are, how important it is that the
development of techniques should be planned and allowed
for by firms which have therefore to take all the necessary
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steps to adopt themselves. We also know that the specializa-
tion of men, of methods of management and of operation
is now necessary and inevitable. The search for the highest
efficiency must of course be balanced with respect to the
economic and social parameters which particularize each
country. The International Association of Ports and
Harbors which groups ports managers from more than 70
countries forms a melting-pot favorable to exchanges of
views, in depth studies of all the main fields which con-
stitute a port activity. My wish here is that committees such
as that of the International Port Development presided over
by J.K. Stuart, such as the Committee on Large Ships, al-
ready mentioned, and the Committee on Containerization,
Barge Carriers and Ro-Ro Vessels presided by Mr. R.T.
Lorimer, should propose concrete actions. Furthermore 1
think it is necessary to strengthen our links and coordinate
our actions with other associations or international organiza-
tions involved in certain aspects of port or maritime pro-
blems. On this occasion I want to thank Sven Ullman, for
his service and his successor J.K. Stuart, Alex Smith and A.
Tozzoli for the responsibilities they take upon themselves
with regard to IAPH-UNCTAD, IAPH-IMCO and IAPH-
ECOSOC relations.

RATIONALIZATION: We all undergo more or less some
heaviness of management, some constraints or difficulties
which arise from the great variety of interests which con-
tribute to a port activity.

This leads to deceleration, if not blockades, detrimental
to the right operation of our ports. Many countries have
already launched procedures of simplifications and stand-
ardization which begin to bear fruit. But these efforts are
isolated, divergent, if not a times in competition. It is high
time we try to make some “little steps” forward so that in
non-competitive and not purely national fields at least this
rationalization should eventually take on a concrete shape.
The Committee on Trade Facilitation co-ordinated by
Robert Vleugels haslaid the first foundations of an approach
to these problems. The task is hard but it is now about time
to propose some precise actions which may be we shall find
difficult to materialize but which will clearly show where
the blockades are and what are the possible ways to
“unlock” them. That is the way we shall give rise to reac-
tions and that we shall make headway.

PROMOTION: Maybe this last topic is gone of the most
important since the role of ports is still not recognised
enough and we absolutely have to dedicate our energies to
make sure that public opinion is not only aware of port
problems when accidents happen or trouble arises which
direct the focus of the moment on this or that port. As |
already said, we have to make the whole world under-
stand how vital the port function is and in these conditions
how important it is that this function be ensured in the best
way. Under the impulse given by J. Bax, the Committee on
Community Relations has undertaken the work and already
defined a few lines of action. They must be followed and 1
shall be pleased to act as your spokesman for the media so
that the role we play should be better recognized by the
public at large.

These are the principal points I wanted to express at the
beginning of my presidency.

I renew to Chairmen of Committees my complete sup-
port and I shall do everything so that their work, their
proposals should be ratified by the Association and later on
be really applied in our ports.
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Message from the Chairman of
Membership Committee

Mr. J.P. Davidson

by J.P. Davidson
Dy. Chairman and Managing Director
Clyde Port Authority, UK.

It gave me great pleasure to be able to report to the 11th
Conference at Deauville that since the Houston Conference
our regular membership had increased from 191 to 209
ports in 73 nations throughout the world. This is real
testimony of the increasing importance which ports place
on membership of IAPH. There still remain, however, many
eligible world ports who are not members of the Associa-
tion and the Membership Committee, of which I am now
privileged to be chairman is mounting a further campaign
which I hope will encourage more ports to recognise the
value of membership of the Association.

As improved communications and transportation bring
the peoples of the world closer together, it is increasingly
clear that the ports, which play such a vital role in the inter-
national trade transportation chain, must forge even closer
links one with another. Indeed, the constant challenge of
technological change in shipping and cargo handling has
demonstrated more than ever before the need for inter-port
co-operation and assistance on a world-wide basis. There is
no better vehicle through which to foster this inter-port co-
operation than IAPH and the reports prepared by the As-
sociation’s technical committees are an invaluable contribu-
tion towards highlighting and solving many of the problems
which confront world ports today. In addition the im-
portant role which the Association fulfils on behalf of the
ports through its consultative status with UNCTAD, IMCO
and ECOSOC is further evidence of the real need for an
organisation like IAPH through which views of the ports
can be presented in those international forums.

I hope that between now and the 12th Conference at
Nagoya in 1981 many of those ports who are not presently
members of the Association will have recognised that all
ports threughout the world are benefiting from the work of
the Association and will decide to assist us in that work by
joining our ranks.



Message from the Chairman of
Committee on International Port
Development

Mr. J.K. Stuart

by J.K. Stuart
Managing Director
British Transport Docks Board

In accepting the chairmanship of the Committee on
International Port Development I was fully aware of the im-
portant role of the Committee in achieving closer coopera-
tion between ports in membership of the Association
throughout the world. I am appreciative of the solid work
already undertaken and I am sure that all members of the
Committee will wish to join me in paying tribute to the
part played by my predecessor Mr. Sven Ullman, I am mak-
ing possible progress achieved already.

The primary tasks to be undertaken in the forthcoming
months include the promotion of the sister ports concept
which received the full support of delegates at the Le Havre
Conference. The continuation on a greater scale of the
IAPH Bursary Scheme which can help so much in training
of port personnel and the IAPH Award Competition which
is so useful in stimulating interest in methods of achieving
improved port efficiency.

The Committee on International Port Development
includes distinguished and experienced representatives of
ports from every region and with their continued support
I am confident that co-operation between ports, both
developed and developing, will be further strengthened,
with considerable advantage to the Association as a whole.

Message from the Chairman of
Committee on large Ships

Mr. J.M. Wallace

by J.M. Wallace :
President, The Maritime Services Board of N.S.W.,
Australia

At the very successful 11th Conference of the Associa-
tion in Le Havre the Committee on Large Ships presented a
report entitled “Guidelines on Port Safety and Environ-
mental Protection” which was the culmination of some
years of work by many experts from various countries.

The Committee accepted from the outset that its first
edition would require editing, revision, and expansion to
reflect changes in techniques and technology.

This is the task of the Committee during the next two
years and it is believed that when this is completed the
Association will have a manual which will be an inyaluable
aid to Port Managers in the promotion of port safety and
environmental protection.

The procedure adopted has been to nominate Com-
mittee Members as primary and secondary authors. Each
primary author will be responsible for revision and refine-
ment of a section of the report and, following review by
secondary authors, copies of all sections will be circulated
within the Committee for the consideration of members.

It is hoped to finalise the work and discuss arrangements
for the printing of a report for the Nagoya Conference at a
meeting of the Committee to be held in conjunction with
the Executive Committee Meeting in Brisbane Australia in
April 1980.

Now that Conference delegates have had the opportuni-
ty to study the report “Guidelines on Port Safety and En-
vironmental Protection” the Committee would appreciate
receiving any further comments or suggestions which it is
believed should be taken into account. Any advice in this
regard should be forwarded to myself or Vice-Chairman,
Dr. Chris Van Krimpen, Port of Rotterdam no later than
31 January 1980.
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Executive Committee to meet in
Brisbane, April 20/21, 1980

As previously reported, a regular EXCO meeting between
the two conferences will be held in Brisbane on April 21
and 22, 1980 under the hostship of Port of Brisbane
Authority (Mr. F.M. Wilson, General Manager).

Though subject to further confirmation, there will be
meetings of internal and technical committees, prior to the
holding of the EXCO meeting. (rin)

Port Study Mission to S.A. Ports

A S-men port administration and finance systems study
mission organized jointly by the IAPH Foundation and
Overseas Coastal Area Development Institute of Japan
(OCDI, Tokyo) will visit the ports in four countries in S.
America in October, including Chile, Colombia, Eduador
and Peru. The Mission will be headed by Mr. Hiroshi
Kusaka, Director of Foundation and Dy. Secretary-
General of the Association. (rin)

Visitors

— On August 4, Dr. Peter J. Rimmer, Department of
Human Geography, Research School of Pacific Studies, the
Australian National University (Canberra), visited the Head
Office during his two months study trip to Japan, and was

Special Dues for Technical Assistance

Fund

Secretary-General, in his August 21 letter, asked all
regular members to contribute to the IAPH’s International
Port Development Technical Assistance Fund by means of
paying “special dues”, in response to the resolution a-
dopted at the 11th Conference, which reads as follows:—

“The IAPH requests the appropriate international and
national organizations to provide funding to the IAPH’s
International Port Development Technical Assistance Fund,
or the Members thereof, to permit the Association and its
Members as appropriate to provide training to developing
nations so that they shall have the skilled port personnel in
all the necessary fields of science and administration which
are essential to the Port of the Future”.

All those regular members, who consider themselves as
being developed, are ardently requested to give their con-
tribution to the Fund. The Fund is being utilized as the
resources of the IAPH Bursary Schemes and Award
Schemes, under the auspices of the Committee on Interna-
tional Port Development (Chairman: Mr. J.K. Stuart,
British Transport Docks Board).

Already, in response to either the preparatory invitation
expressed by the former chairman of the Committee (Mr.
Sven Ullman, Port of Gothenburg) and to the resolution
adopted at Deauville, the following contributions and
pledges are received by this office as of Sept. 1, 1979:— (rin)

received by Mr. Hiroshi Kusaka, Dy. Secretary-General. gr;eﬁrr; }eerL; %Zrh;lisggi:%lsggﬂ $1 ’888
— On August 30, Mr. William F. Tobin, Director of Market- erl inebor I?I rbor Board ’350
ing and Development, and Mr. Frank J. Roovers, Director 0 ISHI;%) rf ﬁ t§ it ° 500
for Europe, of Massachusetts Port Autority, visited the PSrEc) of Arhtllls orty 350
Head Office and received by the Secretary-General and his Port of Amsterdam 1.000
staff, during their visit to Japan and other countries in the Pglrrt of Copenhagen 350
S.E. Asia. Mr. Roovers is a member of technical committee Port of Golt)henbﬁr 1.000
on Trade Facilitation, and on International Port Develop- Port of Kobe g 2’000
ment. (rin .. ’
(rin) Port of Malmd 350
Recent Movement of the SDR Unit gort 0? Iglelb&lr{le Authority 1,(3)28
ort of Stockholm
Movement of the SDR unit against the 16 currencies in Rotterdam Municipal Port Management 1,000
the SDR system during the period of July 18—30, 1979, is S. Carolina State Ports Authority 1,000
as shown below. Total: $11,750
(IAPH Foundation $10,000)
Currency Units per SDR
July
Currency 18 19 20 23 24 25 26 27 30
Australian dollar 116154 145502  1.15567  1.15875  1.15649  1.15174  1.15361  1.15293  1.15134
Austrlan schilling 17.3615  17.3802  17.3047  17.3920  17.4070  17.4510  17.4876  17.4697  17.5046
Belgian franc 37.7117  37.7942  37.9446 et -37.8525  37.9599  38.0825  38.0959  38.1051
Canadian dollar 1.52616  1.52645  1.52315  1.52243  1.52906  1.52717  1.53103  1.53038  1.52564
Deutsche mark 236350  2.36502  2.36816  2.36882 237103  2.37634  2.38128  2.37950  2.38428
French franc 5.50405  5.51253  5.52248  5.52880 552103  5.53847  5.54588  5.53825  5.54659
Iranian rial 92.3786  92.3561  92.1721  92.2793  92.4984 922969  92.3004  92.2060  92.0622
ltalian lira 1064.04  1066.08  1066.89  1067.48  1067.06  1068.67  1068.71  1068.59  1069.21
Japanese yen 283.133  281.098  282.500  281.388  280.875  280.918  280.929  281.295  282.294
Netherlands gulider 2.50735  2.50999 260397 260307  2.60400 261273 261873 261670  2.62046
Norweglan krone 6.57628  6.58254  6.56878  6.57314  6.57759  6.56457  6.55696  6.56530  6.56421
Pound sterling 0.572777 0573690 0.572623 0.571911 0.554783 0.565524 0.562268 0.563580 0.563137
Saudi Arabian riyal 439773 439666  4.38790  4.39300  4.40344  4.39384  4.39401  4.38951  4.38267
Spanish peseta 86.5272  B6.5244  86.7379  86.4564  87.0188 .. 86.6360  86.6128  86.2321
Swedish krona 5.49776  5.49418  5.48887  5.49420 548809  5.48857  5.47974 548722  5.47475
u.s. dollar 131080  1.31048  1.30787  1.30938  1.31250  1.30964  1.30969  1.30835  1.30631

Note: The value of the SDR in terms of the U.S. dollar is deter-
mined as the sum of the dollar values, based of market ex-
change rates, of specified quantities of the 16 currencies
shown above. The value of the SDR in terms of any currency
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other than the U.S. dollar is derived from that currency’s ex-
change rate against the U.S. dollar and the U.S. dollar value
of the SDR. (Data: IMF Treasurer’s Department)



Open forum:
Port releases:

European Seaport Policy (Part 1)

F. Suykens
Deputy General Manager,
Port of Antwerp, Belgium

There are more things in heaven and earth, Horatio,
Than are dreamt of in your philosophy.
— William Shakespeare, 1564-1616

Hamlet I, 5

There are certainly many more things involved in port
policy than can be dealt with in a short survey. When in
addition the more complex subject of European seaport
policy is to be treated, then the best approach is the
analytical as proposed by René Descartes in his “Discourse
on Method” (1637), i.e. “Divide each of the difficuities
into as many parts as possible and required for the best
solution”.

In the present case this means that we must attempt to
establish the various composite elements of the problem.

We shall thus devote our attention—briefly, of course—
in turn to the following topics:

— Europe

— seaports

— FEuropean seaports

— policy

— European seaport policy

I. Europe.—The construction of a united Europe is without
any doubt the greatest challenge facing the countries in-
volved in the second half of this century. After the tem-
pestuous start which was favoured by the growth in general
prosperity of the “golden sixties” and by the enthusiasm
accompanying all great new initiatives, the E.E.C. under the
influence of the oil crisis and the worldwide recession,
which have shaken our confidence in the future, is now in a
defensive, transitional phase.

This slower development must not, however, blind us to
the fact that the integration which has been achieved in
spite of monetary and economic problems cannot easily be
reversed and that European policies in various fields will
continue to expand little by little. The administrative
service now numbering some 8,000 people as well as the
new parliament to be directly elected cannot but make
themselves felt and here too the rule applies that “the
organ creates the function™.

However, with regard to port policy there are two
points which must be made concerning Europe.

First of all, I should like to refer to the observations
about the diversity of our continent which were made by
Professor H. Brugmans in his book “Europa voorbij het
nulpunt” (Europe Past Zero) (Standaard, Antwerp-
Amsterdam 1975). On page 72 he writes: “Our diversity
comes with our geography. We have no deserts or vast
stretches of steppe, no pampas or prairies. In Europe it
is the climate which alters the landscape, the type of

Mr. F. Suykens

people, the accent in which we speak our language and
which changes every fifty kilometres. Then there is our
cultural diversity. Most civilisations are formed on the
basis of one single spiritual element. Thus Arab society
is based on Islam. In Europe Christianity is fundamental
but our classical heritage forms both a supplement to and
a contrast with it. Depending upon the period one or the
other has predominated: a fruitful and dramatic dialectic.
The third element of the diversity is the fact that Europe
is an open society. We have always been in contact with
other peoples than ourselves, a contact which has frequently
been bloody ... This has provided us with a mirsor in
which we have been able to see ourselves”.

On the basis of this diversity as an essential element in
Europe Professor H. Brugmans concludes that the future
federal Europe will of necessity be greatly decentralized
and will never have the unitary character of each of the
component states.

“A change in dimension also means a change in character.
When the national states were formed by the union of pro-
vinces, the united nation was not merely a somewhat larger
province. It was qualitatively something else. The idea of
Furopean unity completely destroys the principle of the
“one and undivisible” state. A “one and undivisible”
Europe is unimaginable since it is only the federal method
which can lead to unity and that method also involves
decentralization”.

The second observation concerns the character of
European political integration which has considerably
changed as a result of both the present economic dif-
ficulties and the entry of Great Britain into the E.E.C., with
the resultant rise of “pragmatism”.

In this respect Gualo Naets in his book “Europa ABC
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(Davidsfonds Louvain 1973, p. 125) remarks: “Vision and
long term thinking which were at the basis of European
unification are now lacking on a large scale. The member-
states are now governed by pragmatists, policy has given
way to crisis management . . . “Pragmatism which made its
appearance with the entry of Great Britain will remain a
constant factor which will continually clash with idealism
which flourishes more strongly on the Continent . . .”

The conclusion to be drawn from all this is that further
European integration in the most varied of fields is not only
desirable but is at the same time inevitable. Diversity in
unity and pragmatism in the approach to problems will,
however, be the main characteristics of this development.
For our continental European mentality this is perhaps not
always equally intellectually satisfying, but it is perhaps
more efficiency.

II. Seaports.—In the Report of an Enquiry into the Current
Situation in the Major Community Seaports drawn up by
the Port Working Group of the Commission of the Euro-
pean Community in 1977 the following definition of the
term “‘seaport” is given: “A seaport for the purpose of the
present study may be understood to be an area of land and
water made up of such improvement works and equipment
as to permit, principally, the reception of ships, their load-
ing and unloading, the storage of goods, the receipt and
delivery of these goods by inland transport and can also in-
clude the activities of businesses linked to sea transport”.

This is a compromise definition between on the one
hand the Dutch thesis in accordance with which the con-
cept “seaport” must be interpreted not merely functionally
but also as geographically as possible so that port industri-
alization must be included in the concept “seaport” (and
consequently in a European seaport policy), and on the
other the German thesis that seaports are essentially places
where ships are loaded and unloaded. No doubt, the in-
dustrial function of continental seaports has become very
important recently. However, it can, not unjustly be argued
that in many seaports—sometimes for historical reasons—a
diversity of industries is to be found and that it is difficult
to see why these industries should be subject to a different
policy to that applying to those in the interior. Moreover, it
can often be of more benefit to a port for a strongly import
or export oriented firm to be established in the “undis-
puted” hinterland so that large-scale traffic can be attracted
without taking up scarce space or creating pollution in the
port zone itself or making a call on the limited port labour
market.

The extreme situation arises when the refineries in one
port are supplied by a pipeline from another port. All the
efforts made in Amsterdam, Flushing or Antwerp to
maintain or expand refining capacity is of direct benefit to
traffic in the port of Rotterdam since the crude oil is sent

" on from Rotterdam, which is accessible to tankers of up to
250,000 dwt, by pipeline to Amsterdam, Flushing or Ant-
werp which at the present time can only take ships of up
to about 80,000 dwt (to be increased in the near future in
the case of Antwerp and Flushing to 125,000 dwt.).

This brief example already shows how difficult it is to
include all the functions which a seaport fulfills in one
single definition.

This was in fact already ascertained by Dr. H. Samman
in his standardwork “Handbuch der europdischen Seehifen”
(Hamburg 1967, B & I, p. 209): .. . it must be considered
impossible to express all the important aspects of the
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overall complex of a seaport in only one series of concepts
or in only one concept”.

It is thus useful from the point of view of our subject to
deal with a few specific characteristics of seaports.

A port is no end in itself,

it has only derivative economic activity. This means that a
port will only flourish as a result of the import or export
oriented activity of trade and industry in its immediate or
not so immediate hinterland.

Many ports stagnate or flourish not because of their own
fault or merit but are merely subject to the influence of
economic activity in general which they cannot influence.
Generally speaking ports have to accept the consequences
of technological and politico-economic developments just
as these make themselves felt. It is difficult for them to
mount a political or economic counter-offensive which is
strong enough to compensate for those developments, let
alone channel them into a more desirable direction (ef. J.M.
Verhoeff, Zeehavenconcurrentie (Seaport Competition),
Tijdschrift voor Vervoerswetenschap, 1977, p. 298).

Seaports thus have to adapt constantly but in such a way
that the cost price remains minimal for the client, for
whom the saying “the ideal port is no port at all” is be-
coming increasingly true, i.e. the ideal port is that whose
influence (costs, time, etc.) is least felt.

A port is partly a public service and partly a commercial
activity.

In his book “The Economics of Transport™ (Cambridge
University Press 1966, p. 5) Bonavia pointed out that
“Transport is a blend of industry and service . .. (such as
street lighting, elementary education, justice and police)”.

This observation applies even more to a seaport where
the infrastructure without any doubt performs a public
function, while cargo handling and all related services give
rise to purely commercial activity. In this perspective it is
striking to see how the representatives of the German
federal city-states (Linder) of Hamburg and Bremen ask
why they should treat the port infrastructure which is built
by the authorities in a different way to that in which other
traffic infrastructure, i.e. air, rail, inland navigation and
road transport, is treated, or why privately owned cargo
handling firms should enjoy different fiscal or social status
to that applying to other commercial or industrial firms in
the country.

It is hardly surprising that government influence on port
policy is fairly large in all countries, either directly or in-
directly.

This governmental influence is decisive especially with
regard to port infrastructure which has the characteristic
that it is built in a piecemeal way (one berth is not built
but a whole dock—a new sealock serves a whole series of
docks) and that it has a fairly long life.

It is thus not surprising that many writers, such as Dr.
J.AM. Van Buuren in his “Beschouwingen over de eco-
nomie en het beheer der zeehavens” (Observations about
the Economics and Management of Seaports, Delft 1929)
declared: “Many interests which are involved in the
activity of a seaport with various types of cargo traffic can
only be served in an impartial way by a port management
organized on the basis of a public service so that the port
produces the greatest possible profit for as large a circle of
interested parties as possible, in other words so that the
common interest is best served. Since, moreover, impartial



service can only be expected from public bodies outside
business and industry, only port management which is per-
formed as a direct public service can be considered to be
adequate for the task”.

Mr. J. Chapon, Engineer for Bridges and Roads, Director
of Seaports and Inland Waterways at the French Ministry of
Equipment, declared (at the University of Trieste on 30.8.
1974): “Whereas certain types of equipment have a very
specific function so that the person who uses them natural-
ly constructs them as well (which is the case, for example,
with certain quays or installations), others on the contrary
have an obviously collective function; this is the case with
port access, most of the water surface area and berths, as
well as with the infrastructure facilitating the arrival and
departure of goods.

“Thus with the exception of very specialized cases—such
as certain oil or ore ports—a port authority with a dual
role is required, it performs those functions which have a
collective character, namely the construction and running
of the basic infrastructure which is used by all port users.
Secondly, it coordinates the activity of all the professions
involved in the port, both at the level of the physical
exercise of their tasks (movement of ships and cargo, laying
down the duty hours of port services, etc.) and at the
administrative level, which even includes the financial
supervision of the activity.

“The port is in this respect not unlike a large city and
the port authority has the same task as the municipal
council with the dual role of organizing the services of col-
lective interest and administering the whole. And like the
council the port authority acts within the framework of
laws and regulations laid down by the public authorities at
state level”.

Seaports do not only have a local or regional importance
but a national and international one.

It is obvious to all that the existence of a seaport pro-
vides an enormous impulse for the economic development
of a region. Many large European cities such as Hamburg,
Bremen, Amsterdam, Rotterdam, Antwerp, Ghent,
Zeebrugge, London, Liverpool, Dunkirk, Le Havre and
Marseilles owe their original growth and prosperity to the
presence of a seaport.

On the other hand it is also a fact that a seaport is not
merely of local or regional importance but also serves all
import or export oriented industry and as such is of at
least national, and in many cases even European importance.

Whereas the public service nature of many aspects of
port management has been pointed out above, it is never-
theless a curious fact that in those countries where port
management has been strongly centralized, which is mostly
the consequence of a strongly centralized national economy,
over the last few years centrifugal trends have been making
themselves felt. Take, for instance, the establishment of
autonomous ports in Italy or France.

In those countries where port management was fairly
decentralized, after the Second World War the necessity
was felt at national level of achieving greater coordination,
i.e. a centripetal trend. In this connection we have the
example of the National Ports Council in Great Britain, the
National Commission for Port Policy in Belgium and the
Seaport Consultative Commission in the Netherlands.

There is, however, more to it than this. Because of the
role which the seaports in many West European economies
have had in attracting industry and because of the fact that

seaports have become important centres of growth—the
mainstay of the Dutch economy, as was once said in Rot-
terdam—the tendency for national authorities within the
framework of their regional policies to intervene in port
policy has become very great. Thus the decision to erect a
steel factory in Fos, near Marseilles as opposed to in Le
Havre, was taken for reasons of industrial development in
the region. From this point of view it is also typical to note
that the French government opted for Nantes-St. Nazaire
for the import of LNG from overseas, rather than for
Marseilles, Le Havre or Dunkirk where the infrastructure
was already present.

The Dutch government decided that Algerian LNG
should not be imported via Rotterdam, as originally plan-
ned, but via the port of Delfzijl on the Eems. In Germany
the import of LNG is planned via Wilhelmshaven and not
Hamburg, even though there is an enormous concentrating
of industry in the latter port. In Belgium it is expected that
the choice of Zeebrugge for the import of LNG will provide
a strong impetus for regional industrial development in
spite of the fact that past experience has clearly shown that
natural gas is something which can be rapidly, easily and
cheaply carried to the centres of consumption by pipeline.
The degree of industrialization in Groningen, due to local
natural gas is somewhat limited, certainly more limited than
the industrialization which took place in Flushing thanks to
funds from the “natural gas piggy bank”. (aardgaspotje)

Such national discussions to divert a certain kind of
traffic via a certain port naturally gives rise to various pro-
blems of covering the cost of port expansion. This is not
merely a case of covering the extra cost involved for the
construction of a port at the place to which the traffic
has been artificially diverted, but also of the loss of ex-
pected revenue in ports—such as Rotterdam or Le Havre—
which would in the normal run of things expect to have
handled this traffic with their existing installations. In this
way the large-scale port expansion schemes, such as those
for Antifer or Europoort, receive less traffic than that for
which they were designed.

Seaports have grown gradually.

In this perspective it must first be pointed out that
seaports have evolved gradually over the years in a
certain direction which was partly influenced by local,
regional or national factors.

The fact that there was a large national merchant fleet
in the Dutch ports meant that large stevedoring firms as
well as inland navigation enterprises, which depended on
the shipowners, developed over the years. This led to
integrated firms, which expedited horizontal integration
after the Second World War to cope with the increase in the
scale of activity in ports since then.

In a port such as Antwerp where the national merchant
fleet accounts for less than 5% of port traffic we naturally
find a different structure. Cooperative and family businesses
did not have to make such large investments in the past
since the port cargo handling equipment and the principal
transit warehouses were the property of the port authority.
Now that ports have changed from being labour intensive
to very capital intensive it naturally requires a time-consum-
ing change-over when these family or cooperative businesses
with a limited capital base see themselves forced to make
large-scale investments.

When social relations between employers and employees
in a port were good or bad in the past this is still reflected
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at the present time in productivity which is higher in some
ports than in others.

However, there is more to it than this. Within the frame-
work of a European port policy the French point to what
has been called “la rente historique”—the historical rent.
Whenever certain Furopean countries in the past had a
different transport policy to that existing in other countries
(e.g. lower taxes on road transport, freedom of freight
charges on the Rhine as opposed to fixed inland navigation
freight charges in other countries, etc.), this led to the crea-
tion of certain traffic flows. In turn these led to the estab-
lishement of federations and specialized enterprises or to
the appearance of certain port practices or even to the
growth of shipping firms, etc.

When today within the framework of the European
Community a similar transport policy is being carried out in
various countries it is not enough to divert these traffic
flows back to other ports. It is however unthinkable within
the framework of a European port policy to introduce dis-
crimination in the opposite sense in order to compensate
for the “historical rent”, which arose to the advantage of
some ports and the disadvantage of others.

Whereas the “historical rent” has a positive influence,
the French use the term “le poids du passé” the “burden of
the past” to denote certain negative elements which at the
present time weigh heavily on port operations. For example,
various port authorities formerly provided a large propor-
tion of port equipment and large workshops were set up to
maintain this material, but most of all a large labour force
was taken on a permanent basis, mostly by public au-
thorities.

It is difficult to harmonize all this quickly within the
framework of a European port policy. It is perhaps useful
in this perspective to mention the standardization of the
accounting systems of European railway companies (see
the official journal of the European Communities of
16.5.1968). In the standardization of the accounting
systems special attention was paid to the following cate-
gories of assets and liabilities:

1. the obligation of keeping on more personnel than is
necessary for operational purposes;

2. the obligatory raising of wages or of employers’ con-
tributions to social security charges consisting of:

a/— benefits for personnel imposed by the state for
reasons of national recognition under other con-
ditions than those which apply to enterprises in
other sectors of transport;

b/— allowances which in the other sectors of transport
are paid for by the state;

c/— allowances payable by rail companies but not by
enterprises in other sectors of transport;

d/—a retroactive increase in wages imposed by the
government of a member-state;

3. expenses of a social nature borne by railway companies,
namely those in the health sector and family benefits
which are different to those which they would have to
meet if they had to contribute under the same condi-
tions as enterprises in other transport sectors;

4. pension liabilities which are met by railway companies
under different conditions to those which apply to
enterprises in the other sectors;

5. the expenditure borne by railway companies for rail-
way crossings;

6. postponement of maintenance and replacement im-
posed by the relevant authorities;
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7. liabilities resulting from the maintenance of jobs or of
other establishments imposed by the state under condi-
tions which are not in agreement with running the rail-
way on a commercial basis;

8. conditions imposed on public tenders for works and
supplies;

9. liabilities borne by the railway company with regard to
postwar reconstruction or replacement which should
have been met by the state;

10. special credit conditions applying to railway companies;
11. financial liabilities which are the result of a lack of
standardization in the past.

Many seaports can quote similar liabilities which weigh
heavily on their operating expenses.

Seaports are the crossroads of various partial policies,
and consequently seaport policy is a complex business
which will normally involve every aspect of eonomic policy.

We have already pointed out to what extent certain
ports consider that it is difficult to talk about a European
port policy without thereby involving industrial policy. But
besides industrial policy there are many other fields which
are affected by port policy.

The energy policy followed by the E.E.C. will have a
direct influence on seaports. If preference is given within
the E.E.C. to the import of natural gas from overseas or
if it is intended to make coal or oil the principal obligatory
basis for electricity production, then certain ports which
are more specialized in certain kinds of traffic than others
will benefit more than others.

If it is decided at E.E.C. level to construct no more
nuclear power stations, then it will be necessary to import
more raw materials from abroad for energy purposes.

An agricultural policy can try to make Europe more self-
sufficient which in turn involves a possible decline in im-
ports of overseas agricultural produce. If within the frame-
work of the E.E.C. common agricultural policy certain
basic products, such as, for example, tapioca, are exempted
from duties while other forms of cattle feed are dutiable,
then this will influence traffic via certain ports.

The existence or lack of a social policy at E.E.C. level
will have a direct influence on wage costs and the extra
charges in a port. The extremely divergent ways in which
social security is financed are wellknown. Thus in Denmark
social insurance is almost entirely paid for out of taxes so
that social security payments by employers are minimal, see
the newspapers De Standaard of 16.11.1978 and Le Monde
of 6.3.1979.

In France and Italy most social security liabilities fall
upon the employer, while the government only contributes
one fifth of the cost of financing social security.

In Germany and Great Britain employers only have to
bear two fifths of the cost of social security.

Moreover, fiscal policies; throughout FEurope also
differ greatly and there are some countries where purchase
tax is of great importance while direct taxation is lower.
Thus, for instance, in Denmark 60.5% of all taxation is
raised from income tax, in France this is only 19.7% and in
Belgium, which incidentally lies somewhere in the middle,
38.7%.

In Belgium indirect taxes account for 17.1% of taxation
and social security contributions. In this respect the ex-
tremes are the United Kingdom with 8.6% and France with
22.2%.

Differing fiscal policies can influence port policy. Trans-
port policy is naturally of very great importance to seaports.



Belgium has always maintained that the best European port
policy is a good European transport policy.

It is a well known fact that actual port costs only repre-
sent an extremely small proportion of the transport costs to
and from the interior and it is the latter which are the main
factor in the choice of a port. Special rates as a part of a
railway policy can benefit certain ports and they usually
mean that ports in smaller countries where the national rail-
way company only serves a limited area are at a disadvantage
as opposed to ports in large countries such as France and
the Federal Republic of Germany.

The freedom of freight charges on the Rhine as opposed
to the fixed inland navigattion charges elsewhere coupled
with a compulsory rotation etc. lead to undeniable distor-
sions in inland navigation traffic. Road traffic to and from
certain ports can be hindered by the absence of a sufficient
number of international transport licences.

That monetary problems have an influence on ports was
recently proved by the debate on extra charges for currency
adjustment factors.

The result of all of this is that it is difficult to find a
common solution for all of these various aspects of a port
policy. Moreover, if there did exist at European level a
harmonized agricultural, social, energy, transport, eco-
nomic, fiscal and monetary policy, the great majority of
the problems of a port policy would already have been
solved.

Indeed to proceed faster at seaport level than with
regard to the other policies can often lead to more distor-
tions.

In this connection it must be pointed out that not all
ports are alike. In fact every port is unique.

In one port general cargo predominates over bulk cargo.
In another there is greater specialization in oil, natural gas
or coal.

Some ports have a large network of routes at their dis-
posal, barge, rail and road, to which in the future pipelines
and air will increasingly have to be added.

Some ports have a purely cargo handling function,
whereas in others the goods are stored for lengthy periods
and possibly repacked or industrially processed.

The range of services which each port has to offer varies
greatly and it is thus very difficult to work out an overall
policy which will take the specific characteristics and pro-
blems of every port into consideration.

It is, moreover, striking that few European countries
have their own uniform national port policy or that in so
far as an embryo of one does exist it is fraught with specific
exceptions which take into consideration the specific
characteristics of smaller ports with a local function or of
specialized ports for certain types of traffic.

The conclusion to be drawn from all of this is that sea-
ports have so many various aspects that it is difficult to
encompass them all in one simple definition. The problem
is too complex for that.

Seaports are not an end in themselves and are influenced
by the overall economic situation. They are a peculiar blend
of public service and commerce but the role of the au-
thorities is always very large. They are of both regional and
national importance so that they are frequently used as a
factor to stimulate the regional policy. They have evolved
historically and sometimes benefit from the ‘historical
rent” or suffer from the “burden of the past™, It takes time
to eliminate this.

Above all, however, the influence of all other policies
can be felt in seaports so that the seaport problem cannot
be tackled in isolation from that of overall European inte-
gration. Thus European port policy cannot proceed faster
than the rest.

In working out the policy, moreover, consideration must
be paid to the very diverse characteristics of the various
ports, each of which is unique in itself.

IIL European Seaports.—Seaports have an important role
to play in the European Community. Their significance has
grown considerably as the result of the expansion of the
original Community of six continental countries to include
Great Britain, Ireland and Denmark for whom, as islands,
seaports are of the utmost importance.

84% of the trade of the European Community with third
countries is maritime, i.e. in the form of traffic which passes
through the ports of the Community. As far as internal
Community traffic is concerned about 28% of the trade
between the member-states is maritime.

The overall cargo traffic of all ports of the Community
amounted to 1,500 million tons in 1975. This traffic is
handled in small ports with a turnover of only a few
hundred thousand tons as well as in large ports where up to
almost 300 million tons are handled.

Every possible variation with regard to both size and
administrative system as well as mode of operation can be
found in European ports. It thus seemed useful as the first
step towards working out a European port policy to ex-
amine in some detail the actual state of affairs in the
principal ports of the Community. This was done in a fact
finding report published by the Commission of the Euro-
pean Community in September 1977. On the basis of this
report the following conclusions emerge.

Great Britain is well known throughout the world for its
trust ports, i.e. independent corporations (“trusts”) set up
in accordance with special laws, an example followed in
many other countries in the world. Besides these there are
the nationalized ports which are owned and run by the
British Transport Docks Board and which are also very
important. There are also, as exceptions proving the rule, a
municipal port and even private ports which are incorpo-
rated.

In Ireland the principal ports are also independent public
bodies with certain legal rights and obligations. They are
independent even though their independence is subject to
certain restrictions by legal ties with the central govern-
ment.

In Italy the influence of the state in port management is
very great but gradually the large ports have obtained an
autonomous status.

In France a difference is made between the six auto-
nomous ports which were set up in accordance with the
law of 29.6.1965 as incorporated public bodies with
financial autonomy and the non-autonomous ports of
national .importance which are under the direct control
of the Ministry of Public Works.

As opposed to the situation in the Latin countries of
the Community, where the influence of the state is very
great, in Germany, Holland and Belgium a more Hanseatic
tradition exists in accordance with which the ports are
mostly run by the local municipalities.

There are naturally many exceptions to this rule since in
Germany besides thelocally run ports of Hamburg, Bremen,
Liibeck, etc. there are several not unimportant ports such as
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Emden, Brake, Brunsbiittel and Cuxhaven which are owned
by one of the federal states (Ldnder), while there is also
one private port which is the exception proving the rule,
namely Nordenham.

In the Netherlands a difference must be made between
the large ports, which are run by the local authorities, and
the smaller ports, which are run by a port authority, i.e. an
incorporated public body set up by the state, the province
and the local authority.

In Belgium the ports of Antwerp, Ghent and Ostend are
run by the local authorities while the port of Bruges-
Zeebrugge is run by a limited liability company, the majori-
ty of whose shares are in the hands of the state and most of
the remainder in the hands of the City of Bruges. This latter
port is considered to be a public utility and is under the
control of the Ministry of Public Works.

In Denmark there are many ports, such as Arhus,
Aalborg and Odense, which are run by local authorities,
while the port of Copenhagen is a semi-independent body
and the port of Esbjerg is state-owned.

The conclusion to be drawn from all of this is that as far
as tunning ports is concerned every possible and imaginable
variation can be found in Western Europe. While there is an
Anglo-Saxon tradition which can be clearly differentiated
from the Latin tradition in France and Italy and the

Hanseatic tradition in Germany, Holland and Belgium, it is’

nevertheless true to say that the differences within each
individual country are sometimes greater than the differ-
ences between the various countries. In few European
countries is there a uniform national port policy. In every
case local circumstances, historical developments, the size
of the port, etc. are taken into consideration.

In his remarkable study: “A Comparative Study of
Seaport Management and Administration” (London 1979)
R.O. Goss comes to the conclusion (p. 39); “...the
arrangements described . . . are so deeply embedded in the
lift and culture of the communities concerned that it is dif-
ficult to find generalisations that cannot be contradicted
from elsewhere”, but also (p. 55): “It is tempting to ex-
amine seaports and their practices as if they were wholly
generic, so that the good practices of any one could simply
be transferred to others. But one over-riding impression left
at the end of this study is the importance of the organisa-
tion and management of seaports being appropriate to the
general system of government and the beliefs of the people
in their own country, even if the latter are expressed as
over-simplified slogans. To attempt to shift the practices of
Hong Kong to Singapore, of Israel to Canada or of Japan to
any of these would be to ask for trouble in terms of con-
fusion as to the purposes and principles of the changes and
a correspondingly low level of ability in applying them.
Almost certainly, this would lead to a lowering of morale
and of efficiency in its everyday sense”.

In most cases ports are component parts of the national
economy. Their organization and operation have evolved
together with those of the various countries involved. As
Goss concludes: “There is no single “best” structure of
organisation and management of seaports” so that it must
be concluded that it will always be necessary to take local
circumstances into consideration.

The conclusion that could be drawn from this is that
as the national economies evolve under the influence of
European integration and grow towards each other, so too
ports will be influenced by this. In other words, the harmo-

16 PORTS and HARBORS —OCTOBER 1979

nization of European ports will be more the result of Euro-
pean integration than a basic element which will lead to
that integration.

Until now attention has been mainly focused on the
organisation of seaports but clearer insight can be obtained
by analyzing more closely the various functions of seaports.
It can quickly be established that there are three main
aspects to a seaport.

— the maritime access routes and connections with the in-
terior;

— the actual port itself where a further difference can be
made between infrastructure and superstructure;

— cargo handling and the various services in the port.

If a survey of European ports is carried out on the basis
of these three functional elements then two major trends
soon become apparent.

One trend is found mainly in the original six partners of
the E.E.C. and the other in the new member-states of Great
Britain, Ireland and Denmark.

The first trend could be called the continental trend
were it not for the fact that the world “insular” has a
pejorative sense in English.

In the case of the continental countries of Germany,
Holland, Belgium, France and Italy the port in the limited
sense of the word is managed and operated by the port
authority, while the maritime access routes and the connec-
tions with the interior are more the responsibility of the
central authorities, and while the cargo handling sector and
the various other services are in private hands.

Although there are naturally exceptions to the rule most
ports in continental Europe are “landlord ports”. As is also
the case in the U.S.A. (Army Corps of Engineers—National
Coast Guard) and in Japan the maritime access routes are
the responsibility of the state since they involve invest-
ments which are of national importance and of benefit to
the whole community.

In some cases this situation resuits from land law or con-
stitutional requirements, in other cases from international
agreements. It is easy to understand why in the low lying
Benelux countries matters of inland waterways and rivers
are of national importance. In certain continental ports
such as those on the North Sea or the Atlantic Ocean the
cost of dredging and of operating the sealocks can be very
high.

In the Mediterranean maritime countries, on the other
hand, the cost of connections with the interior which re-
quire expensive tunnels and difficult motorways through
mountainous country is no less onerous. Land access can
sometimes cost as much as maritime access and both are of
national interest. The cargo handling sector in continental
Europe is highly developed and often integrated with other
service sectors. It is, moreover, a well known fact that the
largest part of the costs in a port are those directly involved
in cargo handling and storage. The profits which this activi-
ty generates are taxed and these taxes in some countries go
to the local municipal authority but in most countries to
the central government which considers them to be the
compensation for the investments which it has made in the
maritime access routes or the connections with the interior.

In opposition to this continental tradition, there are the
ports which are run as “total organizations” (see R.O. Goss
Op.cit. p. 11) in which case both the maritime access routes
and the port as well as cargo handling are the responsibility
of one overall organization which sees to all the functions
of the port.



In this case the intervention of the central government
in the maritime access routes is limited and all the profits
made by the cargo handling sector go directly to the port
authority. Thus in this case there is ample opportunity for
cross subsidization between the various functions. Some-
times the cargo handling charges are kept low while port
dues are raised. Sometimes the losses of one sector are
covered by the profits of another. In almost every case no
taxes are paid to the national authorities who in any case
make no investments in the ports or in their maritime
access routes.

The conclusion to be drawn from all of this is that there
are two opposing philosophies, namely that of the restric-
tive interpretation of a seaport where, moreover, the port
authority as landlord has a somewhat subordinate role to
play, and the total organization concept where everything
is concentrated in one pair of hands.

It is at once quite obvious that these divergent philo-
sophies will have important consequences at the financial
level. That a total organization covers all the costs but also
takes all the profits is quite clear and requires no further
comment. That a port whose function is simply restricted
to operating the infrastructure of the port in a restricted
sense only aims at covering its own operating costs is also
easy to understand.

The position of the German ports owned by the federal
city states also becomes clear when they point out that on
the one hand as public authorities they make investments
and that on the other hand the receipts of these same
public authorities in the form of dues and taxes amply
cover their expenditure.

In cases where the state is responsible for the maritime
access routes and connections with the interior calculations
have shown that the fiscal revenue of the state which
results directly from these investments by far exceeds the
expenditure.

In fact it is possible to conceive of a third philosophy
based on cost-benefit analyses. In this case all the socio-
economic costs are compared to all the socio-economic
benefits. While in principle this method opens up inter-
esting prospects, in fact experience has shown that the
estimation of the benefit which is frequently based on ex-
pected developments in traffic flows can lead to a number
of difficulties.

While the above described difference between the two
major trends with regard to port management in Europe
has important consequences for the financial philosophy
behind them, this does not mean, however, that of neces-
sity this results in distortions within the Common Market,
on the contrary. There are a number of partial markets
within it and not all ports are for ever competing with
each other for every type of traffic. It is thus striking how
the study “Port Perspectives 1976” of the National Ports
Council in Great Britain comes to the conclusion (p. 8):
“the most important point about these statistics is, how-
ever, that they do not show any consistent process of
cause and effect or support the view discussed below that
the continental ports are cheaper because they are sub-
sidized thus placing the British ports at a disadvantage”.

This report further states (p. 9): “By courtesy of the
French Ministry of Equipment the Council have seen some
calculations analysing the total cost of use of the port
system falling on the ship and its customers combined. (The
figures are derived from a study carried out by Cerlic on
behalf of the French Ministry). They have reason to believe

that as proportions these are not unrepresentative of gener-
al practice. In round terms, for a container ship the cost of
ship’s time in port was almost five times as much as
published port charges, while cargo handling (which in-
cludes a proportion of ship’s time) was 12 times as im-
portant. In the case of a conventional ship, cargo handling
was slightly more important than ship’s time but together
they were 15 times as important as published port charges
in cost terms. These figures explain the paradox that on a
route where the freight rate includes all cargo handling and
all port charges the shipper can perceive a port as being
cheap even if published port tariffs suggest it is expensive.
“Reverting to subsidies, these vary between different
continental cases. Rotterdam is the least subsidized and
Hamburg perhaps the most; but in any case it will be clear
from the figures given above that capital subsidies can only
have a limited effect on total port costs. More convincing
than this theoretical analysis is the simple fact that sub-
sidies have not led to any marked movements of traffic”.

(To be concluded in the next issue)
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Constant Striving for the Simplification
of Procedures in International Trade:
SIPROCOM

By E. Goffin
Administrative Secretary
Belgian Foreign Trade Office

Today’s procedure: expensive and inadequate

Red tape and all the expensive procedures which it in-
volves are a great hindrance to commercial transactions and
in certain cases are a handicap for the normal development
of international trade. This is hardly news but it is only
logical that it should be increasingly felt as tariff walls are
dismantled as a result of the successive negotiations within
the framework of GATT(1), (as well as of the extension of
free.trade zones and customs unions).

The costs involved by these formalities to a greater or
lesser extent act as a brake on international transactions
and are a serious and frequently even decisive hindrance.

The most reliable estimates which are available based on
the normal cost price as shown in the export documents—
i.e. irrespective of the costs involved by the import of the
goods—show that these costs amount to about 7.5% of the
average value of the goods dispatched.

It is a complicated problem with many aspects to it and
it would naturally not be reasonable to undertake an ex-
amination of the procedures and documents in a system-
atically negative way. The various public and private inter-
ests which are involved must be considered. It goes without
saying that the charges and costs which are involved by pro-
cedures and documents are among the interests which can-
not be neglected: the figures given above speak for them-
selves.

The development of transport techniques—especially of
container transport—means that the goods are transferred
from the place of origin to their destination within an in-
creasingly shorter period of time. This traffic should not be
hindered by traditional administrative systems for drawing
up, exchanging, submitting and processing essential infor-
mation.

The transport of cargo by air involves the same problem
but in a more acute form: how can the cargo being dis-
patched be preceded by the requisite documents if the most
rapid way of dispatching the documents is by airmail?

For this reason companies and most public services have
introduced computers on an extensive scale for bookkeep-
ing and data processing purposes. With few exceptions,
however, they have had to forgo the use of data process-
ing machines with regard to international commercial traf-
fic data (which are by tradition available in the form of
documents) because there are no internationally accepted
and comparable data norms which would make it possible
to include the extremely large number of transfers between
the various systems of data processing which are used by
forwarders, shippers, importers, carriers, banks, customs
services and insurers.

(1) GATT: General Agreement on Tariffs and Trade: an interna-
tional agreement for the abolition of customs restrictions on trade
which was signed in Geneva on 30 October 1947.
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What does simplification mean?

By simplification is to be understood the coordinated
rationalization of all data, documents and formalities in-
volved in the international transport of goods.

In practice simplification requires far-reaching coordina-
tion and organization.

The necessary financial resources must be collected, a
willingness to cooperate stimulated, out-of-date notions
revised and new techniques thought out and introduced.

The general dissatisfaction with traditional procedures
and documents and the resultant desire for a reform of the
system have led to a new world-wide striving for a simpli-
fication of procedures and documents involved in inter-
national commercial traffic.

How must the simplification be organized?

The greatest impulse towards simplification over the
past ten years has resulted from the establishment of a large
number of national institutions which have been entrusted
with the task of simplification.

All these institutions carry out the following tasks:

a) rationalization of documents;

b) simplification of formalities and procedures;

c¢) development of uses of data processing which meet the
requirements of dealing with the data in the way in
which this has traditionally been done using the existing
administrative documents and relative procedures;

d) organization of activities and cooperation with other
national and international institutions.

It might be thought that these activities would result in
one coordinated effort at the level of the dissemination of
data.

However, this would be an exaggerately simplistic no-
tion. It is not enough merely to think out or work out
technical solutions to problems in the field of data proces-
sing which are either based on written or printed docu-
ments, or which make use of automated systems, since as
soon as these solutions are tested in practice great obstacles
arise which result from differences in national laws, inter-
national agreements, legal definitions, a certain degree of
institutional inertia or perhaps even short-sighted com-
mercial goals.

It is precisely this sort of difficulties which hinder an
individual approach but which can be overcome by a
systematic and well organized strategic approach.

This explains the establishment and success of the rela-
tively recent national organizations for the simplification
of commercial transport.

SIPROCOM

In Belgium SIPROCOM—the Committee for the Simpli-
fication of International Commercial Procedures—was
established by Royal Decree of 28 December 1971 and
entrusted with the study of the problems involved.

SIPROCOM is run by a Coordinating Committee in
which there are representatives of both the public au-
thorities and the private sector. The above mentioned

(Continued on next page bottom)



Captain’s Day Speech in Bremen, 1979

Speech given by Oswald Brinkmann, Senator for Ports,
Shipping and Transport of the State of Bremen, on the
occasion of the 15th Captain’s Day in the Upper Chamber
of the Town Hall on Friday, 10th August 1979.

One time each year, on the second Friday in August,
Bremen celebrates its Captain’s Day. On this day the
Senate of the Free Hanseatic City of Bremen invites ship
and aircraft Captains and Chief Engineers into this Upper
Chamber of the Old Town Hall to say ‘thank you’ to you
as representatives of the more than 250000 crew members
who, in the course of 12 months, ‘anchor’ in Bremen and
Bremerhaven onboard 11000 sea-going ships and about
8000 aircraft, thank you for linking Bremen and Bremer-
haven with the world thus helping strengthen the most
important economic basis of the Federal State of
Bremen.

Although this significant activity has been carried out
by seamen of different races, religions and nationalities
for centuries, it was only in 1965 on the occasion of its
millennial celebration that the Free Hanseatic City of
Bremen commenced to voice gratitude in the form of
such an official reception by the Senate. Today’s 15th
Captain’s Day to which I should like to welcome you,
ladies and gentlemen, on behalf of the Bremen state
government, coincides again with the very day on which
Bremen was awarded the ‘great market right’ by Emperor
Otto I back in 965, i.e. 1014 years ago. It gives me great

pleasure to see so many men in blue uniforms in this upper
chamber of the town hall again this year, in a chamber that
has witnessed more than 500 years of Bremen history.
Among those present allow me to make a special mention
of Captain Heinz-Helmut Meyer of Sloman-Neptun Schif-
fahrts-Aktiengesellschaft who has been kind enough to
volunteer to deliver the inevitable guest speech.

This 15th Captain’s Day seems to me an appropriate
occasion to dig into the past and to review the things that
happened. Since the first Captain’s Day which, as already
mentioned, was heldin 1965 as part of Bremen’s millenium,
unprecedented structural changes have occurred in interna-
tional shipping and, of necessity, also in the sea ports. Who,
ladies and gentlemen, did seriously believe back in 1965 in
the pioneering development, the striking success of the
container? Who was in a position to predict the world-wide
advance of roll-on/roll-off transport? Who then had heard
the term ‘LASH’? And finally, who foresaw in 1965 the
large extent of technical innovations to which even con-
ventional transport would be subjected? I should like to
maintain: nobody—or only a few, very few.

In these nearly one and a half decades since, interna-
tional shipping has experienced a structural change that is
unparalleled in its revolutionary consequences. The sea
ports had to adjust to the structural changes in all respects,
the sooner the better, the more flexible the greater were the
chances of surviving successfully in the keen competition
among sea ports. Bremen’s ports accepted the intellectual

(Continued from page 18)

Royal Decree defines the task of SIPROCOM as follows.

— the study of documents used in international trade and
of the relevant procedures with a view to simplifying them,
bearing in mind the fact that increasing use is being made of
computers and data banks;

— the promotion of the harmonization of national and
EEC documents on the basis of the model form of the
Economic Commission for Europe at Geneva on the one
hand and any other form which may at a later date be
similarly accepted in international trade.

With regard to the harmonization of commercial traffic
within the Community an important step forward was
made by the introduction on 1 January 1978 of the new
models of the KEX)» export declaration and the T transit
declaration.

Without going into detail in connection with the various
ways in which these documents may be used, it can be
asserted that this harmonization means a real simplification
for users in so far as all the export declarations of the KEX)
series were adapted to the model form of the EEC. This has
also made it possible to harmonize the information which
has to be given on the declarations.

In addition the new community transit documents came
into force on the same date. In fact the T1 and T2 forms
have been replaced by one form which has to be filled in by
the principal interested party. This new form also makes it
possible to use computers to fill it in.

Finally the Belgian-Luxemburg Exchange Institute
(BLEI) has in connection with the introduction of new
customs documents drawn up a new export declaration,

model B.

SIPROCOM which has been well aware ever since it
began its work of the necessity of finding a simple solution
to the problems which exporters face with regard to docu-
ments has on the basis of the above mentioned new ad-
ministrative documents worked out a document system
which is based on a basic document—sometimes called the
matrix—which contains all the information which is re-
quired for the various documents necessary for exporting
goods.

By means of simple reproduction with the help of masks
the desired number of documents can be obtained.

Since 1 January 1979 this system has been available to
Belgian exporters. It includes not only the administrative
documents but also the commercial documents, such as the
trade invoice, the forwarding order, the transport insurance
declaration, the loading receipt, the mate’s receipt, etc.

This is in broad outline the main aim which SIPROCOM
is pursuing at the moment. Other problems are being
studied but it is not possible to go into detail within the
framework of this article although the study of the pro-
blems which are arising as the result of the abolition of the
frontiers within the Benelux countries should be men-
tioned, as well as the continued efforts being made to bring
about as great a simplification as possible of the commercial
traffic within the Community. ’

However, we still have a long way to go and the simpli-
fication of procedures and documents is a long-term opera-
tion in view of the very many political and economic fac-
tors involved.
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and financial challenge and tackled it in a fast and extreme-
ly flexible manner as no other port in the world did. This
adaptability has been one of the greatest political achieve-
ments for Bremen’s ports, ladies and gentlemen. Today, I
am still grateful to both the responsible political bodies,
such as the Bremen Parliament, the deputations for finance
as well as for ports, shipping and transport, and the port’s
commerce and industry. In close and unprecedented cooper-
ation a development was met the intensity of which has
hardly grown less todate. This willingness to make decisious,
this courage to undertake risks reflcct exactly what is
meant in Bremen by the slogan ‘dare and win’.

This correct decision then made in good time was the
basis for the considerable change in the structure of
Bremen’s ports. While until 1965 the service functions had
been subject of only insignificant changes for centuries, the
introduction of new transport techniques, particularly the
container, initiated a development which, as you all know,
has since led to the industrialization of transportation.
With the immediate adjustment of the Neustadter Hafen to
the new circumstances, the Bremerhaven Container Ter-
minal at the coast, the establishment of the ‘Stuckgut-
Terminal Columbuskaje’ (general cargo terminal), the
modernization of the grain terminal, the creation of pack-
ing centres as well as additional handling and storage facili-
ties for motorcar and fruit handling—to name only the most
important measures—investments in infrastructure and
suprastructure exceeding 1000 million Deutschmarks have
been made since 1965, funds that the State of Bremen had
to raise from its own resources and by means of which
Bremen adjusted to the new structures and changed trans-
port requirements and traffic flows. It increased the total
amount of Bremen’s port investments during the past 30
years to over 2000 m Deutschmarks. But only with such
investments, a tremendous figure for a city state like
Bremen, was it possible to make Bremen’s ports to what
they are today: universal ports whith international im-
portance and worldwide reputation.

The allocation of these funds was, of course, no end in
itself but it was made because, in line with its constitu-
tion, Bremen is fully aware of its particular importance, and
responsibility, for Germany’s import and export industry
and trade and because the ports remain the very economic
pillar of this local state. The development has confirmed
the courage to undertake financial risks: While in 1965 a
total of 17.5 m tons of exports and imports, 9.3 m tons of
which were general cargo, were handled on Bremen’s quays,
25 m tons, 154 m tons of which were general cargo, were
handled last year. This positive trend has continued also
this year, for in the first six months the volume of goods
handled amounted to 13.1 m tons and thus exceeded the
comparable figure of last year by 10.6 percent. The con-
tainer transport accounted for approx. 34 percent or 2.8 m
tons of the first six months’ general cargo of 8.1 m tons,
the latter figure projected for the whole year would mean
a new general cargo record. With this increase in goods
handling Bremen’s ports exceeded the rates of growth of its
persistant European competitors. To me it seems remarka-
ble that the increase is not only reflected in the container
transport but also in various general cargo and bulk goods
sectors. This fact is of great importance with a view to the
future investment policy. As a quintessence it can be
stated that Bremen’s ports stood their ground in the com-
petition among the large European universal ports. This is
not least due to Bremen’s sea port transport industry which

20 PORTS and HARBORS — OCTOBER 1979

I should like to thank here whole-heartedly for its com-

mitted support of Bremen’s interests.

I mentioned that the adjustment of Bremen’s ports to
new structures in ocean shipping has cost more than 1000 m
Deutschmarks. These investments, however, have not only
fundamentally changed the outward appearance of the
ports but also the qualifications of the people employed in
these ports have been improved systematically. The use of
advanced and efficient conveyor and handling equipment,
the container, roll-on/roll-off and lash systems, to name
but a few, require from the dock worker qualifications that
are at least comparable to those of a skilled industrial
worker. Consequently, one pronounced objective of my
port policy was to put dock workers legally and socially on
a level with skilled industrial workers. With the approved
‘training for skilled dock workers in the State of Bremen’
at the Hafenfacharbeiterschule Bremen these objectives
and a training have been achieved that open to Bremen’s
dock workers the whole range of work and social advantages
of a skilled tradesman. I know, ladies and gentlemen, that
this measure is merely the first step in the right direction
and further steps have to follow. They will be taken mainly
asa result of the awareness that the quality and social status
of the dock workers are as decisive for the development
and progress of Bremen’s ports as are technical investments.
I will not, therefore, do the one thing while leaving the
other undone. It will be the objective of my future port
policy to further raise the social and legal status of the
dock workers and to adjust the capacities of Bremen’s
ports to the rising volume of traffic by means of new
investments and the replacement of old ones. These
investments are necessary, even vital as
— the port with its approx. 120000 direct or indirect

employees is by far the largest employer in the State

of Bremen and accounts for nearly 34 percent of

Bremen’s gross value added,

— the port is one of the few sectors of the economy to
show growth,

— the port offers safe employment with continuously in-
creasing standards,

— the port decisively contributes to the absolutely neces-
sary improvement of Bremen’s economic structure in so
far as it can offer ‘sea-ship-deep water’ as an essential
asset of its location.

This objective of mine requires new investments despite
the future use and the conversion of old facilities. In terms
of fact expansions of capacity regarding the container
terminal and the facilities for large-quantity general cargo
will be required for the years and decades to come, viz. on
the one hand by extending the Bremerhaven Container
Terminal in sea direction (by the way, the southern exten-
sion will be completed within the next few weeks and in-
augurated on 30th August) and on the other hand by the
further extension of the eastern part of the Neustadter
Hafen. An additional requirement is the alteration of the
industrial port lock which is also necessary for protection
against high water. We are going to need all these facilities
because according to our calculations in 1985 Bremen’s
ports will handle in general cargo alone, which is labour and
growth intensive, approx. 19 m tons, of which 8 m tons or
nearly 43 percent will be containers. Considering that
Bremen’s ports are going to handle more than 16 m tons of
general cargo this year, the forecast for 1985 is more con-
servative than too optimistic. In this connection I should
like to thank the responsible political institutions for al-



ready having given the go-ahead for the further extension of
the Bremerhaven Container Terminal in sea direction, an
extension that, after all, will involve DM 312.5 m. There
was hardly a better way for the parties represented in Bre-
men’s parliament to clearly demonstrate their polical re-
sponsibility and their competence than to make this un-
animous decision.

The large-scale investments I mentioned will enable Bre-
men’s ports to participate in the expanding worldwide trade
in future years. The foreign trade will further increase
despite the great worries in the energy sector, a fact which
will certainly have a positive influence on the development
of international shipping. In that respect I would like to
spread more optimism today than I did at last year’s Ca-
ptain’s Day when I stated in my speech disappointedly that
the situation on the shipping markets was marked, among
other things, by excessive tonnage, the stagnation of the
volume of cargo, a general decrease of freight rates, the
weakness of the dollar and an increasing pressure from out-
siders. In general, this description of the situation still holds
true today, but I am pleased to note that the pessimism of
shipowners that paralysed many activities has given way to
a substantially more positive anticipation. The reason for
this change of attitude is surely not only to be found in the
fact that the tramp market has revived, the time charter
transactions have continued for some months now and that
at continuously rising rate levels, that the international
tanker market is characterized by brisk demand, that price
increases for bulk carriers are recorded, tanker tonnage is
ordered again, tied-up ships are operated again, and the
overall index of line shipping continues to show an upward
trend. More important seems to me the improved psycho-
logical basic approach of shipowners, which will contribute
to reach the market equilibrium sooner than expected even
some months ago. In my opinion this will also not be
changed by the considerable price increase for mineral oil,
for there are positive aspects in this price increase, as it
could lead to a shift from the now more expensive land
transport to the meanwhile relatively cheaper sea transport,
and the OPEC countries will use their extra income for in-
vestments, which should lead to a stimulation of world
trade. What has to be seriously condemned is the ruthless
profit maximization policy of the multinational oil con-
cerns. Nevertheless: everything indicates a slight upward
trend. In spite of the improved employment situation and
increasing rates, however, we must not become euphoric
and leave out of account that the economic depression has
been overcome only now. Further endeavours are necessary.

Despite the current worries which press us hard, we must
not forget or even minimize one problem: and that is ship
safety. The average of the tanker Amoco Cadiz just on the
World Shipping Day of 1978 and the recent collision of the
two tankers Atlantic Empress and Aegean Captain have
demonstrated that things cannot go on as they are. It is true
that IMCO, the special organization of the United Nations
responsible for ship safety, established comprehensive
safety standards for shipbuilding and ship operation so as
to improve the safety of shipping worldwide and to protect
the sea environment against pollution. But what is the use
of such regulations, if they are not at all or inadequately
observed? Ounly if all the nations engaged in shipping accept
and properly apply the IMCO standard can a high degree of
ship safety be achieved and thus the non-pollution of the
sea could be ensured to some extent. For this reason I ad-

vocate the exertion of pressure in individual cases on those
nations which do not want to subject themselves to the
IMCO regulations. The European Community with its
24 p.c. share in the world merchant fleet should have suf-
ficient political weight and profile to have its way.

But the observance of the IMCO regulations alone is not
sufficient to improve ship safety. The training of seamen
and manning of ships must also be in order. In this respect
some countries have sinned in recent years. Germany is one
of the shipping nations which were absolutely exemplary in
this respect. With the ‘ship manning and training regulation’
Germany created an instrument the basic idea of which is
right and can by no means be called a ‘national gimmick’ as
the chairman of a shipowners’ association recently did. The
experience gained with this regulation since 1970, and the
technical development in sea shipping as well as interna-
tional agreements on training and the powers of captains
and ship’s officers have now made a revision of this ship
manning and training regulation inevitable. Personally, I
appreciate this amendment as it will contribute to a more
flexible interpretation of regulations as is surely necessary.
The Federal Ministry of Transport’s proposals for revision
which are now under discussion seem realistic to me and,
in my opinion, lead neither to a reduction of training
standards nor a reduction of ship safety. In any case, those
involved should succeed in finding on the basis of the
Ministry’s draft a fair compromise which is acceptable to
all.

As in previous years, my speech has focused on the ‘wet’
ports. Nevertheless, the ‘dry’ port will not and must not
remain wholly unmentioned, because it is a necessary com-
plement to the ‘wet’ ports and an indispensable element
for a foreign trade centre like Bremen. As a result of our
being aware of this the Bremen airport will be modernized
and adapted to meet future international flight safety re-
gulations. In early May the new departure hall was opened
to the public, and currently work to improve safety is going
on at full speed. You may take from this, ladies and gentle-
men, that Bremen needs this airport and will do its utmost
to keep it functioning in line with its economic importance.
I am very pleased that this opinon has been accepted in
public more and more.

With this little detour via the Neuenlander Feld (airport)
I should like to come to an end. I should be pleased if at
least some of my arguments have met with response and
will give rise to discussions. Thank you very much again for
coming, thank you for your attention. I am wishing ybu
and myself an interesting Captain’s Day 1979 with lasting
impressions, and for the ship and aircraft captains I beg for
a hand’s breadth of water under the keel and happy land-
ings.
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Traffic tonnages rise; Exports reach
record level: National Ports Council

Traffic through British ports last year reached its highest
level since 1974, topping the 350 million tonnes mark for
the first time since the ports were hit by the international
trade recession, according to provisional figures in the
National Ports Council’s Annual Report. The increase of
4 per cent during 1978 came largely from higher levels of
traffic in fuels due to the development of North Sea Qil,
but non-fuel exports were also up, by 2 million tonnes,
and at 36.5 million tonnes reached the highest level ever
recorded.

In tonnage terms fuels, and oil in particular, are the most
important traffic through British ports, accounting for 227
million tonnes of the 351 million tonnes in 1978. The
development of the North Sea oilfields, which produced
53 million tonnes in 1978, has caused substantial changes in
the pattern of this traffic: imports dropped by a further
5 per cent, from 83.4 million tonnes in 1977 to 79.1 million
tonnes (compared with a peak of 137 million tonnes in
1973) while exports rose by 24 per cent, from 43.1 million
tonnes to 53.4 million tonnes. Coastwise fuel traffic in-
creased by 8 per cent, from 87.9 million tonnes to 94.5
million tonnes.

The continued growth in container and roll-on traffic
was maintained in 1978, with total traffic on these unitized
services up by a further 3 million tonnes at 38.5 million
tonnes. The biggest increase in this traffic was on services
to the near-continent, up 1.7 million tonnes at 17.5 million
tonnes.

The Council report, following their latest survey of port
capacity, that in the light of existing and projected facilities
no exceptional efforts need to be made by ports to meet
future requirements. The report states:

“There is no current shortage of capacity to handle any
major traffic, and there is ample time to plan, and add to
(or convert) present capacity to meet future needs.”

All port development schemes costing over £1 million
must be authorized by the Minister of Transport, and 14
such schemes, estimated to cost a total of £50 million,
were considered by the Council during the year. The report
points out that as in the previous year the emphasis was on
the provision of specialized facilities for general cargo. Six
schemes, at Harwich (2), Dover, Bristol, London and
Tilbury, were for Roll-on and Lift-on container facilities,
two, at Bristol and Northfleet, were for forest products
facilities, and two, at Dundee and Lerwick, were for facili-
ties related to North Sea oil activities. Of the remaining
schemes three were for the renovation or replacement of
existing facilities or equipment at Tilbury and Liverpool
and on the Tees, and the fourth was to provide a heavy-lift
Roll-on berth in connection with the construction of the
nuclear power station at Torness in Scotland.

Although all the financial details for 1978 are not
available, the Council expect that the 28 larger port under-
takings will show, in aggregate, a return on capital of 9
per cent in 1978 compared with just over 10 per cent in
both 1977 and 1976, and the report points out that not
only were the aggregated results thus worse in money terms
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than in 1977 but poorer still when allowance is made for
the effects of inflation.

The report industy is made up of a large number of
autonomous authorities, and the aggregated figures do no
more than indicate the overall performance of the industry
as a whole. The report comments:

“The results of some ports are very much better than
others. The reasons why different ports have done better or
worse must be looked for in their particular circumstances.
For instance the continued run down of conventional
general cargo traffic at the two biggest ports, London and
Liverpool, has a significant bearing on the results of the
respective port authorities.”

Traffic through individual larger ports in 1978, in tonnes,
was as follows (figures in brackets are the non-fuel tonnage
components of each total):

London 41.7m (17.5 m)
Milford Haven 40.0m ( 0.09m)
Tees and Hartlepool 30.7m ( 89 m)
Forth 285m ( 3.8 m)
Grimsby & Immingham 25.Im ( 9.3 m)
Medway 203m ( 2.4 m)
Southampton 200m ( 3.7 m)
Liverpool 148m (10.1 m)
Manchester 130m ( 48 m)
Clyde 93m ( 4.2 m)
Swansea 56m (1.0 m)
Dover 53m ( 5.1 m)
Felixstowe 48m (44 m)
Bristol 44m ( 3.0 m)
Tyne 43m ( 0.9 m)
Hull 39m ( 34 m)
Harwich 33m ( 3.1 m)
Ipswich 28m ( 1.7 m)
Shoreham 20m ( 1.0 m)
Fleetwood 19m ( 1.8 m)
Plymouth 1.7m ( 0.9 m)
Cardiff 1.6m ( 0.8 m)
Newport 1.6m ( 1.1 m)



BTDB attains 1978 surplus of £29.7 million:
Traffic rises to 78.9 million tonnes

The British Transport Docks Board’s results for 1978,
published recently, record another successful year for
Britain’s leading port authority, with an operating surplus
of £29.7 million (1977: £29.0 million) and total traffic
of 78.9 million tonnes, despite the continuing stagnation
in overseas trade.

BTDB’s return on capital showed a marginal increase
to 16.9 per cent (1977: 16.8 per cent). However, addi-
tional depreciation for inflation (based on the retail price
index) increased by £1 million to £8.1 million, and with
interest charges of £6.5 million, and corporation tax of
£7.6 million combined to reduce the Board’s net surplus
to £7.0 million (1977: £7.3 million).

In his Chairman’s Statement, Sir Humphrey Browne
says that he is pleased with the improvement in view of the
severe difficulties faced by the port and shipping industries
in the UK. A larger step towards the 20 per cent ‘target’
agreed with Government for 1980 would have been
achieved but for industrial disputes arising from the Board’s
support of the fight against inflation and adherence to the
Government’s pay guidelines.

Traffics through the Board’s 19 ports showed an overall
increase of 1.7 million tonnes compared with 1977. There
were increased tonnages of ores, fuels, and manufactured
goods, which more than offset lower imports of foodstuffs
and timber.

There was further expansion in the highly-competitive
unit load sector, where the number of freight units dealt
with reached 725,486 — the highest ever. Traffic on roll-
on/roll-off services was up by 6 per cent, and lift-on/lift-off
container traffic was 3 per cent higher.

The number of passengers passing through BTDB ports
in 1978 rose by 83,000 to total 3,045,000, and a 17,000
increase brought the number of accompanied passenger
vehicles to 483,000.

The handling of new import and export vehicles was
again a significant growth area in the Board’s business,
with a 15.5 per cent rise to 321,000 vehicles.

THE PORTS

Seventeen of the Board’s 19 ports produced individual
net surpluses after additional depreciation and interest.
The exceptions were Cardiff, where the closure of the East
Moors steelworks two years earlier than anticipated was
‘a serious setback and a main cause of the poor financial
result’; and Southampton, which Sir Humphrey describes
as ‘a major disappointment to the Board in 1978’.

Southampton’s result is attributed to industrial disputes
which led to several months’ delay in the opening of the
South Africa container traffic from the port, but the
position improved in the second half of the year and
Sir Humphrey expresses his confidence that with stabili-
sation of its labour relations the port can re-establish
itself as an important growth point in the Board’s business.

In addition to new container traffic, Southampton
gained an important contract to handle about 100,000
tonnes of forest products a year and also increased its
import/export car traffic substantially. The port was

selected as an offshore oil supply base by two.major
companies.

On the Humber, traffic at Grimsby and Immingham
reached a record total of 26.3 million tonnes, and at Hull
further new unit load and conventional services were
gained, although the overall level of traffic there was
affected by industrial action by registered dockers towards
the end of the year. There was a 6 per cent increase in cargo
tonnage at Goole and car traffic reached 31,000 vehicles
handled.

The South Wales ports achieved a 12 per cent growth
in export traffics to produce an overall tonnage marginally
higher, at 15.5 million tonnes, than their 1977 total. New-
port was chosen to handle a large-contract for export
mining machinery to China and also began to develop a
substantial East African trade. New general cargo services
were gained by Cardiff, and at Swansea general cargo
shipments to India, Pakistan and Bangladesh continued to
develop. At Barry export tonnages of solid fuels doubled
and Windward Islands traffic was at a high level.

Traffic through the Board’s small ports rose by 177,000
tonnes to a new record of 5.7 million tonnes. Fleetwood
expanded its business substantially to produce 1.9 million
tonnes of this total, and Garston dealt with 1.3 million
tonnes.

INVESTMENT
Capital investment by the Board of £10.3 million in
1978 was financed without external borrowing, and capital
expenditure of £13.9 million was authorised. The Board’s
present plans, Sir Humphrey states, envisage further invest-
ment in the ports up to 1983 of over £80 million (at pres-
ent price levels) financed from the BTDB’s own resources.

CAPITAL REPAYMENT
The Board also made further advance repayments of
their commencing capital debt: liability for the instalment
of £6.4 million due on 2 January 1980 was satisfied by
payment of £5.4 million in April 1978, and two further
instalments totalling £14.7 million were extinguished in
January 1979 by the payment of £10.8 million.

. PROSPECTS

Of the Board’s future prospects, Sir Humphrey says:
“Continued efforts are being made by the Board to secure
improvements in port performance, to contain costs, and
to increase our share of the market. However, the uncer-
tainties regarding world trade, the economy and the indus-
trial situation combine to place the out-turn in 1979 in
some doubt.”
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Annual Report 1978: Wellington Harbour
Board, New Zealand (extracts)

I have pleasure in reviewing the operations of the Board
for its 99th year, which ended on September, 1978.

Shipping Arrivals for the year totalled 7,480,041 net
register tons, an increase of 144,573 tons or 2.0% on last
year’s figure of 7,335,468 tons.

The Manifest Tonnage of cargo passing through the port
totalled 5.487,826 tons, which is a decrease of 361,166
tons or 6.2% on last year’s tonnage of 5,848,992 tons. The
principal decreases were in general cargo inward from
Coastal, Australian and other Overseas ports which de-
creased by 197,892 tons (9.2%); general cargo outward to
Coastal ports which decreased by 151,829 tons (9.8%), and
oils in bulk which decreased by 80,457 tons (7.5%).

The Annual Accounts which will come formally before
the Board after completion of the Government Audit, show
a balance of $54,982 in the Working Account as compared
with $1,548,283 last year. However, after meeting loan re-
payments, payments to Sinking Funds and contributions to
Special Funds, there was a deficit of $1,534,625 in the
Appropriation Account compared with a deficit of $117,402
lasy year.

Income rose to $13,928,482 (last year $13,217,720) due
to a full year at increased charges set in July 1977 and again
resulted in a record revenue being achieved despite a total
fall in the level of cargo handled. The fuller utilization of
the container terminal resulted in this area showing greater
throughput than previously. In line with world trends this
area continues to account for an increasing percentage of
total general cargo handled and reflects the reduction of
conventional shipping using the port.

Working expenditure increased to $8,656,626 (last year
$7,225,875) mainly due to increases in salaries and wages
and servicing of the Thorndon Container Terminal. Ex-
penditure on repairs and maintenance $1,729,318 (last
year $1,427,241) reflects the cost to the Board of deferred
and new maintenance undertaken and the redeployment of
staff from capital works, increased wage costs and usage of
more expensive components in the Board’s major assets.

This year’s interest total of $2,446,066 includes the first
payment due on the second overseas loan of $5.5m used
for container terminal development. The higher investment
in assets servicing the container terminal and ancillary
operations has resulted in an increase in depreciation
charged in the Working Account of $156,551. Total loan
redemption made is at approximately the same level as last
year although it does not include any provision for the first
sinking fund annual instalment of $141,000 due on 25
October 1978 for the second overseas loan.

The Board’s total wages and salaries inclusive of capital
works increased by $1,079,987 (14.84%) making the total
cost of the Board $8,355,245 (last year $7,275,258).

Loan money raised during the year amounted to
$6,862,800 (inclusive of second overseas loan of $5.5m
for container terminal development). Loan liability now
stands at $38,966,196 (last year $36,074,123).

Capital expenditure totalled $5,084,054 of which
$4,653,299 was provided from loan money and the balance,
$430,755 from revenue sources. The principal items of
capital expenditure for the year were:

Thorndon Wharf Development $2,185,084
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Third Container Crane Progress Payments $1,605,016
Harbour Tug Progress and Final Payments § 543,254
Seaview Wharf Development $ 329,100

Departmental and General Harbour Works § 314,586

In addition to Renewal loans, the only loan sanction
granted by the Local Authorities Loans Board was $900,000
in respect of the escalation costs of the Board’s Third Con-
tainer Crane.

Notwithstanding the progress achieved it has been a
frustrating year in that the port has not always operated as
efficiently as its first class capability makes possible.
General world economic circumstances have resulted in a
decline in trade as noted in the statistics but it is difficult
to escape the conclusion that the consequences have been
exaggerated in New Zealand where we could have overcome
them by the improved productivity of which we are so
easily capable.

It is a matter for regret that the unfavourable industrial
climate affecting New Zealand as a whole has affected port
operations acutely and increased costs beyond any cor-
responding increase in productivity. It is only by an intel-
ligent understanding at all levels and with co-operative
effort that the Board’s endeavours in creating and capability
for efficient and reliable shipping services can achieve
their potential and attract and retain the trade upon which
the prosperity of the whole Wellington region depends.

H. A. JAMES
Chairman

1. Balance Sheet as at 30 September 1978
1978 $,000 1977 $,000

Public Debt 41,393 36,074
Loan Funds — Creditors 375 1,823
Creditors — Capital 91 345
Capital 6,020 6,307
47,881 44,550
Reserves 9,566 8,183
Contractors Deposits 1 —
Creditors — General 1,430 830
Accumulated Surpluses 1,881 2,870
60,760 56435
Fixed Assets (at cost) 56,753
Less Depreciation Provision 10,157
46,596 43,294
Loan Funds — Term Deposits 1,098 1,049
Advance 186 206
47,881 44,550
Reserves 9,556 8,183
Contractors Deposits 1 —
Harbour Fund 1,443 1,992
Debtors 1,265 1,076
Stock on Hand 602 631
60,760 56,435

(Continued on next page bottom)



Annual Report 1978: Hamilton Harbour
Commissioners

Chairman’s Report (extract)

The task before me, as I sit down to write these remarks
for the Hamilton Harbour Commissioners’ 1978 Annual
Report, is especially gratifying. The reason? Last year was
a year of records for the Port of Hamilton.

During 1978, the Port handled an impressive 13,142,732
metric tons of cargo compared with 12,126,826 metric tons
in 1977. The year also saw the single largest steel shipment
handled by the Port of Hamilton, and the docking here of
the largest vessel ever to visit the Great Lakes. Many other
events combined to maintain the momentum of this year of
distinction. One particularly worthy of mention is the ship-
ment last spring of automobile components to Venezuela.
This was the first shipment from Hamilton under the Auto-
Pact between Canada and Venezuela, and represented quite
a breakthrough for our Port.

The Harbour’s advancement in 1978 is reflected in our
revenue for the year. Our financial statement indicates that
we have met the challenge of stiff competition, the incur-
sion of escalating costs, and achieved a healthy profit

(Continued from page 24)

2. Income and Expenditure Account for year
ended 30 September 1978

Income
1978 1977
$,000 $,000
Port Installation and Services
Berthage Rate 395 408
Port Charges, Pilotage,
Mooring or Removal Fees, etc. 1,689 1,378
Others 148 122
2,232 1,908
Cargo Services
City and Suburban Wharves 10,315 9,723
Harbor Improvement Rate 514 556
Others 57 53
10,886 10,332
Endowments and Properties
Rents 618 522
Miscellaneous Income
Interest 191 453
13,928 13,217
Expenditure
1978 1977
$,000 $,000
Port Installation and Services 2,217 1,647
Cargo Services 7,202 6,258
Administration 965 746
Interest 2,446 2,131
Depreciation (Less Adjustment
on Assets created from Loan) 1,041 884
Surplus to Appropriation Account 54 1,548
13,928 13,217

position during 1978. In fact, another record.

It is dangerous to make predictions, but there is every
hope at this time that we shall further solidify our position
in 1979.

Many people do not realize, as they take their daily drive
over the Skyway Bridge, the significance of Hamilton
Harbour in their lives. We are a key Canadian port with
responsibilities not only to this area but the whole country.
The Port of Hamilton is a strategically located centre for
international as well as domestic trading. And it was to
enhance our competitiveness and capabilities that, as I
reported a year ago, we launched two projects of major
significance: the development of Piers 25, 26 and 27 on
the Harbour side of the beach strip, and the reconstruction,
enlargement and deepening of Piers 12 and 13 at Went-
worth Street.

In a move to fix the guidelines for future demands on
the Port, with emphasis placed on the increasingly valuable
role of the Port in the community, the Commisioners
absorbed the above-mentioned projects into an overall Port
Master Plan which we unveiled in June 1978.

Embodied in the plan will be our policy of ‘Harbour Im-
provement for the Benefit of AIl’. Also incorporated will
be the development of the Harbour for marine trading
purposes and as an economic and recreational resource for
local citizens. The scheme embraces two main concepts:
the East Port Concept which is aimed at meeting the chang-
ing needs of marine traffic, creating a commercial and
industrial complex and providing improved access to major
rail and road networks; and the West Port Concept at
Centennial Pier including marine supply stores and service
areas, restaurants, boutiques, picnic and barbeque areas plus
docking facilities for pleasure boaters.

A factor of great importance to potential users of a port,
is that port’s reliability of performance. Therefore stability
of labour relations is vital. I am pleased to report that our
record at the Port of Hamilton is excellent and a contract
with the International Longshoremen’s Association, signed
last year, offers three more years of the smooth operations
that are an integral part of any healthy port. And a healthy
port means we can offer a greater mix of balanced benefits
to the community.

As part of our aim to play an expanding role in the
community, we implemented a Harbour Awareness Project
running from May to September 1978 funded by the
Federal Government. The number of visitors touring our
facilities during that period and learning more about our
activities, exceeded those for the same period in 1977 by
155 per cent. Qur total for the year was up 92 per cent.
And 2,000 passengers enjoyed cruises on our yacht M/V
Seaport. Other promotional activities included going out
into the community with displays and exhibits in shopping
mails, banks and at various shows. The interest of many
local residents was aroused by a visit to the Harbour in July
by HMCS Saguenay.

All these activities are part of making reality of the
belief that Hamilton Harbour should be made even more
accessible to the community.

(Continued on next page bottom)
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Port of Copenhagen Annual Report 1978

In 1978 cargo turnover in the Port of Copenhagen
reached a figure of 10270 120 tonnes, representing a
decrease—904 693 tonnes or 8.1%—on the previous year.
There was, however, a continued increase in bulk cargo—
3.3% or 122 663 tonnes—whereas tanker cargo and general
cargo showed a decrease of 15.6% or 883 862 tonnes and
8.0% or 143 494 tonnes respectively.

The decline in total tonnage and number of ships en-
tered—i.e. vessels liable for payment of dues—continued the
downward trend noted in previous years. The 1978 figures
were 12 348 986 NRT representing a drop of 1021 347
NRT or 7.6% and 20 958 ships entered, representing a drop
of 2 458 ships or 10.5%.

Container and trailer traffic, via the Port of Copenhagen—
1977 and 1978

In 1978 container turnover increased by 4 164 TEUS or
8.6% to 52 580 TEUS. Incoming containers rose by 1 611
TEUS or 6.6%, while outgoing containers showed an in-
crease of 2 553 TEUS or 10.6%.

A decline was, however, noted for trailer traffic. The ag-
gregate turnover fell by 967 or 21.2% to 3 591 trailers. The
distributed figures show a decline of 324 or 18.3% in in-
coming trailers and a decline of 643 or 23.1% in outgoing
trailers.

1. Balance Sheet as at December 31, 1978

While the decline may be attributefi mainly.to a falling Assets 1978 1977
off in regular routes on Sweden and Finland, slightly loyer DKr. 000 DXKr. 000
ﬁgures‘were also ngtgd 'for tanker.trafﬁc, tramp traffic, Liquid assets 67,018 72 485
bunkering and provisioning. Only line traffic and Dother Fixed assets 291,171 275,840
traffic produced higher figures. 358,190 348,326

The Port’s accounts for 1978 show a surplus of D.Kr.

5.'1 mill., as against D.Kr. 4.1 mill. in 1977 and D.Kr. 5.4 Liabilities
mill. in 1976. _ o Short-term debts 16,684 14,605

The Port’s investments in construgtxon activities in }97_8 Long-term debts 116,310 116,843
amounted to D.Kr. 17._1 mill., as against D.Kr. 18.5 mill. in 132,994 131,449
1977 and D.Kr. 18.1 mill. in 1976. Net capital

.These investments, amounting to a tofal of DKr. 53.7 Icebreaking fund 4,492 4,192
mill., were ﬁnar}ced solely from the Port’s own resources, Reserve fund 220,703 212,684
put at disposal via the operations account. 225195 216,876

358,190 348,326
(Continued on next page bottom)
(Continued from page 25)
$,000
1. Balance Sheet as at December 31, 1978 Capital

General Capital 16,520
Assets $,000 Allocation for Future Harbour 2,800
Current 1,173 Improvements 19 320

Investments appropriated for i

Future Harbour Improvement 2,800 21.844
Deferred Accounts Receivable Land, —_—

Docks and Harbour Improvements 17,889
Less accumulated depreciation 4,804 2. Operating Statement

13,085 Revenue
Capital Development in Progress 2,607 Terminal ) 1,173
Other Fixed Assets Harl_oour operations 762
Buildings, Equipment and Vessels 8,126 Marine dockyard 598
Less accumulated depreciation 5974 Rental 1,289
’E—I*ST Other 394
kil 4,219
21,844
Liabilities Expenses _
Current 474 Operating salaries, wages and direct costs 2,168
Long-term Debentures payable 1,025 Administration, office and general expenses 712
Loan payable 1,024 Depreciation 732
— Others 481
2,049
2,523 4093
’ Excess of Revenue over Expenses
for the year 126
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Annual Report 1978:
Lyttelton Harbour Board (extracts)

Trade

During the twelve months ended 30 September 1978,
1,761,038 tonnes of cargo passed over the wharves—a
reduction of 362,456 tonnes or 17% below last year’s total
of 2,123,494, This reduction is most concerning, and is
comprised of a drop of 302,480 tonnes in imports and
59,976 tonnes in exports.

Finance

Revenue Account

In come for the year totalled $11,596,902 compared
with $7,207,030, for the previous year. The main reasons
for this increase were: the increase of some of the Board’s
charges from November 1977; a 9% increase in the total
tonnage of ships visiting the Port (despite a drop in the
volume of trade) and the building up of the Container
Terminal’s throughput.

The most significant variations in the accounts were:
a. Port Installation—Services:

Total revenues increased to $5,107,151 from

$4,258,224, significant individual variations including:—

$

Incinerator — 18,000(-31%)
Pilotage + 140,000 (+41%)
Port Charges + 85,000 (+44%)
Towage + 156,000 (+45%)
Wharfage on goods + 508,000 (+23%)
Total expenses were $2,446,272 compared with

$1,924 478 last year.

b. Cargo Services:
Total revenue increased slightly to $1,471,443 from
$1,428,239.

(Continued from page 26)
2. Profit and Loss Account for the Year 1978

1978 1977
Income from operations, D.Xr.,000 D.XKr.,000
excluding interest:
Cargo dues’ 18,794 17,326
Ships’ dues 7,932 6,309
Rent from properties 26,566 25,559
Rent from equipment etc. 1,248 1,553
Other income 3,404 2,479
57,947 53,227
Operating expenses:
Expenses 65,337
Repayments —15,286 —16,725
50,051 46,517
Profit before depreciation
and interest etc. 7,895 6,709
Depreciations 8,011 8,183
Profit before interest etc. — 115 — 1,473
Interest earnings: 12,958 13,311
Interest paid: 7,399 7,138
Net interest 5,558 6,172
Profit before adjustments 5,442 4,699

Final adjustments: 333 583
Surplus for the year 5,109 4,116

Expenses in total
$1,250,795.

¢. Container Terminal :
With the Terminal becoming fully operational, total
revenues increased to $4,525,185 from $977,591. How-
ever, as the budgeted throughput was not achieved this
result was not sufficient to cover all direct and over-
head expenses applicable to the Terminal.

d. Endowments—Properties:

Revenue from rents increased to $263,694 from
$213,484 and expenses increased slightly to $31,187.

e. Miscellaneous Income decreased to $229,430 from
$329,492, the major contributing factor being a decrease
in interest earned to $197,537 from $309,477 which
was offset slightly by an increase in Sundry Receipts of
$12,000.

f. Administration expenses showed a modest increase of
9.9% to $1,047,937 from $953,867.

g. Interest on loans moved to $1,595,790 from $1,401,960
approximately $630,000 of this being on funds provided
for the Container Terminal.

h. Depreciation provided for increased to $930,889 from
$488,631, $364,986 of this being applicable to Con-
tainer Terminal assets, most of which were depreciated
for the first year.

Balance Sheet
The total of Public Debt and Capital amounts to
$32,057,226, and the value of fixed assets totals

increased to $1,435,785 from

- $31,587,899, all figures being slightly increased on last

year’s. Movements in the total Public Debt were: —
Balance, 1 October 1977 $21,182,537

Raised during year 1,841,680

23,024,217
Less principal repaid during year 645,269
Blance, 30 September 1978 $22,378,948

Port Development

Long and short term Harbour Development was con-
sidered by the Board at the August 1978 meeting.
The staged development, which is planned over the next .
ten years, includes the following:—
® A development in the Inner Harbour to provide suitable
berthage and cargo handling facilities for general cargo
and special purpose vessels,
® Reclaiming an area of approximately 7 ha in the vicinity
of Gladstone Pier and No. 1 Breastwork, together with
the provision of berthage and facilities,
® Extension of Container Terminal facilities,
® Provision of a new berth for bulk trades at the Cashin
Quay breakwater, and provision of storage and bulk
handling facilities,
o Future provision of an oil wharf in the Outer Harbour.
The Board is conscious that if it is to retain its present
trades and be in a position to attract new trades, it must
have facilities which can accommodate the various multi-
purpose types of vessels, such as large roll-on quarter ramp
vessels, which are replacing the conventional vessels on
some services.
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The New

Red Hook Container Terminal
Atlantic Basin-Brooklyn

Another major project undertaken
for the Port of NewYork/New Jersey

Through the combined etforts of the State of New York,

the City of New York and the Port Authority of New York

and New Jersey, construction has begun on the 1,000,000 ton
capacity Red Hook Container Terminal. Designed with the
newest container facilities available, it will provide over 1,200
new jobs, contributing $13 million to the Port economy.

THE PORT AUTHORITY OF YV & N

Marine Terminals Department



Topics

International maritime information:
World port news:

10th IALA Conference, 1980

The “Maritime Safety Agency” of Japan will organise
the 10th Conference of the International Association of
Lighthouse Authorities (IALA) to take place on 10th-21st
November, 1980 at the Tokyo Prince Hotel.

The following are invited to the Conference:

(1) All TALA members

(2) Lighthouse Authorities which are not members of
IALA

(3) International organisations

(4) Other organisations having a particular interest in
IALA work.

The Conference comprises:

(a) Technical discussions centred around the 12 topics;
shown on the attached list; IALLA members will submit
about 240 reports, 100 of which will be discussed together
with 12 general reports, 1 for each topic;

(b) Two sessions of the IALA General Assembly;

(c) Technical excursions and visits to places of interest;

(d) A two day special technical meeting on buoyage
systems, as discussed at IMCO; further details about this
will be sent to you in due course;

(e) An exhibition of aids to navigation equipment by
TALA industrial members during 3 days of the Conference.

There will also be a ladies programme.

The Conference registration fee has been fixed by the
Executive Committee of IALA at 350 Swiss Francs for
each participant, except for representatives of international
organisations which are exempt. No registration fee will be
required for a spouse accompanying a participant.

Details from: IALA Secretariat, 43, avenue du President-
Wilson, 75775 PARIS Cedex 16, France

Manual on radio aids to navigation

The International Association of Lighthouse Authorities
(IALA) brings together services or organizations respon-
sible for the provision or maintenance of lighthouses and
other aids to marine navigation; and, maintains liaison with
intergovernmental organizations having to do with hydro-
graphy, oceanography, aviation, communications, meteor-
ology and marine safety matters.

Several years ago the Association undertook to prepare
a manual concerning radio aids to navigation and assigned
the task to its Technical Committee on Radionavigation
Systems. In considering the scope of the manual the
Association recognized that information on radio aids to
navigation may often be found in text books, manufac-
turer’s brochures, conference reports, etc., but very often
this information is outdated or may be intended for
specialist readers only. It is frequently found also that
much information which could be of use to the general
reader is omitted from these publications, or is difficult to
find, and that they also contain information which is
sometimes of no interest to those wishing to familiarize
themselves with general operation of the system, its uses

and its limitations. Furthermore, it is possible that all the
required information is not available in a single publication.
It was therefore considered that if a single publication, giv-
ing information on those radio and other associated aids to
navigation used in the maritime field, could be written for
mariners and lighthouse engineers, it could be extremely
useful.

The Association now has available for sale the MANUAL
ON RADIO AIDS TO NAVIGATION, consisting of the
following chapters:

Chapter 1—General Review of Aids to Navigation

Chapter 2—Direction Finding

Chapter 3—Consol

Chapter 4—Decca

Chapter 5—Loran

- Chapter 6—Omega

Chapter 7—Radar including land based radar

Additional chapters will be available in the near future
and will include

Chapter 8—Satellite Navigation

Chapter 9—Gyrocompasses and Inertial Navigation

Chapter 10—Accuracies and Errors

The MANUAL ON RADIO AIDS TO NAVIGATION
which exists in both languages, English and French, may
be ordered from:

The International Association of Lighthouse Authorities

43, avenue du President Wilson

75775 PARIS CEDEX 16

FRANCE

The cost for the manual (loose-leaf binding and Chapter

1-7) is 75 Swiss Francs.

Publications

1. “Port Pricing and Investment Policy for Developing
Countries” by Esra Bennathan and A.A. Walters
This book analyzes pricing policies for port services
and the use of prices to control the distribution of bene-
fits, and it recommends pricing and investment policies
designed to increase the economic well-being of develop-
ing countries. By offering the first sustained application
of the principles of economics to the pricing policies of
ports, the authors promote the concept of cost-based
port tariffs.
230 pages
The World Bank, 1818 H Street, N.W.
Washington, D.C. 20433, US.A.
2. “Financial Management of Ports”
by the UNCTAD secretariat, March 1978
103 pages
Contents
I.  Basic accounting for non-accountants
*Introduction to accounting and financial manage-
ment
* Accounting conventions
* Financial statements and reports
(Continued on next page bottom)
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ADB'’s contributions in 1978
to port development

Extract from the Asian Development
Bank Annual Report 1978

Operations in General

In 1978, the Bank achieved an impressive level of as-
sistance to the region, the total loan approvals exceeding
one billion dollars for the first time. Project loans, together
with one program loan, totalled $1,159 million. Nearly
one-third of the loan commitments was on concessional
terms and went to the poorer countries. Significant pro-
gress was made in the area of co-financing and cooperation
with other aid agencies. Technical assistance activities
expanded sharply in 1978, recording an increase of 54.8 per
cent over the previous year.

During the year, a total of 53 loans for 52 projectsin 18
developing member countries (DMCs) was approved, com-
pared to 45 loans for 45 projects in 16 DMCs in 1977.
While the number of loans increased by 18 per cent, total
loan approvals of $1,159 million showed an increase of 31
per cent (22.2 per cent in real terms) over the total of
$887 million in 1977.

Considering that transport and communications play an
important role in the process of economic development, the
Bank has provided sustained support to this sector from the
very first year of its lending activities.

By the end of 1978, $941.8 million or 17.4 per cent of
the Bank’s cumulative lending had been provided to the
transport and communications sector involving 68 projects.
Technical assistance for 39 projects amounted to about
$6.7 million, or 14.4 per cent of total technical assistance
grants. Within the sector, lending for roads accounted for
59 per cent, followed by 24.4 per cent for ports, 10 per
cent for airports, 5 per cent for railways and 1.6 per cent
for telecommunications.

In 1978, seven loans totalling $138.1 million were
approved — three for road projects, two for airports and
two for port projects.

Loans
Loans for the two port projects, one in Indonesia and

(Continued from page 29)
* Accounting organization
II. Management information services
* Analysis of financial statements
*Study of costs
* Financial budgets
*Ways of improving the financial situation
III. Case studies
*Preparing a balance sheet
*Simportoe budgetary control system Annexes
* Financial objectives for the port industry
*Depreciation methods in accounting
*Glossary of accounting terms
*Bibliography for further reading
The United Nations Sales Section,
Palais des Nations, 1211 Geneva 10, Switzerland
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the other in Thailand, amounted to $27.8 million. The
main objective of the Bank in this field has been to enable
ports in DMCs to cater more effectively to the development
needs of the countreis concerned, and to handle an increas-
ing volume of general cargo traffic.

Fifth Port, Indonesia

$26.3 million for the rehabilitation and expansion of
port facilities at Belawan, involving dredging and reclama-
tion works, construction of road embankments and a quay,
paving of roads and port areas, provision of utility services,
construction of transit sheds and other supporting facilities,
with the provision of tugboats, pilots boats and cargo
handling equipment. The project includes a feasibility
study and project preparation for Phase II development of
the Port and a port operational improvement study. The
Federal Republic of Germany is providing $40.39 million
for co-financing Songkhla and Phuket Ports, Thailand:
$1.5 million technical assistance loan to finance engineering
services for detailed site investigations, master plans and
detailed designs and tender documents for the development
of two major deep-sea ports at Songkhla and Phuket in
southern Thailand.

Technical Assistance

Provision of technical assistance, especially for improv-
ing the capability of DMCs to make more effective use of
external assistance both from the Bank and from other
sources, is an important aspect of the Bank’s developmental
role. Technical assistance grants are financed mainly from
the Technical Assistance Special Fund, established in 1968,
to which both developed and developing member countries
of the Bank contribute, and which also receives net income
from the Bank’s ordinary capital resources from time to
time. In addition, the Bank administers technical assistance
projects financed from other sources such as UNDP and
EEC.

The Bank’s technical assistance activities expanded
significantly in 1978, both in terms of number of projects
and the total amount of assistance provided.

Forty-seven projects amounting to $11.1 miilion were
approved during the year, compared to 42 projects amount-
ing to $7.2 million in 1977.

Project preparatory technical assistance amounted to
$8.4 million for 34 projects; advisory and operational
technical assistance amounted to $2.7 million for 13 pro-
jects.

Belawan Port Study (Phase II), Indonesia: $150,000 for
a feasibility study for Phase II development of the Belawan
Port.

Incheon Port (Phase II), Republic of Korea: $150,000
to develop a plan for the future development of Incheon
Port and to determine the investments necessary to meet
the forecast traffic demand on the port through the year
1990.



Hamilton’s trade chief heads Great
Lakes Ports group

The Port of Hamilton’s trade development director, Fred
Rose, is the new president of the International Association
of Great Lakes Ports (IAGLP).

Mr. Rose, elected during the association’s 19th annual
meeting held recently in Chicago, succeeds interim presi-
dent Alan T. Johnson of the Port of Duluth.

Formed in 1960, the IAGLP represents 16 United States
and five Canadian ports and consists of two sections, one
for each country.

Next step—
a 9-1/2-month Seaway season

A 9%-month Seaway shipping season is now within sight,
but an 11-month season may not become a reality until the
turn of the century, members of the International Associa-
tion of Great Lakes Ports were told at their annual meeting
in Chicago recently (June 13 and 14, 1979).

“We believe that an 11-month season could be pro-
grammed for as early as 1985,” said William H. Kennedy,
Associate Administrator of the St. Lawrence Seaway
Development Corporation, “but then we must consider
that there are many other entities involved with navigation
much beyond the already extended April 1 to late Decem-
ber season.”

The St. Lawrence Seaway Authority, the Corporation’s
Canadian counterpart, feels a little less optimistic.

“A season approaching 11 months will not be realized
until sometime after the year 2000,” said Walter E. Webb,
the Authority’s Director of Planning and Development.

Mr. Webb explained that the Seaway Authority plans
to complete the necessary work required to ensure depend-
able opening and closing dates for the present season, to
develop improved aids and a navigation system to permit
24-hour navigation throughout the season.

“We believe that by the time we reach these objectives,
the 9%-month season will be well within our grasp,” he
said.

Mr. Webb said that preliminary cost estimates show that
a 24-hour, 8%-month navigation season is possible at a cost
of about $5 million. A 9%-month season would require an
investment of more than $30 million while an 11-month
season could be achieved for about $440 million (exclud-
ing the cost of icebreakers).

The season extension report produced by the Corps of
Engineers says that the average annual benefits of year-
round navigation would be $337,917,000 based on a 50-
year project life.

Saint John Port projects extensions

of Pugsley, Long Wharf terminals

A project with a total cost of $19 million will be started
soon in the port for the extensions to Pugsley Terminals
and Long Wharf. The entire project will be completed in
mid 1981.

The extension at Pugsley South will link that terminal
with the Atlantic Sugar Refinery pier, adding 18 acres of
open storage space and 800 feet to the wharf itself. At
Long Wharf a 328 foot extension will be undertaken, pro-
viding an additional six acres of storage space.

The completion of this joint project will give the port an

The Americas

additional capacity of 400,000 tons of cargo annually.

An extension for Rodney (Container) Terminal has
received federal Treasury Board approval in principal, and
will be started in the spring of 1980.

MPA planning Hawkins Point
expansion

The Maryland Port Administration plans to expand the
Hawkins Point facility, which had been used primarily for
the importation of aluminum manufacturing materials, into
a multi-cargo handling terminal. With this additional water-
front usage, more space at Dundalk Marine Terminal will be
available for containerized cargo.

Scheduled for completion a year and a half from the
date of notice to proceed, the expanded terminal will be 40
acres in size and is intended to be used primarily for import
and export of automobiles.

Hawkins Point Marine Terminal is located along the
southern shoreline of Baltimore Harbor, next to the harbor
entrance and directly across from Dundalk Marine Terminal.

Under the development plan a new section will be added
onto the existing channel which is maintained at 36 feet
below mean low water. The new section will have a depth
of 30 feet and a 250-feet width.

Baltimore launches crane training
program

The Maryland Port Administration, in cooperation with
the Steamship Trade Association of Baltimore, has begun
a training program for port of Baltimore crane operators
who are members of the International Longshoremen’s As-
sociation.

The program is an 8 to 16 hour course of instruction in
the operation of container cranes. Some 88 longshoremen
are scheduled to take the course.

Each training session starts with four hours of classroom
instruction given to groups of four operators. The second
part of the program consists of four hours of practical in-
struction on the cranes.

Each operator who completes the program will be given
a certificate by the MPA Safety Department.

The MPA is providing the facilities and the instructors
for the program. The individual stevedoring companies who
employ the operators are paying full salary to those taking
the course.

James A. Schuyler, MPA’s crane training officer, said
that training programs are needed because “many pertinent
areas never get mentioned” in operator-to-operator instruc-
tion.

The participants also get copies of MPA safety regula-
tions—rules that Schuyler said are the cumulative result of
decades of trying to prevent accidents and are therefore
“written in blood.”

A discussion of the 18 most common types of crane ac-
cidents is part of the session. A National Safety Council
release states that 95 percent of crane accidents are the
result of human error. Schuyler stressed that there is no
way to make a crane ‘“‘people proof.” The key to safe
crane operation, he said, is simply moving the massive
machines smoothly and carefully. “Your -best operations
don’t rush,” Schuyler said.
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Houston Port Bureau begins 50th year
of service to shippers

“Port of Houston Magazine”: —On June 1, The
Houston Port Bureau began its 50th year of service to the
Port of Houston, the City and the business community.

The Port Bureau was created for the purpose of
improving service through the Port of Houston and
supplying information and data to shippers throughout
the country. It was originally involved in the sales and
marketing of the Port of Houston as well as the trans-
portation section. Initially offices were opened in New
York City, Kansas City, Dallas and Houston.

The Bureau was formed as a composite instrument of
all the public and semi-private agencies interested in the
development of the Port of Houston. Initially it was
supported by the Chamber of Commerce, the Port Com-
misgion, the Maritime Committee, Merchant’s Exchange,
Cotton Exchange, City of Houston, Foreign Trade Club
and private terminals located within the Port.

Today the Bureau’s membership has grown substantially
and is supported by the Port of Houston Authority, Port
of Freeport and a membership of 230 others, comprising
persons, firms, concerns or corporations having real or
substantial interest in the advancement, promotion and
development of transportation and commerce into, out of
and through the Port of Houston and other ports it serves.

As it was recognized in the early stages of the Bureau,
soliciting freight for the Port of Houston is a very technical
and highly specialized service, thus, it is important that
each phase of the transportation and its cost factors must
be considered in endeavoring to influence cargo through
the Port of Houston. Therefore, in the early stages, the
policy of the Bureau was to look beyond the solicitation
of freight and uncover the factors which influence a given
movement to a competing port.

It was recognized that in many instances the freight was
moving to another port even though there was an economic
advantage via the Port of Houston. It was this function that
the traffic department of the Bureau provided to guard the
transportation rate structure and to seek ways and means of
improving Houston’s competitive position. There was a
third phase of the Bureau originally and that was the
information division normally referred to as promotion
and advertising. The Bureau operated in this format until
1959 when the sales and promotional segments of the
Bureau were transferred to the Port of Houston Authority.
The Bureau’s activity certainly has had an impact upon the
growth of the Port of Houston and when one reviews the
Annual Reports of the Bureau in the previous years it is
easy to realize that severe handicaps would exist in business
operations and opportunities if it were not for the work
and the planning of the Bureau.

Such efforts have helped to develop a transportation
system at a competitive cost, and transportation via the
Port of Houston is a good barometer of business. The
Bureau is constantly engaged in protecting the Port of
Houston, its greater business area, including Freeport, in
regulatory proceedings where other ports and railroads
serving those ports are seeking enlargement or encroach-
ment on interior cargo sources.
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As those in the business of selling the Port of Houston
recognized, even with all the outstanding facilities available,
competitive cargo will not move through the port in face
of noncompetitive transportation charges, such as inland
freight.

The port resources of Houston and Harris County
merit high rank among the metropolitan centers of the
Texas Gulf Coast. By any criteria, the Houston Port Bureau
and its services associated with the port deserve superlative
ratings also. For example, it is largely responsible for the
region’s being blanketed by a fine network of transporta-
tion routes, roads, railroads, motor freight systems, pipe
lines and waterways. These transportation advantages and
systems take on additional meaning when one recognizes
that Houston is the location of many home offices of
national and international firms. Today Houston ranks
first in the south and fifth in the nation in population and
third in the nation as a seaport. The Port of Houston,
therefore, with its 50 mile ship channel, has helped to
stimulate along its banks more than $8 billion worth of
industry which has in many ways been assisted by the
Houston Port Bureau.

Today, no other port in the Gulf can boast of such
facilities and industry. Many plants and industries along the
ship channel would not have located in Houston had it not
been for the Houston Ship Channel and other surface
transportation facilities. A competitive level of transporta-
tion charges when combined with the ocean charges results
in a bottom dollar advantage. This is a factor which the
Bureau strives to improve constantly.

To significantly depict the increase in cargo in Houston
since the Houston Port Bureau was organized, in 1929 the
Port of Houston Authority handled 14 million tons,
whereas in 1978 it handled 109 million tons, an increase of
approximately 800 per cent.

Since the bginning of the Houston Port Bureau, it has
successfully carried out its purpose: To sell the Port of
Houston and strive to improve the transportation rates and
services. Prior to setting out its objectives, it may be well to
recognize that the journey of foreign commerce does not
always begin or end within the confines of the general port
area. A great deal of tonnage originates or terminates with
the vast industrial complex surrounding Houston, however,
there is also a considerable volume of movement to and
from inland points.

The objectives of the Bureau are set out in its charter:

(1) To coordinate all proper activities of the City of
Houston, of Harris County, and of the trade territory
tributary to the Port of Houston, in relation to matters of
rates, ratings, classifications, charges, rules, regulations and
practices incident to and related to the movement of freight
by water, rail or motor carriers to, from and through the
Port of Houston, for the best interests of the City and Port
of Houston and Harris County;

(2) To act as a fact-finding body to investigate rates,
ratings, classifications, rules, regulations and practices
governing or proposed to govern the movement of freight
into, out of and through the Port of Houston;



(3) To see that such rates, ratings, charges, classifica-
tions, rules, regulations and practices of all carriers shall be
just and proper in relationship to Houston, Harris County
and Port of Houston, and that the same do not discriminate
against or adversely affect Houston, Harris County and the
Port of Houston and the trade territory tributary thereto;

(4) To promote the interest of trade and commerce,
looking toward the increase of intrastate, interstate,
intracoastal, intercoastal, import, export, domestic and
foreign businesses of Harris County and the Port of
Houston, through the establishment and maintenance of
just and equitable freight rates, ratings, charges, classifi-
cations, rules, regulations and practices;

(5) To foster and promote discussions and deliberations
on all questions pertaining to transportation in any of its
modes that will foster the commercial and industrial
business interest, development and expansion of Harris
County and the Port of Houston;

(6) To present before the proper state and federal
authorities and tribunals any petition, complaint, suit or
other proceeding which may be deemed necessary or
advisable to correct, overcome or neutralize any inequality
in freight rates, ratings, charges classifications, rules,
regulations and practices as may be fair or advantageous
to Harris County and the Port of Houston and the trade
territory tributary thereto.

Generally, the inland territory, normally tributary to
the Port of Houston, is comprised of the southwestern
states and Mid-U.S.A. Inland transportation costs to and
from Houston are competitive with other ports. The
Bureau is expected and does make every effort to keep
the Port of Houston competitive with the ports in the
Gulf, Pacific Coast, Atlantic and the Great Lakes.
Furthermore, it strives to obtain rates that will broaden
the territory from which specific commodities can be
induced to move through the Port of Houston or be stored
in Houston for subsequent shipment to other destinations,
such as cotton, conduct or make rate studies on various
commodities of types of businesses with the thought
in mind of enlarging the territory to which industries
and local firms may be bringing in or shipping their
commodities.

As emphasized in the past, and commonly recognized
by industry, the Bureau also has a continuing program
of acquainting local interests with the work of the Bureau,
as the principal matters the Bureau is concerned with are
transportation charges or services. The Bureau acts as a
fact-finding body in cooperation with patrons of the port
and carriers in establishing just, reasonable and competitive
charges and services affecting movement of cargo into,
out of, and through facilities of the Ports of Houston and
Freeport.

Jim Gray elected president of the
Long Beach Board of Commissioners

The Long Beach Board of Harbor Commissioners has
elected James H. Gray to succeed Richard G. Wilson as
president, effective July 16.

Gray, who has served on the Board since September
1976, is well known for his civic activities. A past president
of the Long Beach Chamber of Commerce, and past elected
member of the Long Beach Board of Education, he is
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currently serving as vice chairman of the United Way,
Region III.

Joint study starts on a rail transfer
facility: Los Angeles & Long Beach

Both Los Angeles and Long Beach Harbor Commissions
gave approval recently for a joint feasibility study to be
conducted on an Intermodal Container Transfer Facility
proposed for construction- reasonably near both ports.

It was agreed that the staffs from both ports will work
together to determine the viability of building a rail trans-
fer facility for containers nearer the marine terminals.
Existing rail transfer facilities for inbound and outbound
marine containers are currently located about 25 miles
from both ports.

Recent transportation studies indicated there is a great
need for having container transfer facilities located nearer
the ports because of the rapid growth of rail container
movements in the various joint water/rail services instituted
in the last few years. The growth rate is expected to con-
tinue and may even increase more dramatically if Panama
Canal toll rates increase, or if there are disruptions to
Panama traffic.

The studies also point out that because of the shorter
trucking distances there would be at least a 90 percent net
reduction in truck pollutant emissions and fuel consump-
tion. The proposed facility would also reduce trucking
fees approximately 75-90 percent from the present charge
of $100 per container.

F.A. Heim re-elected president of the
Los Angeles Board of Commissioners

Frederic A. Heim was re-elected president of the Los
Angeles Board of Harbor Commissioners recently and Jun
Mori was re-elected vice-president during the Commission’s
regular election of officers. Both will hold their offices
until the next regular Board elections in July, 1980.

Heim, who has been Commission president since Feb-
ruary, previously served three terms as president and Mori
has held the vice-presidency since April.

Port operating income for 1978-79
ups by 17.4%: Los Angeles

Port of Los Angeles Executive Director Ernest L. Perry
reported to the Board of Harbor Commissioners recently
that the Port’s operating income for 1978-79 reached $28.2
million, up 17.4 percent from last year. Gross revenues and
operating expenses both increased 17 percent. The figures
were part of the fourth quarter report summarizing last
year’s financial picture at the Harbor.

The Port’s income from operations still falls short of the
amount needed to provide essential maintenance and fund
the Port’s five-year, $405 million capital construction pro-
gram without additional revenue bonds, Perry said. The
construction program was adopted earlier this year by the
Board of Harbor Commissioners to modernize and upgrade
present Port facilities and to construct new ones.

The continued growth of Port income is necessary in
order to maintain the Port’s bonding capability. The Port
plans to issue revenue bonds in the amount of 10 million
dollars to provide further funding for the 1979-80 capital
expenditure program.

Dr. Perry also noted that numerous inflationary and
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other cost increases are being incurred currently which will
necessitate tariff rate increases for the present fiscal year.

Capital spending in 1978-79 was $42.7 million versus
$27.4 million in 1977-78, an increase of 55.9 percent.
1979-80, capital spending is projected at $59 million.

Preliminary tonnage statistics reveal that the past year’s
total billed revenue tons amounted to 42.4 million tons.
This compares to 38.6 million tons the previous fiscal year.

The Harbor Department does not receive any tax monies,
but rather operates on its own earned revenues and must
rely on its profitability for operating expenses and bond
debt service.

Los Angeles publicizes revised draft
of Master Plan

The Los Angeles Board of Harbor Commissioners recent-
ly approved a revised draft of the Port Master Plan and
authorized publication of the notice of its completion and
distribution to the California Coastal Commission and to
other concerned persons, organizations and governmental
-agencies.

This draft of the Master Plan is the result of revisions
made in response to comments and recommendations
received during workshops and from interested organiza-
tions and agencies after the first draft was distributed in
June, 1978.

A draft Environmental Impact Report on the Plan is to
be completed Aug. 31 and will be submitted as a separate
document to interested parties for review and comment.

Final adoption of the Master Plan by the Harbor Com-
mission for formal submission to the Coastal Commission
for certification will be considered at a later date after
interested parties and organizations review and submit com-
ments and after a public hearing is held during the latter
part of September.

In the Foreward to the Master Plan, Fred Heim, Harbor
Commission President, said: “It is the policy of the Port
of Los Angeles, through this Plan, to integrate into the
development process all of the economic, engineering, and
environmental skills required to evaluate and quantify the
long-term effect on the total environment of alternate deci-
sions and trade-offs in order to arrive at optimum develop-
ment decisions.”

Poland Street Wharf dedicated:

New Orleans

The Board of Commissioners of the Port of New Orleans
officially dedicated a new wharf facility on the river de-
signed for general cargo, steel, and heavy-lift commerce.
Poland Street Wharf, formerly known as Berths 4 & 5 of
the New Orleans Army Base (Gulf Outport) and often
referred to locally as the Port of Embarkation, was turned
over to the Dock Board on a 25-year lease agreement,
following extensive rehabilitation by the Army to bring
the facility up to Class A standards.

Poland Street Berths 4 & 5 will accommodate two
ships simultaneously. Both front and rear aprons have
rail service. Total riverfront footage is 932 lineal feet,
with 220, 470 total square feet of area within the facility.

The unique arrangement with the U.S. Government
allows the Dock Board to bring on stream a substantial
addition to port facilities at a fraction of the cost — both
in terms of time and money — that would be incurred if
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a similar new wharf were constructed from scratch. Con-
servative estimates put the figure at $14 million and 2—3
years investment if such a project were undertaken from
the ground up.

Army Corps monitoring Old Man
River

The Mississippi River has made New Orleans the second
busiest port city in the Nation. But the relationship of the
two is a love-hate affair. The fickle river is ever filling with
sediments, threatening in flood time to inundate the city,
and sometimes attempting to end the relationship entirely
by finding a different route to the sea. In an effort to keep
things flowing smoothly, the river’s changing ways are being
studied by the U.S. Army Engineers Waterways Experiment
Station (WES) in Vicksburg, Miss.

WES has built a scale model which reproduces the
Mississippi River downstream from Mile 14 above Head of
Passes, including South and Southwest passes, portions of
Pass a Loutre and Cubits Gap, and a portion of the Gulf of
Mexico. The model is built to a scale of 1:500 horizontally
and 1:100 vertically. Current studies are investigating
plans for reducing shoaling in the lower end of Southwest
Pass. Future investigations on the Passes model will ex-
amine the hydraulic, salinity, and shoaling characteristics
of channels deeper than the existing 40-foot channel.

The proposed Seabrook Lock, part of a navigation and
hurricane flood protection project on Lake Pontchartrain,
is also molded in miniature at WES. The area is subjected
to storm waves of up to five feet coming from the North
and Northwest. In addition, seawalls at the New Orleans
Lakefront Airport and on the south shore of the lake
reflect wave energy into the vicinity of the lock site. These
conditions could make navigation difficult and dangerous
for waterborne commerce and small boat traffic.

Installation of a breakwater lakeward of the lock has
been proposed to provide wave protection to the lock
entrance. However, as a result of dredging to obtain fill
material for the airport, there is a large hole with depths
up to 65 feet in that area. Due to the hole and poor
foundation conditions, the breakwater may be a floating
structure, although a fixed structure and a combination of
the two are still under consideration.

New foreign trade zone at Elizabeth/
Port Newark to open for operations

Recently, the establishment of a foreign trade zone
at Port Newark and the Elizabeth-Port Authority Marine
Terminal, the second foreign trade zone at the Port of
New York and New Jersey, was approved by the Foreign
Trade Board of the U.S. Department of Commerce. Offi-
cially designated Foreign Trade Zone No. 49, the new zone
will occupy a total initial area of 208,000 square feet di-
vided equally between Building 200 at Port Newark, and
Building 2280 at Elizabeth.

Commenting on the new dual facility, Port Authority
Chairman Alan Sagner noted that the zone is expected to
be in operation by the fall of 1979. Mr. Sagner predicted
that it will handle and process approximately 34,000 tons
of cargo annually and generate about 100 new jobs. He
also observed that the tonnage directly attributable to
creation of the zone is expected to spur expansion of the
initial area to one million square feet, which, in turn, could
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generate an estimated 163,000 tons of cargo valued at $266
million, and create employment for approximately 500
people.

Besides facilitating the handling of a wide variety of
foreign and domestic cargo, the zones are used for storage,
exhibition, assembly, and manufacturing/processing opera-
tions. Addition of this second trade zone at the Elizabeth/
Port Newark complex should afford the international
shipping community an even higher degree of flexibility
and convenience in moving cargo via America’s principal
ocean gateway.

Thomas L. Berkley elected president
of the Board: Port of Oakland

Oakland attorney-publisher Thomas L. Berkley, a mem-
ber of the Oakland Board of Port Commissioners for the
past ten years, was recently elected President of the Board.

The seven-member board oversees operations of the Port
of Oakland, the Oakland International Airport and exten-
sive commercial properties.

Real estate developer Ted Connolly was elected First
Vice President of the Board of Port Commissioners, and
distinguished Bay Area educator Norvel Smith was elected
Second Vice President. They will serve in office during the
fiscal year of 1979-1980.

Portland news
® More cargo, more ships expand port’s world markets

To quote the song, it’s been a very good year — so far.
Marine activities at the Port of Portland in 1979 have been
high-lighted by several major developments. Together,
they signal a trend toward increasing steamship service
and tonnage volumes.

Cargo tonnage (excluding grain) through the Port for
the first quarter was up 15.7 percent, and grain tonnage
through the Port’s two elevators rose 23.1 percent in the
same period over the first quarter of 1978. Ship calls
increased 34.2 percent.

® New state law gives port help

The Port scored a major legislative victory recently when
a bill giving Oregon port districts greater flexibility to fulfill
economic development roles was signed into law.

Introduced on the Port’s behalf, the new law reduces
red tape in land transactions, resulting in greater cost
efficiency.

Specifically, the law reduces the number of required
appraisals involved in port property purchases; authorizes
an extension of the payment period for property purchase
contracts from 10 to 20 years; and includes personal
property such as buildings as well as real property in con-
tract land purchases.

$10 million approved for high-level
bridge: Port of Seattle

Port Commissioners have made their support of a new
bridge to West Seattle official by voting to spend up to
$10 million on the proposed high-level Spokane Street
span.

City and county governments have agreed to help fund
the bridge but $20 million in state aid is still needed.

The bridge is expected to cost $192 million to build.
Without state aid, the community may have to settle for
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second choice — a mid-level drawbridge which Commis-
sioners have termed inadequate for future marine com-
merce and for West Seattle vehicle traffic.

Both the Seattle City Council and the King County
Council have agreed to spend $10 million each. The city
has an additional $142 million set aside for the project.

Port of Seattle accords with the City

for developing Seacrest Marina

An interlocal agreement with the City of Seattle for de-
velopment of a small-boat facility at Seacrest Marina, West
Seattle, has been approved by Commissioners.

The Port and the city will each provide $1.5 million.

The marina design calls for construction of a 600-slip,
open-moorage marina and re-development and replacement
of the existing boathouse. The U.S. Army Corps of Engi-
neers will design, construct and maintain a floating break-
water necessary for the project.

Other development will include a promenade-bikeway
along Harbor Avenue, bulkheading to provide parking for
moorage and associated marina development, landscaping
and visual screening between the development and adjacent
facilities.

Presentation regarding port’s policy

The La Guaira Chamber of Commerce, in a paper sub-
mitted before the Ninth General Meeting of the Council of
Commerce (Fedecdmaras) recently held at Puerto Ordaz,
sustained the points of view regarding ports’ policy which
are quoted immediately below: The need to define a policy
for the operation of containers and rolling freight; The need
for a policy regarding port’s infrastructure that may allow
the operation of modern transportation means; A port’s
tariff policy capable of providing fair safety costs to users;
Establishment of norms and procedures inferred from the
scientific analysis of foreign commerce; A policy for con-
necting the port of La Guaira with the country’s interior
through alternate means of transportation; The need to
remodel and recondition the passenger terminal in La
Guaira; To improve the organization of customs houses;
The possibility of installing permanent revision tables
at port warehouses in order to facilitate quick release of
merchandise.

+6.1% for the first four months
of 1979: Port of Antwerp

The general cargo traffic in the port of Antwerp con-
tinues revealing a positive trend during the first four months
of 1979.

In all some 24.35 millions tons of cargo were handled in
Antwerp during the January/April period of this year
against 22.93 million tons during the corresponding period
of last year; which means an increase by 6.1%.

Total general cargo traffic increased by 4.8% to exeed
9.32 million tons.

Traffic of bulk goods increased by 7% to exceed 15.03
million tons (+17.3% for incoming and—11.6% for outgoing
traffic).

Good results were achieved a.o. in the oil sector
(+17.7%), the traffic of iron ore (+30.4%) and the coal
traffic (+43.6%).

As far as containerized general cargo is concerned, an
increase by 6.5% was noted after the first three months of
this year.
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Liverpool news

® Port launches international campaign for container
security

Port of Liverpool Security chief Tom Bradley has
launched an international campaign to make containers
thief proof. Speaking in Canada he criticised reluctant
shippers and called for support from cargo insurers.

Mr. Bradley told the International Cargo Security
Conference in Montreal: “We can’t go on putting up with
the majority of containers not secured in any way, except
for a flimsy plastic seal”.

He said the International Standards Organisation should
re-examine the whole question.

“There should be an approved standard method of
locking containers, such as a recommended padlock or
security bolt. After all, who would leave their house or
car without locking it. Yet on average we put £60,000
worth of goods into a container, close the door and walk
away”.

Mr. Bradley said seals were not security measures. They
were designed for the benefit of underwriters, to show
where a theft took place — not to prevent a theft.

“And it’s my business to prevent theft, not to deal with
claims”.

Mr. Bradley said that once the standard lock had been
established pressure would have to be brought to bear
on shippers. “We know from bitter experience, that they
will not do the job voluntarily”.

He added that the matter could be resolved quite simply
— by insurers.

“All containers being shipped through ports are insured.
The insurers can make a valuable contribution to crime
prevention by making it a condition of all insurance that
containers should be fitted with the approved standard
locking device.

Mr. Bradley, who had been invited to address the con-
ference of 600 security experts, said there was also need
for especially strong and securely designed containers for
shipping high value goods, and for an alarm which warned
that a container’s door had been opened while it was on
a park.

And the man who heads Liverpool’s security force
had a word of advice to ports which already have a com-
puterised cargo handling system, or are planning to in-
troduce one ..... don’t just accept the word of the com-
puter experts that the system is secure.

Computer frauds, he said, were becoming such a feature
of commercial life that it had been necessary to create a
new breed of individuals — computer auditors.

Le Verdon celebrates third year in
service of container terminal: Port of
Bordeaux

Le Verdon had only two regular line services in 1976.
Today, it has become the port “where Europe and the
World meet”. Australia, New Zealand, Africa, Canada, the
United States, the Caribbean, Guyana, Saudi Arabia, Jordan,
the Yemen, northern Europe, are all regions in the world
which use Le Verdon for their trade with France.

Naturally, the terminal’s traffic figures have followed
this increase. From 60 000 t. in 1976, the trade passed to

(Continued on page 38)
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(Continued from page 36)

284 000 t. in 1977 and reached 308 000 t. in 1978. The
total at the end of the first five months of 1979 was
152000 tonnes (containerised goods accounting for
134 000 t. of this figure, giving an increase of 50% com-
pared with the first five months of 1978). The number of
containers handled reached 10 800 at the end of the first 5
months (55% up on the same period in 1978).

It is fair to say, that after three years in service, Le
Verdon has proved both its efficiency and the interest it
holds for shippers throughout the whole of the South
Western third of France. Nearly 4 million tons of general
cargo is imported or exported from this South Western
sector of France, which now that facilities have been
developed, could transit through the port of Le Verdon,
instead of being shipped, as happens, via ports 600 or
even 1 000 kms. away. The result would be a saving of
around 150 million Francs per annum and thus an
increased competitivity for traders from South West France
in their overseas markets.

Diversification shows up in 1978
trade figures: Port of Le Havre

The port of Le Havre’s final trading figures for 1978
were slightly below those achieved in 1977, with total
traffic for the year standing at 76.7 million tonnes, bunker-
ing included, against 79.9 MT in 1977.

The diversification undertaken to counter the effects of
the energy crisis can therefore be seen to be bearing fruit.

The dry bulk figures reveal a doubling of the grain trade
to 821,000 tonnes in 1978, but the star performance was
turned in at the coal wharf, where the 5 million tonne mark
was passed for the first time in the history of the port, the
exact total being 5,223,000 tonnes against 3,855,000 in
1977. General cargo, all bulks excluded, went up by 3%
during the year to 6,835,000 tonnes, with exports ahead
of imports by a margin of 800,000 tonnes. The con-
tainerised share of the general cargo trade rose by 6.3% in-
wards and 15.3% outwards, with a total throughput of
395,248 TEU containers, keeping Le Havre well in the lead
as France’s principal container port.

Havre-Antifer’s new speciality:
Transhipment '

A number of refineries in north-west Europe are served
by ports that could not be adapted for use by today’s
mammoth tankers, and so the oil companies regularly have
to transfer the cargoes brought by the giants from the
Arabian Gulf on to small or medium-sized tankers for the
final stage of their journey.

Transhipment is usually carried out at sea, mainly off
the coast of southern England, using specialised tankers
with highly-trained crews and a system of fenders that can
be lowered into place between the vessels to protect them.
However, the idea of doing the job in port waters, and in
particular at the Havre-Antifer terminal, has recently been
making much headway. The floating fenders that are availa-
ble there, in the shape of enormousinflated rubber sausages,
make it possible for a small vessel to tie up alongside a large
one and take on the oil direct.

At Antifer ships are brought side by side in quite a dif-
ferent way from that used at sea, the complicated man-
ceuvres required for linking up in mid-Channel being re-
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placed by something very little different from the ordinary
routine of tying up at a jetty in harbour, with all the facili-
ties of the port on tap: access channels, ample turning space,
navigational aids, and assistance from pilots, tugs and highly
skilled mooring teams. Furthermore, Antifer offers shelter
to vessels in almost all kinds of weather. Last but not least,
any tanker of between 30,000 and 150,000 dwt can be
used, without the need for specialist vessels,

Container traffic in 1978: Le Havre
The final figures for 1978 shows that Le Havre has re-
tained -its position as the leading container port in France
and the fifth most important in Europe. During the year
395,248 TEU containers passed through the port, com-
pared with 367,714 in 1977, with exports and imports very
nearly balancing out, at respectively 196,662 and 198,586.
In terms of tonnage, the year’s traffic amounted to
3,691,163 tonnes, as against 3,299,500 tonnes in 1977.

Marseilles/Fos news

® A year of improvements at Marseilles harbor area

The modernization of Marseilles Docks, to adapt them
to the changing traffic conditions, continued throughout
1978 as regards both infrastructures and superstructures.

I. INFRASTRUCTURES

Construction of various RO/RO berths

The ever-increasing growth of RO/RO traffic has led the
Port of Marseilles Authority (P.M.A.) to increase the num-
ber of specialized berths adapted to receiving RO/RO ships.

One new berth is nearing completion in La Joliette
Dock.

Two new berths, specially designed for large RO/RO
ships, are also nearing completion, one in National Dock
(berth 109) and the other in the Outer Port North.

All these new berths will come into service in 1979.

Remodelling of la Pinede Dock

The remodelling of this dock to adapt it to modern
cargo traffic is well under way. When completed, this dock
will offer five new berths with excellent nautical charac-
teristics and nearly 170,000 m2 of ground surfaces. The
new dock will be able to handle over 600,000 tonnes of
cargo p.a., more than double its present capacity. The new
berths are designed to handle modern RO/RO and mixed
cargo ships. The first section of the new dock will come
uninterrupted working, the complete dock should be
operational by the end of 1980.

. SUPERSTRUCTURES

Modernization of La Joliette Passenger Terminal

The modernization of the La Joliette Passenger Terminal
for the reception of passengers, their taxis and friends, is
in progress since 1976.

The inauvguration of the new installations, giving the
Port of Marseilles a modern, functional passenger terminal,
is scheduled for the first quarter of 1979.

The Integrated Traffic Regulation Centre at Port-de-Bouc

The intensification of navigation in the Gulf of Fos, the
presence of very large ships, the existence of numerous
anchorages in the roadstead and the range of dock basins
from Lavéra to Port Saint-Louis-du-Rhone, have led the
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P.M.A. to put in hand the construction of an Integrated
Traffic Regulation Centre for ships entering the Gulf of
Fos. By means of its twp monitoring radars, one at Cap
Couronne and the other at Port-de-Bouc, this Centre will
be able to regulate navigation in the access channel and the
roads and will provide efficient co-ordination with all the
port services concerned, in particular the pilotage and
towage services. Work on the Centre started at the end
of 1977 and is nearing completion.

The Mourepiane Container Terminal

The work of constructing a container terminal at Moure-
piane started in 1978. The first stage of the work covers
about 25,000m2 and will be operational by mid-1979.
The second stage comprises an extension of the container
terminal to the North, and will be started as soon as the
first stage is in service. When fully completed, this terminal
will have a capacity of 45,000 to 50,000 containers.

® Marseilles assisting Egypt for the development of Port Said

The P.M. A. was represented by its Commercial Director,
Mr. Remond, at the conference on “The Development and
Equipment of Port and Inland Waterways in France and
Egypt” that was held at Ismailia from 10th to 18th Feb-
ruary.

The Port Authority’s film “Marseilles-Fos, Port Without
Limits” was particularly appreciated, being considered by
far the best of those showm, especially as it was the only
one with a commentary in Arabic.

At about the same time, the P.M.A. signed its sixth
technical assistance contract with Egypt concerning a study
for the development of Port Said.

A seventh contract implementing the findings of the
Port of Alexandria management study, is now being nego-
tiated.

Report on the Suez Canal

(Marseilles /Fos news)

General Cargo Traffic

Type of Ship 1976 1977 1978

T.Kt Nber | T.Kt Nber | T.Kt Nber
Container Ships | 4 545 417121600 113029795 1497

Lash 2265 69| 2538 82| 2113 69
Ro/Ro 7606 113412218 1600 |11676 1398
Car Carriers 5411 258 | 5748 242 | 9807 376

Total 19827 187842104 3054 (53391 3340

From these figures, it will be noted that there is a levelling
off in the numbers of RO/RO ships, whereas the number
of container ships and car carriers continues to increase.

Tanker Traffic:

1976 .. .. 2610
1977 2620
1978 2489

(Continued on next page bottom)
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Container system internationally compels
new structuring of markets

“The days for discussing the economic pros and cons of
container-transportation, as compared to other forms of
traffic systems, are gone. The transocean trading-in-con-
tainers system (with heterogeneous general-cargo consign-
ments being collected into homogeneous units) has crowded
out the alternative fundamental transportation systems in
recent years and has meanwhile secured such a large section
of the market that we have to adapt ourselves to the con-
ditions of its existence”, stated Dr. Rolf Stuchtey of the
BLG, when declaiming on the world-wide effects of new
transportation systems (particularly of containers) on
maritime trading economies; at the invitation of the
Federal Association of German Industry (Cologne) and
the German External Trade and Traffic College (Bremen).

It is true that the ideal conception of an unbroken
house-to-house traffic-chain by the container has, e.g. in
the German seaports, only been realized to some 60% (with
about 40% moving as so-called pier/pier container traffic,
i.e., are stuffed and unstuffed within the confines of the
seaports) — and ignoring the still numerous chinks and
cranies in the information and documentation chain; but
the first development-phase of approx. two-way container-
traffic between highly developed national economies (with
its considerable exchange-effect), has long been superseded
by a second development-phase. Included now in the
transocean container-traffic transportation system between
the heart of the industrial centres of the USA, Europe,

(Continued from page 39)
Improvement programme:

The first stage of the widening of the Suez Canal is due.

to be completed at the end of August 1980. At present,
the Canal has a wetted cross-section of 1800 m2, a draught
of 38ft (11.58m), and can accommodate ships of up to
60,000 tonnes fully laden or 250,000 tonnes in light
condition.

By early September 1980, at the end of the first stage
of the improvement programme, the Canal will have a
wetted cross-section of 3700/3300 m2, giving a draught
of 53ft (16.5m) and allowing the passage of ships up to
150,000 tonnes fully laden or 370,000 tonnes in light
condition.

The second stage, which will be decided upon after
completion of the first stage (probaby in the second half
of 1981) and which will involve three year’s work, will
give the Canal a wetted cross-section of 5200/4700 m2,
a draught of 67ft, and will allow the passage of ships
up to 260,000 tonnes fully laden or 500,000 tonnes in
light condition.

Annual receipts of the Suez Canal (in millions of $)

Estimated receipts

1981 1985-86
1976 1977 1978 Iststage 2nd stage
completed completed
375.6 450 520 800 1200
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Japan and Australia are the secondary provinces, the
so-called ‘way ports’. Stuchtey: “Due to their geographical
trading position along the routes of the major conference
lines, these ports, with their dependent economic regions,
are compelled to initiate sub-maximum transport systems
which are only possible of development in dependence on
the economic situation of the major ports. Powerful ship-
ping conferences, the fleets of which have been developed
according to the economic requirements of the major ports,
force a similar operational system to be adopted by those
subsidiary ports. Thus, in the wake of containerization in
the ports of Japan, Hong Hong and Singapore, trading areas
such as Thailand, the Philippines and Malaysia were com-
pelled to take up with the systematics of the container
trade. Any subsidiary ports  endeavouring to elude
conference-pressure run the risk of severance from the
major traffic streams.

Included in a third development-phase are trading-areas
functioning between highly industrialized nations and
countries of rich natural resources (crude oil), where the
systematics of the container-trade are adapted thanks to
their financial and geographical independence enabling
them to develop a maximal traffic system for themselves.
In view of the extreme export and import divergence it is
only possible for the short-term bottle-necks of the new
transportation system to be overcome. An integrated
transport-chain, even in the medium-term, is not possible,
due to a lack of trade infrastructure,

Further container-traffic areas are seen by Stuchtey,
in the coming years, as being, particularly, Mexico, the
east and west coasts of South America, Venezuela and
Columbia — as well as India, Pakistan, Sri Lanka, East
Africa and Indonesia.

Apart from Structural alterations in the transport-chain,
Stuchtey also makes reference to the ‘palpable effects’ on
the mercantile marine markets: the new cost-proportion-
ment; displacement of liability-conditions; and changes in
liner-terms. Capital and degree-risk concentrations have
led ship-owners to form consortiums, enabling frequent
sailing-schedules to be maintained, together with advantage
being taken of cost-degression arising from the employment
of larger vessels. The continued concentration-process
producing diversification-trends has resulted, in addition to
such alliances, in the amalgamation of shipping companies
with large concerns.

A further result of the new development is an increasing
concatenation of trading-areas, leading to increased inter-
dependence of sectional-markets. Major shipping com-
panies establish liner-services around the world, thereby
linking many trading areas. From favourably-located
main-ports they cover circumjacent-ports with feeder-
systems. Stuchtey: “The result is that several secondary
areas can be serviced from one main area. An American
shipping company, for instance, is thus able, from one
strategically-located port in the Persian Gulf, to also serve
ports in India and Pakistan- with a feeder-service”. This
development has not yet been exhausted.
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A stevedore’s view

‘Shipping is a very old-fashioned industry, much in need
of improvement’, This is the view of Mr. Jan Stornebrink,
newly appointed director of VCK Havenbedrijf, the
stevedoring division of Verenigd Cargadoorskantoor (VCK).

In Western Europe, mechanization in shipping has
resulted from purely social concerns: sometimes it has
had economic results as well, but the primary reason for
mechanization is a social one.

Columbus discovered American in 1492, but little,
really, has changed since then. If we take the three major
points in ocean transport: the way the ship moves, how
cargo is placed on board and how cargo is treated, we
find very little change.

Oars and sails have been replaced by propellers. But
in terms of speed there is little real difference. The age

of sail reached its zenith with the clipper ships which

could average 21 knots. Some ships today can do 30 knots,
but the overall average of the merchant fleet is 15 to
16 knots.

Cranes were invented to replace the masts and tackle
of the sailing days. But the movement of the human
body in attaching hooks and composing hoists has not
really changed. Bagged cargo is still handled in the same
way; a bale is still 70 kilos, just as it was in the time of
Columbus.

We are faced with a very slowly developing technology.
Mechanization has been purely social — men are getting
more and more unwilling to lug 70 kilo bales these days.
The labour market is changing and forces shipping to
mechanize.

However, mechanization has not always been following
the wisest lines. Why do we need 40 or 50 ton container
cranes when the average container-load is about 14 to
22 tons?

The same applies to equipment on ships and ashore.
There is an enormous waste of investment in general
cargo cranes, considering that the average lift is only 1
to 2 tons.

Containerization is an excellent method of packing
goods. Containers certainly reduce pilferage and insurance
costs, but they leave much to be desired as a shipping
concept. I believe in containerization, but only if the
ships can carry other types of cargo as well.

The pure container concept leaves little room for
flexibility. We often see container ships with boxes
stacked three or four high on deck, but given the amount
of freeboard showing, there must be a large number of
empties aboard.

I am firm believer in roll-on/roll-off. It eliminates
cranes. Ro-ro is the most flexible type of shipping around.
Ro-ro vessels can take containers trailers, and cargo with
awkward dimensions; practically everything that can pass
through the stem opening.

Revolutionary ro-ro

Moreover, the investment for the stevedore handling
ro-ro vessels is minimal compared to handling container
ships. I reckon that two 30-tons fork lift trucks, one
aboard the vessel and another on the quay, can handle
the same number of containers per hour as two container

cranes working a containership.

Ro-ro shipping got off to a slow start as such vessels
formerly were thought to be too expensive. However,
the third-generation containerships have proved to be
more expensive than ro-ro ships. The ships of the type
operated by Atlantic Container Line may well be ideal.
These vessels, which are part containership, part ro-ro
vessel, are extremely flexible.

Imitation is the purest form of flattery, and the ro-ro
vessel proved to be such a successful concept that scores
are on order world-wide. The Soviet Union alone has
36 such vessels on order and Poland is building some
as well. The same applies to the newbuildings of Seaboard
and Western, which company has two vessels of 30,000
dwt on order for the carriage of forest products.
Stevedoring trends

People are less and less interested in doing conventional
work. Retirement ages are getting lower, there are more
holidays, men start to work at a later age, all this leads
to a steadily diminishing work force.

A stevedoring-firm’s product is its tonnage per year,
which is conditioned by a number of factors: the number
of men, multiplied by the number of hours they can work,
times their speed in tons per hour. Taking the above into
consideration, it is clear that the tonnage per hour should
increase in order to keep pace with the increased world
tonnage.

Europe’s first merchant nuclear ship
"“Otto Hahn'’ lays up

The first commercial atomic freighter, built in 1967 for
DMS5 millions, is now finally to be laid up, following a
decision now made by the vessel’s operators, the Associa-
tion for the Use of Nuclear Energy in Shipbuilding and
Shipping (GKSS). A further 5 years employment of the
“Otto Hahn” (16,870 GRT) would have required an addi-
tional DM60 millions investment, with no notably new
scientific knowledge to be gained.

Bremen cargo-handling increases by
10.6%

With a half-year handling of 13.135 million tons, the
cargo volume of the first half-year of 1978 was exceeded
by 1.256 million tons—or 10.6%. In Bremen and Bremer-
haven the handling locations having the highest general-
cargo proportions already now handle 61.9% (8.133 million
tons) in work-intensity general-cargoes. The proportion of
bulk-cargo (5.002 million tons) sank to 38.1%. The con-
tinually-increasing container-handling turnover participated
with 33.8% of the general-cargo.
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How about the flows of general cargo
in Rotterdam in the year 2000?

How will the future flows of general cargo exactly be
offered for handling in Rotterdam? In other words: how
many containers will have to be handled in the years 1980,
1985, 1990 and 2000, what will be the share of ro-ro
transport, how much will be carried by lash and seabee
ships and, finally, what will be the volume of conventional
general cargo offerings? The new freight flow report also
tries to give well-founded replies to these questions. The
results are of importance for planning in the general cargo
sector.

Rapporteur J. Katgerman has investigated to what ex-
tent general cargo suitable for container transport was
indeed containerized until recently. He found that 53 per
cent of all incoming cargo and 69 per cent of all outgoing
cargo in this sector was containerized in 1976. It must be
assumed that the containerization of these cargoes will have
reached its maximum, i.e. 100 per cent, by the year 2000.

Over 40 per cent of all container offerings in the Rijn-
mond harbors — more than 900,000 units in 1977 — are
shipped to destinations in Europe, about 35 per cent go to
North America and some 17 per cent go to Middle East and
the Far East. Transports to and from the West European
hinterland are mainly conveyed by road (an estimated 75

per cent) and by rail (over 20 per cent). The remainder is
carried by inland vessels.

The volume of the flows of containers is determined by
two factors: the volume of the flows of general cargo and
the degree of containerization (the extent to which goods
suitable for container transport are indeed shipped by con-
tainer). Both quantities will grow substantially and this
means that account has to be taken of a fast increase in the
flow of containers. The forecast are as follows:

1980 1,183,000 units
1985 1,633,000 units
1990 2,067,000 units
2000 3,025,000 units

Roll-on/roll-off

Roll-on/roll-off transport in the Rijinmond harbors is
directed almost exclusively (97 per cent in 1976) at the
United Kingdom.

Three factors are of decisive importance for the future
of ro-ro transport: the volume of the freight flows to and
from the United Kingdom, the degree of containerization
and the proportion between lift-on/lift-off container trans-

(Continued on page 44)

Matex manufactures and installs industrial doors

rolling doors - sliding doors —
Matex also manufactures outsize doors:

overhead doors - folding doors
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rolling door 27,3 meters wide
and 17 meters high, on the
premises of B.V. Scheepswert-
& Machinefabriek de
Merwede, in Hardixveld-
Giessendam.

Groningen.

Matex designs, manufactures and

Matex deuren b_v_ Telex No. 47779 Head office:

sliding door 40 meters wide and
10 meters high, at Nieuwe Noord-
nederlandse Scheepswerven in

Please enquire without obligation.

mounts the most exceptional door
B deuren

Zandweg 82 - 3454 JX De Meern (Utr)
tel, 03406-2543

rolling door 18 meters wide and

18 meters high with small doors above
the rail for gantry installation, without
gale strut, at ScheepswerfJac, den
Breejen & Zn, Hardinxveld- -
Giessendam.

Factory
Vonderweg 7468DC Enter (Ov.)
tel. 0B478-1875
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(Continued from page 42)
port and ro-ro transport.

On the basis of the available statistics it has been con-
cluded that all general cargo on the route to the United
Kingdom is containerized; consequently a further increase
is impossible. In 1977 incoming and outgoing ro-ro ship-
ments amounted to 2.9 million tonnes. The forecasts for
the future are:

1980 3.8 million tonnes
1985 4.7 million tonnes
1990 6.2 million tonnes
2000 9.9 million tonnes

Lash and Seabee
The Lash (lighter aboard ship) and Seabee techniques

have so far been concentrated mainly on transports to and .

from the United States. New, but presumably only tem-
porary, is Lash transport to the Middle East. Lash and
Seabee ships accounted for 1.4 million tonnes of incoming
and outgoing shipments in Rotterdam in 1977. Nearly
90 per cent of these shipments went to the United States
or originated from this country.

The possibilities for growth of Lash and Seabee trans-
ports are not big. There is a certain imbalance between
imports and exports. The standard container is a major
competitor for smaller shipments, while, on the other hand,
small bulk carriers are in the market for larger shipments.

The estimated volumes of incoming and outgoing
cargoes to be carried by Lash and Seabee ships by sea are:

1980 1.6 million tonnes

1985 1.6 million tonnes

1990 1.7 million tonnes

2000 1.7 million tonnes
Conventional

The only remaining sector to be discussed now is that of
conventional general cargo which is not shipped in con-
tainers or by lighters, not driven onto ferryboats by trailers.
Estimates:

1980 11.1 million tonnes
1985 11.9 million tonnes
1990 12.9 million tonnes
2000 15.4 million tonnes

Hamburg Port transhipments in first
half ‘79 tops 30 million tons

In the first six months of this year the facilities of the
Port of Hamburg transshipped 30 million tons of goods of
all kinds. This means a rise by 10.2 percent or 2.8 million
tons compared to the same period of the preceding year.
This result is primarily due to increase in dry bulk handling
(coal, ore, potash), from 5.3 million to 7.3 million tons,
and liquid cargo from 8.8 million to 9.8 million tons. Also,
as to general and bagged cargo, the upward trend of the
previous year continued. On the other hand, there was a
drop of 13.1 percent to 4.1 million tons in suction cargo
(grain, feedstuff, oilseeds). A major factor was the reduc-
tion in grain imports.
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Hamburg Port handles over 300,000

containers in first half of 1979

In the first half of this year 305, 701 containers (20-ft-
basis) with a total weight of 2.8 million tons were handled
at Hamburg Port. This means an increase of 6.6 and 9.0 per
cent over the comparable period of last year. The container-
ization degree (share of containerized cargo in overall
general cargo volume) reached 31.5 per cent.

Seaport stable: Amsterdam

At the Port of Amsterdam, the level of sea-borne traf-
fic during this year’s first quarter remained approximately
the same, 4,198 thousand tons against 4,228 in 1978.

Despite a slack start in January, there was increasing
activity in all categories during the next two months. In
percentage of increase over the previous year, cattle fodder
and oil seed were ahead with +47%. Also up were minerals,
grain, general cargo, wood products and other cargo.

Only strong declines in transhipments of coke and coal
and molasses unbalanced the picture, which on the whole
continues to be favorable.

Hartel Canal to have open connection
with Oude Maas:
enormous project starts

In order to solve the capacity problems around the locks
in the Hartel Canal this fairway will be provided with an
open connection with the system of rivers in the hinterland
within the shortest possible time. The Netherlands Govern-
ment and the Municipality of Rotterdam recently reached
agreement on this project.

This means that the port of Rotterdam will shortly
become the scene of a remarkable hydraulic engineering
project. A busy canal with a total length of about 24 kilo-
meters will be withdrawn from the protective régime of a
huge system of locks. Instead of having stable water levels,
the canal will become subject to the tides of the North Sea
within the next few years.

This will have far-reaching consequences. Bridges will
have to be jacked up, quay-walls and landing-stages will
have to be raised, underwater pipelines and mains will have
to be replaced and low-lying adjacent areas will have to be
protected with new embankments. The cost of the project
on the basis of January 1, 1976 prices, will total some 200
million guilders to be shared equally between the Govern-
ment and the Municipality of Rotterdam.

The Hartel Canal is almost ten years’ old in which time
its use by shipping has increased vastly. The reason is that
many big firms have moved to the new western port areas
(Europoort and Maasvlakte) to expand operations. Goods
which are carried by this canal in bulk are ores, coal, grains
and derivatives.

Most of the cargoes are going eastwards, says Drs. Jan
Katgerman, econometrician with the Rotterdam Municipal
Port Management. This means that most of the bustle in
the Hartel Canal is due to inland vessels, carrying to the
hinterland goods which have been landed from sea-going
vessels in the western port regions. All inland shipping
transport from and to Europoort goes by the Hartet Canal.
Mr. Katgerman has tried to estimate future freight flows
through the Hartel Canal on the basis of the most recent

(Continued on next page bottom)
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Full Autonomy and Labor Discipline alone
can ensure better Port Working

By K.M. Sheth*

The highly pathetic conditions prevailing since quite
some time at most of the major ports in India especially at
Bombay and Calcutta have become a matter of grave con-
cern, not only to our country, but the discontent is being
equally felt internationally too. This is evident from the
fact that Bombay which, at one time, enjoyed the reputa-
tion of being one of the most efficient ports in the country
was recently dubbed as “one of the worst in the world
today” in a report that appeared in the New York Times
International Economic Survey. This, certainly, is a reflec-
tion on the management and the system of functioning of
major ports in the country. As you all probably know,
there were as many as 120 ships waiting not so long ago
and even now there are about 90 ships lined up in a queue
for berth at Bombay. The waiting period ranges anywhere
from about 60 to 70 days for general cargo ships to about
30 to 35 days for fertilizer vessels. If such is the situation
in fine weather, God only help us during monsoon. Several
committees have been and continue to be appointed by
various authorities to study problems of the ports and make
requisite recommendations, as though all this is not already

* Dy. Chairman & Mg. Director, Great Eastern Shipping
Co., Ltd.
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freight flows prognoses.
These estimates are (in millions of tonnes):

1980 1982 1985 1990 2000

eastward bound 66 75 87 101 123
westward bound 7 7 8 13 17
Total 73 82 95 114 140

Mr. Katgerman cites the following reasons for his figures:
— Landings of coal are going to rise sharply, mainly due to
increasing coal consumption by power stations.

— The volume of incoming grains and derivatives will con-
tinue to rise sharply and will especially boost transhipment
business in Europoort.

— Iron ore transhipments are expected to increase up to
1990. In this sector too, activities have shifted westwards.
— Container transport is currently rising fast. The estab-
lishment of a container terminal at Maasvlakte will mean
the beginning of container traffic through the Hartel Canal.
— Onward transport of oil products, chemicals and LPG by
inland vessels will show further growth as a result of in-
creasing Dutch consumption among other reasons.

If the above estimates are converted into carrying
capacity, it means, according to Mr. Katgerman, that the
entrance to the Hartel Canal will have to cope with the
following annual deadweight tonnages: 177 million tonnes
in 1980, 239 million tonnes in 1985, 299 million tonnes
in 1990 and 352 million tonnes in 2000.

known. And it is unfortunate that despite the various
assuring statements from responsible quarters the situation
shows little sign of improvement. The resulting frustration
is sought to be alleviated by Conferences through increas-
ing congestion surcharge on Bombay. Recently, Karmohom
Conference increased surcharge to as much as 50% on
Bombay. How can it be blamed? On one hand the shipping
industry is passing through crisis for about last 5 years —
one of the worst in its history and, at this time, on the
other hand it has to face hopeless turn round at major
Indian ports. The industry, as a result, finds itself badly
sandwiched between the devil and the deep sea. One may
not easily realise the stupendous damage such congestion is
doing to our national economy. The recent port strikes at
Bombay and Calcutta registered an export loss worth about
Rs. 500 crores. In addition, millions of rupees in foreign
exchange are being drained out of the country by way of
demurrage charges and conference surcharges on account of
unduly long detention of vessels. Developing countries like
India can ill afford to ignore all this, particularly, in the
light of mounting import bill following the recent oil price
hike by the OPEC countries. In the final analysis all these
negative factors go to build up huge trade balance deficits,
push up inflation and finally hit the poor common man.
This, then is the disease, the malaise from which Bombay
port is suffering.

Now, let us examine the chief causes responsible for
these symptoms and try and find a solution. As you may
know, I was one of the Trustees of the Bombay Port Trust
for a period of 2 years. During my tenure, I observed that
the working of the port was suffering from 2 main ills,
namely, labour indiscipline and lack of autonomy.

LABOUR INDISCIPLINE

In my opinion, labour indiscipline is largely responsible
for congestion in the Port. You will be surprised to know
that in the last 105 years history of the Bombay Port, not
one single labour strike was legal. Labour go on strike
without either giving the requisite notice or when the
dispute is still under conciliation proceedings. It may be
recalled here that in January 1975 when there was a major
strike in all Major Ports in the country, it was during
the conciliation proceedings and hence in contravention
of the law. Unfortunately, no action was taken by the
Government. In 1976, even when there was no major
strike some 30,000 man days were lost in illegal stoppages
of work. In other words, the labour has developed a
habit of going on strike whenever they feel like. The strike
may take place owing to either inter Union rivalry or
personality conflict between the Union leaders. Reporting
late for duty is the order of the day. Our labour output, as
a result, is 1/15th of what it is even in a small place like
Singapore. It is beyond my comprehension why the Govern-
ment continues to be so complacent about all this. Labour
indiscipline has been one of the bigges drawbacks in the
progress of our country. Therefore, unless and until the
Government realises this and introduces some discipline,
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the clock of the nation will get set back by a few years in
an otherwise fast progressing world. Execution of the
labour policy as of now is heavily one-sided. The employer
cannot declare a lock-out under the present Industrial
‘Disputes Act without complying with requisite laws, other-
wise is liable for prosecution. However, no such restraint
is placed on the labour. In my opinion, there are two ways
of improving this situation:

Firstly, except wages, all other matters should be sus-
ceptible to compulsory arbitration if the parties are unable
to reach a negotiated settlement, and Secondly, when law
is frequently violated by the labour, there should be strong
backing to the local management by the Government. It
should not be afraid to take action against the erring labour
leaders. Today. unfortunately, this will is lacking.

LACK OF AUTONOMY

.. Unlike other advanced maritime nations like United
States, Europe, Japan, Germany, etc., the Chairmen and the
Trustees of the Major Ports in India enjoy very little power
to take either any important independent decision or any
effective remedial measure for improving working of the
Ports. In other words, autonomy is very limited. It is
circumvented by the provisions of the Major Port Trust Act
1963 and the various Rules and Regulations framed there-
under, with the result, that for ordinary matters — even
small ones — references are required to be made to the
Ministry — from where the decision come very late, if at all.

For example, in September 1974 when the first World
Bank tanker of SCI came to Bombay, the Pilots demanded
an extra allowance of Rs. 300 for such movement. Being
fully justified, the Chairman and the Board unanimously
sanctioned the same, subject to the Government approval.
Government took more than two years to sanction the
extra payment and whilst doing so, the amount was re-
duced to half.

In March 1978, when the Pilots went on strike, neither
the Chairman nor the Board was empowered to negotiate
settlement and it took New Delhi nearly one month to
depute one of its Officials to Bombay, and that too for
merely listening without any power to negotiate a settle-
ment. The financial worth of the Pilots’ demand was
Rs. 120,000 per year to be paid to 22 Pilots and it was
nothing new as a similar allowance was being paid to the
Pilots at Madras and Cochin since the last few years. But
the Government continued to be tardy on the issue and this
built up so much congestion in the Port that it ultimately
cost the industry a colossal loss of Rs. 40 crores.

The Chairman of Bombay Port Trust, you will be sur-
prised to learn, is not authorized to purchase equipments
costing more than Rs. 5 lakhs and the Trustees of the Board
worth more than Rs. 25 lakhs. International experts on the
matter, however, have categorically stated that there should
be more financial freedom and the Board empowered to
spend upto Rs. 4 crores without having to refer to any
higher Authority. The point is particularly valid in respect
of those ports which can meet the commitments out of
their own resources. As you all know well, in the present
day high costs, you can hardly acquire any major equip-
ment for Rs. 25 lakhs.

The Port is least modernized. Quite a number of equip-
ments are completely outdated and are working, if output,
as a result, has slowed down considerably. You will be
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surprised to know that the Port of Bombay is working with
1% tons hydraulic cranes which were first installed in 1881
and the cranes will be celebrating their birth centenary in
another two years’ time.

At Bombay, container handling started in 1973 and
yet the Port does not have a Gantry Crane. The Port has
recommended acquisition of Floating Crane and few extra
Tugs, but the approval for the same has yet to come from
New Delhi. What I do not understand is that when the Port
has reserve funds worth about Rs. 100 crores and is overall
making a net profit of about Rs. 12 to 13 crores every year
and is not dependent for any subsidy, why should the
Government interfere with the working of the Port and not
give adequate powers to the Chairman and the Board of
Trustees to make independent decisions?

PORT CHARGES

Even in respect of revision of port charges, it is New
Delhi who makes decisions regardless of their justification.
It directs the Chairman to have the proposais passed through
the Board of Trustees by ensuring majority voting of the
Government nominees. Today, Indian port charges are one
of the highest in the world not only in comparative terms
but also in absolute terms rendering service hardly worth its
charges. When all sections of the actual users of the port
like the shipowners, the shippers, the Navy, the Railways,
the Municipal Commissioner, the Collector of Customs are
already represented on the Board of Trustees, would it not
be more fair to leave such decisions entirely to them rather
than issue the directives from New Delhi? In my opinion,
the Trustees are the best persons to appreciate the condi-
tions in the Port and therefore the revision of rates should
best be left to their judgement without any intervention
from or sanctioning by the Government.

ADMINISTRATION

At present, the Chairman has powers to create and fill
a post carrying a pay-scale of Rs. 1500° p.m., but he
cannot fill the post without the prior approval of the
Government if the maximum pay exceeds Rs. 2,000 per
month. An unfortunate result of this has been that even
though the Port is so badly congested, the post of Chief
Engineer and the Deputy Conservator are lying vacant. The
post of Manager carrying out General Duties which expired
on 26th December, 1978, still remains unfilled as orders
from New Delhi are still awaited. With this kind of func-
tioning, the Administration in the Port is naturally suffeirng
badly.

There is considerable talk going on in responsible quarters
about development of Nhava Sheva with a view to relieving
congestion at Bombay. I would strongly appeal to the
Government that before anything is finally decided, two
important points should be taken into consideraion. One,
that with our system and speed of working, it will take
many years to develop it and crores of rupees would have
been sunk. Its development will definitely have no im-
mediate impact on the present situation of congestion at
Bombay. The other point to remember is, that if we con-
tinue with the existing system of working of ports, develop-
ment of even two more Nhava Sheva Projects, in my
opinion, will not solve the problem of our congestion.

In other words, there can be no solution until the heart
of the matter is tackled and that is to enhance the powers
of the Local Authorities and the means and the will to
control the manpower.
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Wellington Harbor picture and sketch

Sketch on front cover

This photo is of the two berth Thorndon Container
Terminal. The Terminal handled 156 cellular container
ships last year with a throughput of containers being
78,200 TEU’s giving a tonnage of 1,265,000 metric tons for
the year ended 30 September last. The Container Park area
is approximately 24.3 hectares reefer capacity 1392 units
with three portainer cranes, one rail transfer crane, 18
straddle carriers etc.; total cost 35 million dollars.

@ Clyde Quay Boat Harbour

® Overseas Passenger Terminal
® Taranaki Street Terminal

@ Queen’s Wharf

(® Waterloo Quay Wharf

® Inter-Island Wharf

@ Glasgow Wharf

King’s Wharf

® Thorndon Container Terminal
@ Aotea Quay

@ Rail Road Ferry Terminal

@ Floating Dock

@ Kaiwharawhara Development

Port Zayed plans four new berths
for $35.9 million

The Sea Department of Abu Dhabi has decided to build
four new berths at the Port of Mina Zayed, including two
deep berths for containers which will be equipped with
modern clearing and shipping facilities. Total costs of the
berths will be $35.9 million.

The two new container berths are to be operational
by mid-1980 at which time the draft alongside the wharfs,
presently 9 meters, will have been dredged to 10.5 meters.

Port of Brisbane now has its own

Coat of Arms

THE PORT OF BRISBANE AUTHORITY HAS BEEN
GRANTED ITS OWN COAT OF ARMS.

THE ARMS WERE DESIGNED BY THE COLLEGE OF
ARMS, LONDON. The Authority’s motto: ‘“ex urbe ad
orbem” means . .. “from the city to the world” .. .and is
in keeping with the PBA’s role as an organisation com-
mitted to the efficient movement of ships and cargo
through the Port of Brisbane.

In the near future, the insignia will begin to appear on
official stationery, documents, and flags.

The Arms are surmounted by a globe symbolic of the
port’s involvement in international trade. The top section

of the centre shield comprises two wavy blue lines, symbol-
ising the Authority’s interest in port and marine matters.

Facts in brief: Port of Hong Kong

Hong Kong has one of the most perfect natural harbours
in the world.

The port has always been .a key factor in the develop-
ment and prosperity of Hong Kong, which is strategically
located on the Far East trade routes and is in the geo-
graphical centre of the now fast-developing Asia-Pacific
Basin region. Victoria Harbour covers an area of 6 000
hectares, varying in width from 1.6 to 9.6 kilometres, and it
can accommodate vessels of up to 305 metres in length,
with drafts of up to 12.2 metres.

Administration

Responsibility for administering the state-owned port is
vested in the Director of Marine. The Port Executive Com-
mittee advises him on the shipping, commercial and other
changing needs of the port, while the Port Committee ad-
vises the Governor on all long-term planning.

The Marine Department ensures that conditions exist to
enable ships to enter the port, work their cargoes and leave
as quickly and as safely as possible. It is concerned with the
many aspects of safety standards on all classes and types of
vessels, from the largest oil-carrying tankers to the smallest
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passenger-carrying sampans. It also supplies all the naviga-
tional aids, maintains ocean mooring buoys, manages the
Hong Kong-Macau Ferry Terminal and administers public
cargo working areas. But the Marine Department neither
controls nor operates any of the ocean shipping alongside
berthing facilities, nor the transit sheds or warehouses as-
sociated with them, nor the container complex. These are
all operated by private enterprise—making the port unique
in that it is not administered by a Port Authority.

Shipping

During 1978, a total of 91 421 vessels of 108 million net
registered tons entered and cleared the port, and of these,
18 832 were ocean-going ships.

Total deadweight tonnage of cargo discharged be ocean-
going vessels in 1978 was 19 million tonnes compared with
17.5 million tonnes in 1977. Cargo loaded was 6.7 million
tonnes, compared with 6.3 million tonnes in the previous
year. River trade involved 1.7 million tonnes of cargo—
mainly foodstuffs from China for local consumption—being
discharged, and 233 000 tonnes of export cargo being
loaded.

A sample survey recently carried out revealed that, on
average, conventional ships working cargo at buoys were
in port for 2.8 days and containerships were here for just
21.5 hours, including steaming, berthing and unberthing
time.

Containerisation

The Kwai Chung Container Terminal, located in the
north-western part of Victoria Harbour, has six berths total-
ling more than 2 300 metres fronting on to more than 60
hectares of cargo handling space, which includes container
yards and container freight stations.

Throughput at Kwai Chung was 1.227 million TEUs in
1978,

Port Facilities

Within the port there are 71 mooring buoys operated
and maintained by the Marine Department for ocean-going
vessels. Of these, 43 are suitable for vessels of up to 183
metres in length, and the remainder for ships of up to 135
metres in length. The moorings include 60 special typhoon
mooring buoys which are so located that ships can remain
secured to them during tropical storms. This obviates un-
necessary ship movements, so helping to maintain effi-
ciency and reduce operational costs.

There are 253 modern marine navigational aids strate-
gically located throughout Hong Kong waters to guide
mariners to and from their berths, and those in the harbour
are constantly being improved to ensure greater safety.

New yard cranes for container
terminal: Singapore

The Port of Singapore Authority has received two of the
six new yard gantry cranes (transtainers) ordered at a cost
of $6.5 m last year and are now being assembled at the
Container Terminal.

The remaining four will arrive over the next four months
and are expected to be in operation by the end of this year.
This will bring the total of transtainers at the PSA Con-
tainer Terminal to 11 and enable more of the ship opera-
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tions to be shifted from the van carriers system to the trans-
tainer system.

By 1981, another nine of these transtainers costing some
$10.8 m will be added to increase the total to 20.

Meanwhile, some 4.2 million tonnes of containerised
cargo was handled at the Container Terminal during the
first half of 1979. This is an increase of 27.3 per cent com-
pared to the same period last year when some 3.3 million
tonnes were handled.

In terms of container throughput, a record of 305,760
TEUs or a monthly average of 50,960 TEUs were handled
by the Terminal during the first six months of 1979. This
was 35.7 per cent more than the 225,314 TEUs handled
during the same period last year.

L .
One of the two new gantry cranes being assembled at
Container Terminal.



Air Block Fenders Assure

s

Developed by Yokohama Rubber, ABF’'s (Air Block
Fenders) are epoch-making pneumatic rubber fenders
featuring bolt installation on the quay walil.

The low reaction force of ABF’s assure less stress to
quay wall and vessel, inclined berthing can be enlarged,
while contact pressure performance is outstanding.

ABF’s are excellent against rolling, swaying, yawing
and all other forceful movements of wind and waves.

This means maximum safety and shock-protection
whether berthing or mooring—with no possibility of

Perfect Berthing & Mooring

damage to the ship hull or berthing structure.

Several years of severe testing in Japan under adverse
conditions has proven the quality and performance of
this important harbor equipment.

An additional advantage is that problems inherent in
solid type fenders are solved by the new ABF design.

Yokohama Rubber's ABF’s are the most advanced
types available today. They enjoy wide use and give users
complete satisfaction.

¥ YOKOHAMA

For further information, please contact your local agent of Yokohama Marine Products or write to;

THE YOKOHAMA RUBBER COMPANY LTD.

HEAD OFFICE: C.P.O. Box 1842 Tokyo 100-91, Japan. Tel: Tokyo 432-7111 Telex: J24673, J24196 YOKORUCO Cable Address: YOKORUCO TOKYO
HOUSTON OFFICE: One Houston Center, Suite 1910 Houston, Texas 77002 U.S.A. Tel: 713-654-8123 Telex: 77-5472 YOKORUCO HOU
LONDON OFFICE: 3rd Floor Standbrook House, 2-5, Old Bond, Street London W1X3T.B, England. Tel: 01-499-7134/5 Telex: 885223 YOKOCO G



- MITSUI
Container

The Mitsui System can speed up and
rationalize container handling to give in-

creased benefits from container transportation.

Developed in 1972, this system has proved
its efficiency at the busy Ohi Pier, Port of
Tokyo, and it could be working for you in
solving your container terminal problems,
particularly those in the fields of cargo
information and operations systems.

o gk wh

Yard Plan Computer System

Yard Operation Computer System

Data Transmission and Oral Com-
munication System

Transtainer® Automatic Steering System
Transtainer® Operation Supervising
System

Portainer® Operation Supervising System

Automat
Terminal
System

@ Computer Room O Portainer®
@ Gate Office @ Rail-Mounted Transtainer®
@ Operation Room @Rubber-Tired Transtainer®

MITSUI S#siiione co, oo

Head Office: 6-4, Tsukiji 5-chome, Chuo-ku, Tokyo, 104 Japan

Cable: “MITUIZOSEN TOKYOQO", Telex: J22924, J22821

Material Handling Machinery Sales Department Tel. (03) 544-3677

Systems Headquarters Marketing Dept. Tel (03) 544-3272

Overseas Office: New York, Los Angeles, Mexico, London, Duesseldorf,
Vienna, Singapore, Hong Kong, Rio de Janeiro
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